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On these pages, last week, we deplored the fact 

® that it was impossible to indulge in an orderly 

iscussion of the current railroad rate situation because 

t was so confused that we could detect no rational 
attern in it. 

Nothing has happened in the week to clarify the 
eneral situation. The numerous decisions and pro- 
psals still seem in many respects in conflict and with- 
t any relation to an overall plan. 

As to one of the developments, however, we have 

heard an exposition that does, at least, outline a pat- 
and a plan lying behind it. If one accepts the 
views of the expositor, however, there is no reason for 
mncouragement, but rather grounds for added appre- 
ension. 
Speaking at a luncheon arranged by the public 
Mebffairs committee of the Chicago Association of Com- 
merce and Industry, last Tuesday, John S. Burchmore, 
—_Wwell known transportation attorney, and counsel for 
the National Industrial Traffic League, described the 
ommission’s class rate decision, upheld three weeks 
pgo by the United States Supreme Court, as the result 
of deliberate planning by a group of “advanced think- 
rs” who want the transportation regulatory laws so 
pdministered as to reduce the managerial discretion of 
e private owners and operators of the facilities to a 
inmum; who want that regulation so applied as to 
ake the transportation facilities not merely efficient 
agencies for performing the functions of moving goods 
and persons, but to use them as instruments in reshap- 
g the country’s entire economy. 

Mr. Burchmore absolved the Supreme Court, in a 
broader sense. Had he been a. member of that court, 
said he, knowing what he did about “the antecedents 
and history and content of the Commission’s decision,” 
Me, too, ‘would have voted to approve it on the theory 
Nat the only other course open to the Supreme Court 
jould have been to substitute its judgment for that of 
he Commission as to what the rates should be.” 
Indeed, he even tried to let the Commission down 
asy by suggesting that it was “unconsciously” follow- 
fg the line of thinking of the ‘economic planners,” 
ind that it was “yielding to pressure.” 

Despite those comparatively soft words, however, 
is implication was clear. It was that what the Com- 
fission has done in the case could, if it were permitted, 
lecome the entering wedge in a new philosophy of rate 
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Budkiound of a Decision 


making that would result in the judging of transporta- 
tion rates on the basis of their effect on commerce and 
industry, rather than on their reasonableness as charges 
for service rendered. But let us permit Mr. Burchmore 
to state his thesis in his own words: 


41  Spleaaaenencas planners, agitators, seeking to bet- 

ter conditions in certain areas or territories, have 
proclaimed there is a great burden of discrimination in 
the freight rates in favor of the north and their demands 
for action have been insistently repeated in the halls 
of Congress, expressed in the magazines and on the 
rostrum by such speakers as Ex-Vice President Wal- 
lace. It is quite human nature to speak out strongly 
against a discrimination which is being suffered; and 
those who are alleged to enjoy the privilege, defendants 
so to speak, are not so inclined to diligence and earnest- 
ness in replying or in debating the subject. So there 
has been rather little counter propaganda. 

“Considering the antecedents and background, we 
may suspect the Commission is yielding to pressure. 
There seems the gravest danger that this decision, not 
so important in its present immediate effect, may prove 
the land-mark for a new era of administrative action 
where freight rates will be judged primarily as to their 
effects upon commerce and industry. Freight rates will 
be prescribed and revised with regard to social-eco- 
nomics or what may be called political effects rather 
than, as in the past, with regard to the economics of 
transportation and the considerations and circum- 
stances of transport. 

“We are not so rooted to traditions and attached 
to the patterns of the past that we should oppose prog- 
ress in the methods of transportation or in the arts of 
rate making. But for all the reasons that make for free 
enterprise as against a managed economy, it seems of 
highest importance to resist measures and programs 


‘designed to treat transportation as a vehicle for bring- 


ing about social and economic changes rather than a 
servant of commerce and to deprive private manage- 
ments of carriers of the responsibility and prerogative 
of designing and maintaining rates suited to the needs 
of the patrons and of the public.” 

There seems to be good authority for Mr. Burch- 
more’s view on both sides of the question. He cited the 
National Resources Planning Board’s expressed intent 
to use “transportation as a ready instrumentality for 
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experiment in reforming the economic picture of the 
country and promoting industry and development of 
the so-called submarginal areas of the south and of the 
west;” he pointed out that Commissioner Alldredge, in 
his Tennessee Valley Authority days, “diligently and 
persuasively developed this general theme . . . that the 
railroad rate structure is in a sense outmoded and in a 
large way constitutes a great handicap on the industrial 
and economic development of the south, particularly, 
also of the far west, and that the rate structure is so 
designed.” 


INALLY, he pointed out that the now happily de- 

funct Board of Investigation and Research—tTrans- 
portation, “of which Mr. C. E. Childe was a dominant 
member, issued comprehensive reports, scathingly criti- 
cal and with ambitiously unlimited proposals for federal 
activity and action to cure the supposed national trans- 
portation blight on economic progress,’’ recommended 
in its final report “an amendment to the interstate 
commerce act to include a clear mandate from Congress 
for the Commission to establish a nationwide uniform 
classification and a uniform scale of class rates, as a 
first step to end regional discriminations.” 

On the other hand, the speaker quoted from Jus- 
tice Jackson’s dissent: 

“T have long heard the complaint that freight rates 
discriminate against the south. I have been inclined to 
suspect it to be true and have hoped to see an impartial 
and exhaustive study and decision on the subject. But 
this case does not meet that description. The student 
of economics will be puzzled at the court’s citation of 
the fact that the average employed person in the south 
earns only half as much as those in the northeast as 
being in some way attributable to these freight rates.” 

Our previous comments on the Commission’s deci- 
sion in the class rate case drew from Mr. Norman, 
counsel for the southern governors, an accusation of 
“preconceived prejudice” (see the Open Forum page in 
this issue). That prejudice, he asserted, caused us to 
fall into “many errors,” among which he cited particu- 
larly our apprehension over the fact that the decision 
indicated that the Commission appeared to be setting 
itself up “as an initiator of rates rather than as a body 
to observe and police existing rates.” 

Our error, Mr. Norman says, lies in overlooking 
the fact that, in instituting rates for the future, the 
Commission always has been an initiator of rates. This 
neat bit of sophistry could stand lengthy dialectical 
examination; but its weakness ought to be apparent to 
anyone who understands the difference between the 


Commission’s action in the class rate case and its ac- © 


tions in complaint and suspension cases—even in some 
early self-initiated proceedings. 

At any rate, even Mr. Norman ought to be willing 
to admit the possibility of a view other than his own 
based on something besides “preconceived prejudice.” 
For instance, he asserts that the Commission, in the 
Class rate case, “found the existing rates unlawful by 
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application of established rate-making principles based 
on substantial evidence.”’ Many experienced traffic men, 
including leading industrial traffic managers in the 
south, disagree with Mr. Norman on that point. So 
does Mr. Burchmore, who said that “the truth of the 
matter is the Commission had only a trace of testi- 
mony, by no means substantial evidence, for finding the 
present basis of rates generally unlawful.” 

If agreement with men like that constitutes “‘pre- 
conceived prejudice” we’ll take a chance on consider- 
ing the epithet harmless. 


Class Rate Tariff Situation 
Requires Commission Order 


The approach of the expiration of the 25-day period in 
which the western railroads or the eastern states might ask 
the Supreme Court of the United States to give them a re- 
hearing, in the proceedings in which the court upheld the 
“interim” class rate order of the Commission, has aroused 
discussion as to developments that will take place if the 
Supreme Court’s mandate goes down to the lower court re- 
quiring it to dissolve the injunction issued in December, 1945, 
particularly in view of the granting of general rate increases 
in Ex Parte 148 and 162. 

On May 12, the Supreme Court handed down its decision 
upholding the Commission’s order (see Traffic World, May 17, 
p. 1559). Under that court’s rules, the western railroads and 
the eastern states, which appealed the decision of the lower 
court, had 25 days, or until June 6, to ask for a rehearing. 
As to the middle of the week beginning June 2 no request 
for rehearing had been filed in the Supreme Court. A court 
attache observed that the court rarely granted rehearing and 
that, even if it did grant such a request, unless it issued a 
special order staying the mandate, the lower court would be 
required to dissolve the injunction. He expressed the opinion, 
however, that if the court granted rehearing it would dispose 
of the matter before the end of the present session, June 16. 


As to developments in the event the injunction is dissolved, 
it was pointed out at the Commission that the special per- 
mission granted the carriers to postpone the class rate tariffs 
that were within 10 days of going into effect when the district 
court at Utica issued its temporary injunction, December 21, 
1945, authorized such postponement until the further order 
of the Commission (see Traffic World, Dec. 29, 1945, p. 1591). 
Therefore, it was said, it would be necessary for the Commis- 
sion to enter a further order after dissolution of the injunction 
to lift the postponement of the class rate tariffs. The view 
was also expressed that, since the Commission’s order in the 
general increase case, Ex Parte 148 and 162, Increased Rail- 
way Rates, Fares and Charges, 1942, 1946, granting increases 
averaging about 17.6 per cent, had been made not to affect the 
findings in the class rate case, an order would probably have 
‘to be issued in the general increase case as to the application 
of the class rate increases and decreases. In Ex Parte 148 and 
162, the Commission provided in its findings that, as the effec- 
tiveness of its order in No. 28300, Class Rate Investigation, 
1939, “is now stayed and enjoined we do not hereby in any 
manner suspend or supersede, or modify or affect the findings 
and order entered in that proceeding.” 


Wilson on Progress Toward 
Traffic “Professionalization” 


An announcement will be made during the fall of this year 
that applications for regular membership in the American So- 
ciety of Traffic and Transportation will be received, Dr. G. 
Lloyd Wilson, of the University of Pennsylvania, stated in an 
address delivered June 3 before the Traffic Club of Houston, at 
the Rice Hotel. Dr. Wilson, who spoke on the progress toward 
professional status of traffic management, was introduced by 
Joseph P. Gudger, traffic manager, Gulf Oil Corporation. 

An examination syllabus for prospective members is now 
being drafted by the director of education and the board of 
examiners of the society, said Dr. Wilson. Founder members— 
those who are recognized for distinguished attainments in 
transportation and traffic management—are now being invited 
by the society to join. 

The speaker traced the steps toward the development of 
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professional status and recognition of traffic management from 
the appointment of a committee on education by the Associated 
Traffic Clubs of America at its 1927 convention to the first 
annual meeting of the society at Columbus, Ohio, on October 2, 
1946. “The society,” he said, “is a non-profit corporation whose 
purposes are to establish standards of knowledge, technical 
training, experience, conduct, and ethics and to encourage the 
attainment of high standards of education and technical train- 
ing requisite to the proper performance of the various functions 
of transportation.” 

He added: 


These purposes are proposed to be served and accomplished by the 
composition and publication of outlines and syllabi of materials for 
study. The society proposes to assist educational institutions or other 
organizations conducting or developing courses of study in transpor- 
tation and traffic. 

It will conduct examinations to test the attainment of standards of 
membership in the society. . . . Arrangements will be made for exam- 
ination to be taken by candidates for admission to membership in 
various parts of the country after an adequate opportunity has been 
given the first group of applicants to prepare for the examinations 
(which) will probably consist of a series of examinations in transpor- 
tation and traffic management, and in related subjects—such as mar- 
keting, economics, geography, government, industry, commercial or 
business organization, and the elementary legal aspects of transportation 
and traffic management. 


Professional Status Must be Earned 


A word of caution seems appropriate to answer some who 
are concerned that professionalization may bring about regula- 
tion and government licensure, concluded Dr. Wilson. “A 
vocation does not become a profession by having its practition- 
ers announcing it to be one, or by legislation declaring so to be. 
The status is an earned one and not honorary. It must be 
earned by effort and service over a period of years.” 

The speaker asserted that the field of traffic management 
possesses all those hall marks of professional status by which 
other professions—law, medicine, the church, education, arms, 
engineering, accounting, and insurance—are recognized. 


SOMERVELL PRAISES RAIL MOBILIZATION PLAN 


“The outstanding example of adequate industrial planning 
and mobilization prior to World War II can be found in the 
railroads,” General Brehon Somervell, president of Koppers 
Co., Inc., stated in an address before the May 28 annual meet- 
ing of the National Industrial Conference, at the Waldorf 
Astoria, New York City. Speaking on industrial mobilization, 
Mr. Somervell said that industry in general can profit from the 
experience of the railroads which designed a mobilization plan 
for railroad participation in war which was both realistic and 
effective. “It is a model for all other industry to follow,” he 
said. “The plans developed by the American railroads and the 
self-controls established made extraordinary government con- 
trols superfluous and relieved the government of a major ad- 
ministrative task, to the benefit of the war effort and also of 
the taxpayers.” 

Mr. Somervell contended that the best way of preventing 
a third world war is through efficient planning for industrial 
mobilization, carried out by industrial leaders who have already 
experienced the first and second world wars. 


Transportation Corps Seeks 
“Affiliated” Units 


Following announcement by the War Department of a 
program to organize some 2,500 specialized industry and ci- 
vilian-sponsored units of the Organized Reserve Corps, Briga- 
dier General Paul F. Yount, Acting Chief of Transportation, 
has stated that the Transportation Corps will seek the coop- 
eration and assistance of leaders in the rail, water and motor 
transportation fields in sponsoring and organizing certain 
types of Transportation Corps “affiliated” units. 

The “War Department Affiliation Plan,” as it is known, 
was outlined by Secretary of War Patterson and Gen. Eisen- 
hower, Chief of Staff, and other War Department officials to 


educational leaders, said the Technical Information Office of 
the Corps. Continuing, it said: 


Basic factor behind the ‘‘Affiliation Plan’’ is the necessity for hav- 
ing trained manpower to expand immediately the existing military 
structure in case of another emergency. In the past war, service units 
organized in the civilian fields of medicine, transportation and com- 
munication—such as complete hospitals, trucking and railroad com- 


everyday work, to the Army at a time when such skills were vitally 
needed and the nation could not afford the luxury of extended training 
periods. 

The present program is new in that it will be the first time that 


a representative group of the nation’s industrial, labor and . 


panies—were able to contribute their know-how, developed in their . 
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the affiliation principle has been coupled on a major scale with the 
Organized Reserve Corps. For the first time Transportation Corps will 
seek ‘‘affiliated’’ sponsors in the water and motor highway transporta- 
tion fields, 

Gen. Yount revealed that the Transportation Corps will go directly 
to the heads of selected railroads, steamship lines, ship-yards, motor 
carriers, and various civilian transportation organizations, to seek their 
aid in sponsoring and organizing the principal types of proposed affili- 
ated TC units. It was stressed that the program is entirely voluntary 
on the part of industry. 

TC units, as proposed, would include Hq. & Hq. Co’s. Military 
Railway Service; Hq. & Hq. Co’s, Railway Grand Division; Railway 
Operating and Shop Battalions, both diesel and steam; Hq. & Hq. Co’s, 
Major Ports; Harbor Craft and Port Marine Maintenance Companies; 
Hq. & Hq. Co’s, Highway Transport Service, and Hq. & Hq. Detach- 


"Exch 
Order 


ment, Truck Battalions, and Truck Companies (Heavy). bys 
The War Department has announced that effective July 1, ceriy fi 
a Transportation Corps R. O. T. C. unit will be established at had their 


the University of Maryland, College Park, Md. This would 
make a total of 16 universities and colleges of this country 
offering Transportation Corps courses, it said. 
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JAPS INTERESTED IN U. S. RAILROADS Y divisic 

The Japanese have taken a keen interest in the develop- tant o 
ment of railroad facilities in the United States, according to endant : 
Lieutenant Colonel A. W. Lyon, commanding officer of the 3rd On 1 
Military Railway Service in Tokyo. Col. Lyon made this state- indings: 





ment in reporting to the Chief of Army Transportation in na 
Washington on the recent-display of American railroad pic- Rap Pair 
tures, posters, pamphlets and other material throughout Japan. 


les, i 
“Not only do we find this interest among railroad officials ioe the 
here, but also among the general public,” wrote Col. Lyon, in re and fe 
expressing his appreciation of the cooperation of the Associa- ines, in v 
tion of American Railroads and a number of individual rail- ult in rat 
roads in making the displays possible. Recall 
More than 200 photographs, 50 posters and 150 pamphlets | 
were provided by the association and individual railroads at The 
the request of the Transportation Corps to assist the 3rd Mil- ituation 
itary Railway Service in participating in the 75th anniversary 
of the establishment of Japanese railroad service. From 
Following the original display in Tokyo of the American pomeeh 
photographs and literature, the material was divided into three livery : 
mobile exhibits for rotation through various stations and ose rat 
R. T. O. waiting rooms throughout Japan for the benefit of on and 
the Occupation Forces. Approximately 35,000 people viewed Houston 
the exhibit in Tokyo alone, a feature of which was a huge wall ents, res 
map showing the American railroad network with the prin- rig 
cipal termini indicated by small electric lights, which could be Sete | 
flashed by the viewing public from a series of push buttons on elivery, 
a table below, according to the A. A. R. noves ov 
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The annual meeting of the Freight Station Section, Asso- 
ciation of American Railroads, will be held June 11-13 at the 
Congress Hotel, Chicago, W. E. Todd, secretary, has announced 
F. G. Love, of the New York Central System, New York City, 
is chairman of the section and will call the meeting to order. 
Among the subjects scheduled for discussion are reports of the 
committees on station and terminal operation, on station office 
operation, on loss and damage, and on station traffic. 

The following are scheduled to address various sessions of 
the meeting: 

June 11: H. D. Barber, vice-president, Erie Railroad; J. H. Ayde- 
lott, vice-president, operations and maintenance department, A. A. R.; 


H. A. McAllister, assistant to president, Erie Railroad; June 12: C. R. a . 
Megee, vice-chairman, car serice division, A. A. R.; W. P. Heuel, audi- ail line 
tor, Chicago, Milwaukee, St. Paul & Pacific Railroad; Lewis Pilcher, . 
executive vice-chairman, freight claim division, A. A. R.; Edward Da- n whic 
hill, chief engineer, freight loading and container section, A. A. R.; As 
June 13: Fred Carpi, assistant general traffic manager, Pennsylvania hed t 
Railroad. ory of 
ne ee ee ce a ey WwW 

GRAIN CASE VETERANS TO MEET rior r 


tances 
iolatio 
roceed 


The Veterans of 17,000, Part 7, a group of men who have 
had connection with the Hoch-Smith grain cases since their 
inception in 1927, will hold a dinner meeting at the Hotel 


Sherman, Chicago, June 11. Invitations have been issued by A On 
Frank B. Townsend, director of traffic, Minneapolis Traffic As- parat 
sociation, self-styled Regimental Sergeant Major of the group. e dec 
Many of the parties to the original cases will be in Chicago at d cit 
that time attending hearings in I. and S. 4565, Grain, Western Th 
Trunk Line, Southwestern and Official Territories, and asso- ove t 
ciated cases, at which Examiners Mackley and Hall, knowr/ to D this 
the veterans as the “grain case twins,” will preside. 7 
POSTAL SERVICE TO RUSSIA = 

Postal service to the Union of Soviet Socialist Republics nd st 
will be governed by new regulations issued by the Post Office er cc 
Department. The regulations were published in the May 30 at th 





issue of the Federal Register. 
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Exclusive” Rail Proportionals 
Ordered Eliminated by I. C. C. 


Barge lines, seeking interchange with railroads on iron and 
ee] traffic at New Orleans for westbound movements, after 
nearly five years of controversy before the Commission, have 
had their contentions recognized in a report by the Commission 
in No. 28731, Coast Transportation Co., Inc., et al. vs. Aberdeen 
& Rockfish Railroad Co. et al., in which the Commission re- 
ersed a prior decision of division 3, 256 I. C. C. 339. Commis- 
ioner Johnson wrote a long dissent to the majority opinion 
f division 3 (see Traffic World, Oct. 16, 1943, p. 904). The 
instant order requires six mimeographed pages to list the de- 
endant railroads. 


Ae further hearing, the Commission made the following 
ndings: 


... we find that the assailed restrictive provisions published by 
efendants in connection with their proportional rates on iron and steel 
ticles, in carloads, from Chicago, St. Louis, Kansas City, and points 
aking the same rates, over all-rail and rail-barge routes, to New Orleans, 
re and for the future will be discriminatory against connecting barge 
ines, in violation of section 3(4) of the act, to the extent that they re- 
ult in rates to New Orleans applicable to traffic for movement beyond 
by barge to Houston which exceed or may exceed the rates to New 
Drleans applicable to traffic for movement beyond by rail to Houston. 


The report set forth the following description of the rate 
situation: 


From New Orleans to Houston, Tex., the only destination in respect 
ff which evidence was adduced at the further hearing, the rates on iron 
nd steel articles are 22 cents over all-rail routes and 19 cents for ‘‘dock’’ 
elivery and 20 cents for ‘‘uptown’’ delivery over barge-line routes. 
hose rates have local and proportional application. Thus the rates on 
on and steel articles from Chicago, St. Louis, and Kansas City to 
Houston over all-rail routes through New Orleans are 55, 47, and 58 
ents, respectively, and over rail-barge-rail routes 50 and 53 cents, re- 
pectively, from Chicago and Kansas City. If the traffic moves over rail 
outes to New Orleans thence barge line, the rates would be 74, 66, and 

cents from the respective origins indicated to Houston for ‘‘dock’’ 
elivery, and 75, 67, and 78 cents for ‘‘uptown’’ delivery, If the traffic 
hoves over rail-barge routes to New Orleans, thence barge lines beyond, 
ates on the traffic under consideration for the deliveries indicated 
ould be 65 and 66 cents from Chicago, and 68 and 69 cents from 

ansas City. The rates in connection with the movement by rail to 
New Orleans, thence barge, would exceed the rates over rail routes to 
d from New Orleans by 19 and 20 cents for ‘‘dock’’ and ‘‘uptown’’ 
eliveries, respectively, on traffic from the three origins indicated, and 
e rates over rail-barge from Chicago and Kansas City to New Orleans, 
d rail beyond, by 15 and 16 cents for similar deliveries. The joint 
l-rail rates on iron and steel articles, minimum 60,000 pounds, from 
hicago, St. Louis, and Kansas City to Houston are 55, 45, and 55 
ents. If the restrictions in connection with the proportional rates here 
ssailed are removed the rates on the traffic under consideration from 


e origins identified to Houston over rail routes to New Orleans, and . 


arge line beyond, will be 53, 45, and 56 cents, respectively, for ‘‘up- 
bwn’’ delivery, and 1 cent in each. instance lower for ‘‘dock’’ delivery. 


After describing the methods by which traffic at New Or- 
eans is interchanged between the rail lines and between the 
ail lines and the barge lines, the report took up the five points 
in which the defendants rested their case. 

As to the first point, that the proportional rates were estab- 
hed to meet water competition, the Commission said the his- 
ory of the rates and a description of the water competition 
ney were originally designed to meet were set forth in the 
tor report. It added that “it is manifest that the circum- 
lances attending the origin of these rates do not justify a 
lolation of the act and hence do not affect the issues in this 
roceeding.”’ 

On the second point, that proportional rates might not be 
eparately considered, the report said it found little support in 
€ decision of the Supreme Court or those of the Commission, 

d cited a number of cases. ; 

The third point raised by the defendants was that, to re- 
Ove the restrictions would, in effect, open up new routes. As 
Db this, the report said the defendants now maintained on 
dtton-piece goods and several other commodities proportional 
ail rates from points in the southeast to New Orleans appli- 
able to traffic moving beyond either rail or by water, and 
at it was evident through routes for the movements of iron 
md steel over defendants’ lines to New Orleans and thence 
er complainants’ water lines beyond were now in effect, and 
at through rates by combination applied over those routes 






















made up of defendants’ local rate to New Orleans and com- 
plainants’ rates to destination. It added that there was at pres- 
ent movement of iron and steel articles over those routes, but 
added the evidence indicated the high level of the rates men- 
tioned in relation to rates on like traffic moving beyond New 
Orleans by rail constituted the only obstacle to such movement. 
It said complainants: did not seek establishment of joint rates. 

Answering a contention that establishment of the propor- 
tional rates would open routes that would exceed in circuity 
the prescribed routes in Through Routes and Joint Rates, 153 
I. C. C. 129, the report said as the establishment of the propor- 
tional rates requested would not result in establishment of new 
routes, and complainants did not seek prescription of joint rates, 
the circuity of the rail-barge routes described was not relevant 
to the issues to be determined. 

At oral argument, the defendants contended also that elim- 
ination of the assailed restrictions would result in a violation 
of the long-and-short haul provision of section 4 of the act. 
This, the report said, was based on the fact that maintenance 
of a rail proportional rate of 33 cents from Chicago to New 
Orleans in connection with a barge rate of 20 cents from New 
Orleans to Houston for “uptown” delivery, for example, would 
result in a through rail-barge rate from Chicago via New Or- 
leans to Houston 2 cents lower than the local rail rate of 55 
cents from Chicago to New Orleans. 


The Commission then reviewed briefly Grain Proportionals, 
Ex-Barge to Official Territory, 262 I. C. C. 7, and quoted from 
the opinion of the Supreme Court dealing with the*Commission’s 
order in that case, decided March 31, in part to the effect that 
“the initiation of new rates with such a disparity in through 
rail rates as compared with local rail rates would, of course, 
be forbidden by section 4 of the act as amended in the absence 
of Commission approval. But, in so far as the inherent cheap- 
ness of the barge leg of the through route produces a disparity 
between barge-rail rates and local rail rates, Congress has said 
that the act must be so administered as to preserve, not elimi- 
nate or reduce the disparity.” 


In addition to the finding aforementioned, the Commission 
also found the service of originating rail carriers was not 
greater on traffic for movement beyond New Orleans by barge 
than on that for movement beyond by rail; that present unequal 
rates to New Orleans on traffic for movement beyond by barge 
and by rail excluded the complaining barge lines for participat- 
ing in handling this traffic to Houston; that the adjustment of 
rates on iron and steel articles from the involved origins to 
Houston was not shown to be such as to warrant the disparity 
in treatment now accorded by the rail lines to traffic moving 
beyond New Orleans by barge as compared to that moving by 
rail. The Commission concluded that the movement from New 
Orleans to Houston by barge was entitled to proportional rates 
to New Orleans the same as applied on like traffic when the 
movement beyond that point was by rail. 


Applicable Rates Determined on 
Defluorinated Phosphate 


The Commission, division 3, has determined the applicable 
rates on phosphate rock, defluorinated or calcined, between 
named points, and has found the applicable rates not to have 
been unreasonable, with exceptions, by a report in No. 29323, 
Cooperative G. L. F. Mills, Inc., vs. Central Railroad Co. of 
New Jersey et al., embracing also No. 29394, Cooperative Mills, 
Inc., of Virginia et al. vs. Baltimore & Ohio Railroad Co. et al.; 
No. 29439, Coronet Phosphate Co. et al. vs. Ann Arbor Railroad 
Co. et al.; and No. 29521, Armour & Co. et al. vs. B. & O. et al. 
The division, by an order in No. 29521, dismissed the complaint 
in that proceeding, in which it found rates on bone meal to 
named points not unreasonable. 


No. 29323 involves rates on 76 carloads of calcined phos- 
phate rock, shipped between May 1 and December 31, 1943, from 
Evansville, Pa., to Albany and Buffalo, N. Y., the commodity 
no longer being produced at Evansville and reparation only 
being sought. 

No. 29394 involves rates on 223 carloads of phosphate rock, 
defluorinated or calcined, referred to in the proceeding as 
defluorinated phosphate, shipped since August, 1944, from 
Rambo, Swedeland, and West Conshohocken, Pa., to Baltimore, 
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Md., Norfolk and Roanoke, Va., Reading, O., and Statesville, 
N. C., and reparation is sought. 

No. 29439 has to do with rates on defluorinated phosphate, 
in carloads, shipped in July, 1944, and thereafter, from West 
Conshohocken to various destinations east of the Rocky Moun- 
tains. The division said that as this commodity was no longer 
produced at West Conshohocken, no necessity was shown for 
prescribing rates for the future from that point. 

The division said that in No. 29521, Armour & Co. and 
other complainants alleged, in a complaint filed April 18, 1946, 
that the rates on bone meal, in carloads, shipped in the statutory 
period from Chicago, Ill., and Lockland, O., to destinations in 
Official Territory, has been and were unreasonable. 

One of the principal questions of dispute in the proceedings, 
said the division, was whether the bone meal, defluorinated 
phosphate, and calcined phosphate rock under consideration, 
particularly that containing 0.6 per cent or less of fluorine, 
were chiefly and primarily valuable and predominantly used 
for fertilizer or for animal and poultry food. It said the con- 
signees in these proceedings seeking reparation on shipments 
of defluorinated phosphate and calcined rock were all manu- 
facturers of live stock and poultry feeds. In wartime, it said, 
defluorinated phosphate was developed as a substitute for feed- 
ing bone meal. 

; From its discussion of the facts, the division said it seemed 
clear: 


(1) That the primary or chief value and best use from the stand- 
point of the sales price of the shipments of steamed bone meal, defiuor- 
inated phosphate, and calcined phosphate rock here in issue were not 
as fertilizers but as animal feed. 

(2) That defendants’ action in not according those shipments the 
fertilizer rates was justified. 

(3) That the assailed rates on defluorinated phosphate from West 
Conshohocken to Iowa Falls, Ia., and Fort Worth, Tex., were excessive 
as compared with column 23.5 rates on mineral mixtures for animal 
and poultry feeding. 

(4) That no necessity is shown for prescribing rates for the future 
from Evansville and West Conshohocken, as these commodities are no 
longer produced at those points. 


The division said it found that the assailed rates on bone 
meal had not been and were not unreasonable; that the appli- 
cable rates on the considered commodities from Evansville to 
Albany and Buffalo and from West Conshohocken to Minne- 
apolis and destinations in Trunk Line and Central territories 
were the corresponding column 27.5-K rates governed by ex- 
ceptions to the Official Classification; that the applicable rates 
from West Conshohocken were 32 cents a 100 pounds to States- 
ville, 40 cents to Asheville, 61 cents to Iowa Falls, and $1.14 
to Fort Worth; and that the applicable rates were not unrea- 
sonable, except that, from West Conshohocken to Iowa Falls 
and Fort Worth, they were unreasonable to the extent that they 
exceeded 52 and 82 cents, respectively. 


The division said the complainants Cooperative Mills, Inc., 
of Virginia, Cooperative Mills, Inc., of Ohio, and Cooperative 
Mills, Inc., of North Carolina, in No. 29394, were entitled to 
reparation. It said the defendants were authorized to waive 
collection of outstanding undercharges, if any, to basis of the 
rates found reasonable. 

Complainants in No. 29521, said the division, contended 
that the rates on bone meal feed should not exceed the rate 
accorded the competitive commodity, defluorinated phosphate, 
as maximum. It said they stated that their complaint might 
be dismissed if the division found that no reduction in rates 
was warranted for the transportation of defluorinated phosphate. 


Common Control of Motor and 
Water Carriers Approved 


By a report and order in MC F-3327, Russell B. Stearns— 
Control—Massachusetts Steamship Lines, Inc., the Commission, 
division 4, has authorized acquisition by Russell B. Stearns, of 
Boston, Mass., of control of Massachusetts Steamship Lines, 
Inc., through ownership of capital stock and as joint trustee 
under a voting trust agreement. 

The report said Stearns was president and director of Mas- 
sachusetts Northeastern Transportation Co., a motor common 
carrier of passengers and their baggage, and of newspaper 
and mail, he and members of his family either owning or hold- 
ing in trust for others about 74 per cent of its outstanding 
capital stock. It also said he individually owned 7.6 per cent 
of the outstanding stock of the steamship line and was one of 
two trustees under a voting trust agreement, holding 55 per 
cent of the steamship line stock. The agreement was required 
to be set up by the First National Bank of Boston in connec- 
tion with a $600,000 loan made in 1946. 

While Stearns contended he did not control the steamship 
lines through his stock ownership or as one of the voting trus- 





TRAFFIC WORL 




















. . : s bY € 7. 
tees within the meaning of section 5(4) of the interstate cop gg 


merce act, the report quoted Colletti-Control—Comet Freip 
Lines, 38 M. C. C. 95, to the effect that the terms of that seq 
tion embraced all forms of types of control or managemey 
the division held that Stearns, jointly with the other trusted 
in holding a majority of the stock of the steamship compan 
on its institution of operations in interstate or foreign cop 
merce, and while in control of the motor line, effectuated co 
trol of, or power to control, the two carriers, resulting in 
violation of the provisions of section 5(4). However, it sai 
under the circumstances of the case, the apparent violatiy 
alone did not warrant withholding approval of the applicatiy 
as the transaction was otherwise consistent with the publi 
interest. ‘ 
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a s s i The 

Va. and W. Va. Municipalities = 

Intervene in C. & O.-N. Y. C. Case report, 
0 

By three orders in proceedings involving a Cheasapeake § mee of 
Ohio request to withdraw from a voting trust required by th@ Mississi 
Commission 400,000 shares of New York Central stock, ang [Illinois 
applications of Robert R. Young and Robert J. Bowman, fogincludir 
authority to continue in their present positions as chairman 9 The 
the board and president of the C. & O., while serving a§4, 1945, 
directors of the N. Y. C., the Commission, Commissioner 
haffie has permitted Virginia and West Virginia civic interes 
to intervene. By 

The orders were issued in Finance No. 14692, concerning Steams 
the New York Central stock; Finance No. 11923, Sub, gmission 
Mr. Young’s application; and Finance No. 6281, Sub. 6, Mgauthori 
Bowman’s application. The orders permitted intervention gan Cit 
the Town of Kenbridge, Va.; the Chamber of Commerce 9 In 
Mullens, W. Va.; the city of Mullens, and the city of Suffolk Tempot 
Va.; Oliver R. Grace, the board of supervisors of Lunenburg Same, 
county, Va., the town of Victoria, Va., and the Princeton Chanj Vision 4 
ber of Commerce, Princeton, W. Va. aS a COI 

The Virginia and Western Virginia interests, except Mullen of two 
and its chamber of commerce, said the merger of the C. &0 N. Y., 
and the N. Y. C., which was said to be an ultimate objectiv N. Y., t 
of the applications, expressed fear that such a merger would than 45 
deprive the Virginian of its present interchange with thé 
N. Y. C. at Deepwater, Va. 

The city of Mullens and its chamber of commerce sai¢ 
diversion of traffic would cause loss of employment by th (An 
Virginian in the business area of the city. be pri 

Also permitted to intervene in Finance No. 14692 ang graph 
the related cases was Oliver R. Grace, a partner in the fi cation 
of Sterling, Grace & Co., and Miller & Co., who said h 
represented the view of holders of more than 50,000 shares 0 
Nickel Plate stock. No 

He said he desired to advocate, among other things, Fonda, 
finding by the Commission that severance of the association by ™an A 
tween the C. & O. and the Nickel Plate was not adverse to thg Since S 
interests of the Nickel Plate. Also, he said he advocated sa 17, 194 
of the Nickel Plate stock held by the C. & O. at competitivg Sency | 
bidding within six months after approval of any relationshi terstate 
or interlocking directorship between the C. & O. and ti aPplica 
N.Y. Cc. line-ha 

Should sale of the Nickel Plate not be required and th the adc 
stock be deposited in trust, he said, he advocated naming @'Y.. It 
completely independent trustee having no business relation said de 
ship with Alleghany Corporation, the C. & O., Robert R. Young the sw 
Robert J. Bowman, or with any corporation in which tho pile 
parties had an interest exceeding 10 per cent or $2,500,00l of a cl 
whichever was smaller. 

Other things he advocated were limitation of voting 9 
the Nickel Plate common stock to the election of four 4 Nc 
rectors, retention by the Commission over administration #200, M 
the voting trust to impost future conditions required in Charge 
public interest; and limitation on the duration of the voting Weight 
trust “in any event.” July 1: 

ee en ee Oe In trar 
CORRECTED REPORT IN BANANA CASE applica 

The Commission, division 2, has issued a corrected repoq bas 

in No. 29341, West Coast Banana Distributors vs. Pacific Ele ope 


tric Railway Co. In that proceeding the division found to hav Jai 
been and to be unreasonable rates on bananas, carloads, fro! en 
Los Angeles Harbor to Fresno, Modesto, Oakland, San Fral a = 
cisco, San Jose, and Stocktol, Calif., that had exceeded or & oom I 
ceeded the aggregate of intermediate rates, 37 cents, plus 4 oe + 
a car for loading, 25 cents a ton of 2,000 pounds for wharfag a : 
and 45 cents a car for slatting, plus increases authorized Ju! ih ae 
20, 1946. The corrected report, in lieu of the last portion 4... el 
the immediately preceding sentence, beginning with the wo dh 


“plus,” carries the following: “. . . subjected to the genel * 
increases authorized June 20 and December 5, 1946” on sill. po 


were u 






June 7, 1947 


ments made when and after such increases became effective. 
The original report further found the assailed rate from 
Los Angeles Harbor to Los Angeles, had been, was, and for 
Gthe future would be, unreasonable to the extent it had ex- 
ceeded, exceeded, or might exceed 13 cents, minimum 20,000 
pounds, subject to the absorption provisions that had been and 
were established, and to the general increase authorized on 
June 20. The final portion of the immediately preceding 
sentence was made to read “and to the general increases 
authorized on June 20 and December 5, 1946.” (See Traffic 
‘World, March 1, p. 640.) 
















WATERWAYS TRANSPORTATION AUTHORITY 
The Commission, division 4, by a report and order on fur- 
ther hearing in W-367, Waterways Transportation, Inc., Con- 
tract Carrier Application, has affirmed the findings in the prior 


=a report, 260 I. C. C. 579, that the applicant is entitled to continue 
operation as a common carrier by towing vessels in the perform- 

peake@ance of general towage between ports and points along the 

1 by th@Mississippi River from Prairie du Chien, Wis., to. Cairo, Il., the 
, aw@ilinois Waterway, and the Ohio River below Paducah, Ky., 

man, foincluding the ports named. 

irman 0 The instant order said the certificate and order of October 

rving a4, 1945, would take effect on August 19. 

ner 


COMMISSION WATER CARRIER ACTION 
By an order in W-945, Sub. 2TA, Cleveland & Buffalo 


interest 


ncerning Steamship Co., Temporary Authority—Michigan City, the Com- 
Sub, mission, division 4, has dismissed an application for temporary 
». 6, Mpauthority to transport passengers between Chicago and Michi- 
ntion og gan City, Ind., at the request of the applicant. 
merce 4 In W-962, Sub. 1TA, Circle Line—Sightseeing Yachts, Inc., 
- Suffolg Temporary Authority—Bear Mountain, and W-962, Sub. 2TA, 
inenbuyg 52me, Temporary Authority—Jersey City, the Commission, di- 
yn Chang Vision 4, has issued an order authorizing the applicant to operate 
as acommon carrier by self-propelled vessel in the performance 
+ Mulleng Of two trips, one from Jersey City, N. J., to Bear Mountain, 
¢c go. Y., and return on June 5, and the other from New York, 
objectiv N. Y., to Bear Mountain, and return, on June 20, with not more 
er woul an 450 passengers on each trip. 
with th¢ 
erce saif Commission Reports 
t by th (An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. 
4692 an@ graphed copies of such reports in full may be obtained by prompt appli- 
the fi cation to the Commission.) 
| = Switching 
J 
No. 29417, Gloversville Knitting Co., Gloversville, N. Y., vs. 
things, Fonda, Johnstown & Gloversville. By the Commission, Chair- 
iation by man Aitchison. Dismissed. Switching charges of $2.75 a car, 
rse to thy Since September 9, 1941, except for the period between March 
rated salg 17, 1942, and May 15, 1943, when addition of authorized emer- 
ympetitig SNCy charges increased the amount to $2.92, for switching in- 
lationstig terstate traffic to complainant’s plant at Gloversville, found 
and ti @Pplicable. The report said complainant’s position was that the 
line-haul rates to Gloversville included delivery at its plant and 
1 and tig the addition of the switching charges was without tariff author- 
naming @ ‘ty. It said the issue was solely one of tariff interpretation. It 
relation S8id defendant’s break-up yards or main siding were points in 
R. Young the switching limits and that switching from one of them to 
‘ich tho complainant’s plant constituted a movement within the meaning 
59, 500,00 of a cited paragraph of the tariff. 
voting 0 _ Paper and Paper Articles 
- four di No. 29503, Kalamazoo Vegetable Parchment Co., Kalama- 
tration #200, Mich., vs. New York Central et al. Reparation awarded. 
ed in thCharges based on combination rate of 99 cents on aggregate 
the voting Weight of 87,289 pounds of paper and paper articles, shipped 
July 12, 1944, from Kalamazoo, to Denver, Colo., and stopped 
in transit at Chicago, Ill.. and stop-off charge of $6.93 found 
E applicable but unreasonable. Complainant sought reparation 
ted repoq 0D basis of charges at through rate of 99 cents applied only on 
cific Ele portion shipped from Kalamazoo, 47,265 pounds, and 83 cents 
nd to hat from Chicago to Denver on 40,024 pounds. The report said com- 
sads, frdl Plainant was aware of tariff provisions permitting loading of 
San. 34 Multiple carloads at as many as three origins, but was dissuaded 
ied or ef 70m billing its shipments as a multiple carload by a repre- 
ts, plus $ sentative of the carriers who advised that a multiple carload 
- wharfag must be loaded at one origin, and by a representative of the 
rized J a Association of American Railroads who threatened prosecution 
ortion 4 in event shipment was billed as a multiple carload. Defendants 
One wor Were of the view, said the report, that they were bound by a 
‘ e genelt Tule established in purported compliance with an order of the 
9 = shif Office of Defense Transportation requiring multiple loading at 


one point only. The report said the record indicated the charges 
Were unreasonable to the extent they exceeded those that would 
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have been applicable had complainant forwarded its shipment 
as local shipments without benefit of the stop-off arrangement. 
It was found the charges assailed were applicable, but unreason- 
able to the extent they exceeded charges at the rate of 17 cents 
on the weight from Kalamazoo to Chicago and 82 cents on 
the entire weight from Chicago to Denver, without addition of 
any stop-off charges. ; 


Phosphate Rock 


No. 29401, Armour & Co. Chicago, Ill., vs. Aberdeen & 
Rockfish Railroad Co. et al., embracing Same, Sub. 1, Blockson 
Chemical Co., vs. A. C. L. et al., and Same, Sub. 2, Swift & Co., 
vs. A. & R. et al. Reparation awarded and reasonable rates pre- 
scribed for future. Assailed rate of $8, established June 25, 1942, 
found not unreasonable and no proof of damage in any specific 
amount caused by alleged undue prejudice of Joliet and alleged 
undue preference of East Chicago, Ill. Further found assailed 
rates to Chicago Heights, Joliet, and Calumet City, from points 
in Florida, on and after January 11, 1945, had been, were, and 
would be unreasonable to the extent they had exceeded, or 
might exceed $7.25, plus the general increase authorized in 
1946, minimum 100,000 pounds, or marked capacity of car if 
less. The report said compliance with the findings would re- 
move any undue prejudice to Calumet City and undue pref- 
erence of Hartsdale that might have existed on and after Janu- 
ary 11, 1945. Parties to comply with rule 100 of general rules 
of practice. 


Scrap Iron and Steel 


No. 29500, Summer & Co. vs. B. & O. et al., embracing 
Same, Sub. 1, Same, vs. N. Y. C. Reparation denied and reason- 
able rates prescribed for future. Rates on scrap iron and steel, 
carloads, from Michigan and Indiana origins to destinations in 
Ohio found unreasonable and rate of 70 per cent of basic scale 
prescribed in Iron and Steel Articles, 155 I. C. C. 517, pre- 
scribed. After describing the form of statement filed as basis 
for reparation, the report said the Commission was not justified 
in awarding damages except on a clear showing as certain and 
definite as was essential to support final judgment in a court of 
law requiring payments of a definite sum of money by one party 
to another. It said it had not been satisfactorily proved com- 
plainant was the party damaged and was entitled to reparation. 


Steel Mooring Bitts 


No. 29508, Western Pipe & Steel Co. of California vs. 
Pennsylvania, et al. Reparation awarded. Rate of $2.97 on a 
carload of steel mooring bitts from Coatsville, Pa., to South San 
Francisco, Calif., shipped March 15, 1944, found unreasonable 
to the extent it exceeded $1.90, the same as in effect on ship 
chandlery, established voluntarily by the carriers. The report 
said that, in General Bronze Corp. vs. C. & N. W. Ry. Co., 266 
I. C. C. 511, division 3 said capstans, included in the ship- 
chandlery description, were more valuable than mooring bitts 
and there was no transportation reason why the latter should 
take a higher rate. The instant report said there was no 
warrant for a different conclusion in this case. 


Cement 


I. and S. No. 5415, Cement to Kansas and Oklahoma, embrac- 
ing Fourth Section Application No. 21976, Cement to Kansas 
and Oklahoma. Proposed increased rates on cement, carloads, 
from producing points in Arkansas, Kansas, Missouri, Oklahoma, 
and Texas, and Superior, Neb., and East St. Louis, to points in 
southwestern Kansas and western Oklahoma, found unjust, un- 
duly prejudicial and unduly preferential. Suspended schedules 
ordered canceled by June .‘7 not less than one day’s notice, 
and proceeding discontinued. Authority to establish and main- 
tain proposed increased rates without observing the long-and- 
short-haul provision of section 4, denied. By schedules filed to 
become effective July 1, 1946, respondents, parties to Kipp and 
Marsh tariffs, proposed to increase rates on cement and build- 
ing mortar, carloads, minimum 50,000 pounds, as aforemen- 
tioned, to basis in effect prior to March 10, 1941. On protest of 
certain producers at various named points, and of the State 
Corporation Commission of Kansas, the proposed schedules were 
suspended until February 1, and voluntarily postponed by re- 
spondents until August 1. The report said the proposed adjust- 
ment would create many rate spots in destination territory hav- 
ing no resemblance to the prescribed rate structure and would 
be in conflict with findings under which removal of undue prej- 
udice and preference was required. 


Logs 


No. 29422, Lane Co., Inc., vs. Southern Railway Co. et al. 
By the Commission, Chairman Aitchison. Reparation awarded. 
Joint commodity rate on lumber, including poplar logs, on one 
carload of poplar logs shipped May 18, 1943, from Lone Moun- 
tain, Tenn., to Franklinton, N. C., of 27.5 cents, minimum 34,000 
pounds, found applicable but unreasonable to the extent it 
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exceeded 23 cents. Shipment found not misrouted. The report 
said contemporaneously there was in effect over the route of 
movement a combination rate on logs of 23 cents and a lower 
combination rate on logs of 19.75 cents, complainant seeking a 
rate of 17 cents for the future and reparation on rate of 19.75 
cents, the latter on the theory that as the shipment was not 
routed by the shipper the lowest combination rate on logs in 
effect to and from Raleigh, N. C., applied. It said that during 
an informal proceeding defendants submitted a special docket 
application to the Commission for authority to make refund 
at the 23-cent combination rate on Charlotte, but complainant 
declined that settlement. As to the rate, the report said the 
tariff referred to rule 56 of the Commission’s tariff circular 20 
whereby carriers agree to protect the lowest combination of 
rates in effect over the route of movement, and further pro- 
vided that, in accordance with the rule, where the rate in effect 
over a given route was higher than the aggregate-of-interme- 
diate rates over that route, application would be made to the 
Commission for authority to award reparation on the basis of 
the aggregate of intermediates in effect on date of shipment. 
Such lower aggregate rates were later published by the de- 
fendants, it said, and that the applicable joint rates on logs, 
carloads, minimum 40,000 pounds, from Lone Mountain to 
Franklinton were now 23 cents by Charlotte and 19.75 cents 
by way of Raleigh. As to the contention that the shipment 
should have been routed by way of Raleigh, the report said as 
the rate of 27.5 cents applied over either of the routes, the 
shipment was not misrouted. 


Power Units 


No. 29487, K. B. Noble Co. vs. New York, New Haven & 
Hartford Railroad Co. et al. By the Commission, Chairman 
Aitchison. Dismissed applicable charges on power units, in- 
cluding operational spare parts, carloads, shipped between 
May 27 and December 27, 1943, from Hartford, Conn., to 
Lexington, Ky., found to be those based on exceptions column 
40 rate of 70 cents a 100 pounds, minimum 30,000 pounds, 
provided on engines and generators combined; and that, on 
extra or spare parts commingled therewith in the same pack- 
age the applicable rates were those based on the less-than- 
carload rates and actual weights. The report said the shipments 
were billed originally at the column 40 rate of 70 cents, min- 
imum 24,000 pounds, and that complainants had refused to pay 
charges based on the higher minimum of 30,000 pounds as 
later demanded by defendants. In the instance of a typical 
shipment, as to spare parts, the report said the second-class 
rate of 149 cents applied on three cartons of tool boxes, tools 
and parts thereof, and a column 72 rate of 126 cents on two 
cartons of belts and rubber hose, subject to their actual weights. 


Grain 


No. 29583, Atwood-Larson Co. et al. vs. Northern Pacific 
Railway Co. By the Commission, Commissioner ‘Mitchell. 
Found that charges collected on grain, carload, from points in 
Montana and North Dakota, held for orders at Staples, Minn., 
and reconsigned to Minneapolis and Duluth, Minn., unjust and 
unreasonable. Waiver of collection of undercharges authorized 
and reparation awarded. The report said shippers had no 
knowledge that, by service order No. 160-B the Commission 
had restored the provisions of service order No. 160, restricting 
reconsignment privileges and requiring full local or joint rate 
to reforwarding and from reforwarding point, which had been 
suspended, until after the shipments’ under consideration were 
made. The only result of the service order that could reason- 
ably be anticipated as to those shipments, it said, was to 
cause payment by complainants of increased charges, while 
the purpose of the order was to conserve cars. Under such 
circumstances, it said, application of the combination rates 
was unreasonable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 29651, Sub. 2, Carl Grant, dba Car] Grant Oil Co., 
Omaha, Neb. Permit denied. Petroleum and petroleum prod- 
ucts, in bulk, in tank trucks, from and to specified points or 
areas in Ia., and Neb., over irregular routes. 

*MC 29555, Sub. 15, Briggs Transfer Co., Eau Claire, Wis. 
Certificate granted. General commodities, with exceptions, be- 
tween junction of U. S. highway 10 and Wis. highway 35, near 
Ellsworth, Wis., and junction Wis. highways 35 and 25, near 
Nelson, Wis., over Wis. highway 35, and between St. Paul, 
Minn., and Nelson, Wis., over U. S. highway 61 from St. Paul 
to Wabasha, Minn., and thence across the Mississippi River to 
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Nelson, serving no intermediate points, as alternate routes for 
operating convenience in connection with applicant’s presently 
authorized regular routes. 

*MC 89716, Sub. 8, Richard R. Jones, dba O. K. Transporta- 
tion, Powell, Wyo. Certificate granted. Commodities used in, 
or in connection with, the discovery, development, production, 
refining, manufacture, processing, storage, transmission, and 
distribution of natural gas and petroleum, and their products 
and by-products, and commodities used in, or in connection 
with, the construction, operation, repair, servicing, maintenance 
and dismantling of pipe lines, including the stringing and pick- 
ing-up thereof, subject to certain restrictions, between points 
in Colo., Mont., and Wyo., over irregular routes. 

MC 30073, Sub. E, Johnson Freight Lines, Inc., Chattanooga, 
Tenn. On reconsideration, findings in prior report, 34 M. C. C. 
591, modified by correcting an error in the description of the 
route over which applicant was found entitled to continue oper- 
ation as a common carrier of general commodities, with ex- 
ceptions, between Nashville, Tenn., and Cincinnati, O., and issu- 
ance of corrected certificate authorized. The prior report 
authorized operation over U. S. highway 31E through Glasgow 
and Girdersville, to Hodgenville, thence over Kentucky high- 
way 61 to Elizabethtown, thence over U. S. highway 42 to 
Cincinnati, serving the intermediate points of Glasgow, Eliza- 
bethtown, and Louisville. The instant report modified the route 
description to read as follows: Between Nashville and Cincin- 
nati over U. S. highway 31E from Nashville to junction Ken- 
tucky highway 70, thence over Kentucky highway 70 to Cave 
City, Ky., thence over U. S. highway 31W to Louisville, and 
thence over U. S. highway 42 to Cincinnati, serving the inter- 
mediate points of Glasgow, Elizabethtown, and Louisville. 

MC 18303, Melvin Bekins and Paul Bekins, dba Bekins Van 
& Storage Co., Omaha, Neb., embracing MC 18304, Bekins Van 
& Storage Co., Sioux City, la. On further hearing, licenses 
granted as to operation by Bekins Van & Storage Co., at 
Omaha, as successor in interest to Melvin Bekins and Paul 
Bekins, co-partners, in MC 18303, and by Bekins Van & Stor- 
age Co., at Sioux City, Ia., in MC 18304, as broker of transpor- 
tation of household goods between points in U. S. 

*MC 106789, Maynard J. Moynahan, Grand Ledge, Mich. 
Certificate granted. New trailers, designed to be drawn by 
passenger automobiles, in initial movements, by the truckaway 
method, from Hastings and Williamston, Mich., to all points in 
the U. S., and damaged or rejected shipments on return, over 
irregular routes. 


*MC 104149, Sub. 141, Le Roy Osborne, dba Osborne & Co., 
Birmingham, Ala., embracing MC 104819, Sub. 29, C. E. 
McBride, dba Colonial Fast Freight Lines, Birmingham, Ala. 
Certificates granted. In MC 104149, Sub. 1, in minimum ship- 
ments of 10,000 pounds, (1) of structural and fabricated iron 
and steel, between Birmingham, Ala., and points within 10 
miles thereof, on the one hand, and, on the other, points in 
Ala., Ga., Miss., Tenn., and that part of La., east of the Missis- 
sippi River, (2) of steel, ship parts, shipbuilding materials, and 
supplies used in the construction, outfitting and repair of ships, 
between Birmingham and Decatur, Ala., on the one hand, and, 
on the other, Pascagoula, Miss., and (3) machinery and ma- 
chinery parts, contractors’ equipment and supplies, and com- 
modities which because of their size or weight require special 
equipment, between Birmingham, Decatur, and Montgomery, 
Ala., and points in Ala., within 10 miles of those points, on 
the one hand, and, on the other, points in Fla., Ga., Miss., Tenn., 
and that part of La., east of the Mississippi River, over irreg- 
ular routes. In MC 104819, Sub. 29, of structural and fabricated 
iron and steel, machinery and machinery parts, contractors’ 
equipment and supplies, and commodities which because of their 
size or weight require special equipment, between Birmingham, 
Ala., and points within 10 miles thereof, on the one hand, and, 
on the other, points in Fla., Ga., Tenn., Miss., and that part 
of La., east of the Mississippi River, over irregular routes. 

*MC 102812, Sub. 1, Wells Cartage Limited, Vancouver, 
British Columbia, Canada. Certificate denied. Race horses 
and racing equipment between points in Calif., on the one 
hand, and, on the other, the boundary of the U. S. and 
Canada, through ports of entry in Wash., over irregular routes. 

*MC 54591, Sub. 6, Wesson Co. (Indiana Railroad Division), 
Indianapolis, Ind. Certificate granted. Passengers, baggage, 
express, mail and newspapers, between a point near Stilesville, 
Ind., and Manhattan, Ind., over U. S. highway 40, as an alter- 
nate route for operating convenience only in connection with 
otherwise authorized operations. 


*MC 64016, Sub. 1, Thomas E. Andresen, Swampscott, Mass. 
Certificate granted. Boats, not exceeding 30 feet in length, be- 
tween Quincy, Mass., on the one hand, and, on the other, points 
in Conn., Me., N. H., N. Y., R. L., and Vt., over irregular routes. 

*MC 77580, Sub. 5, Rose Gluck, dba Gluck’s Motor Service, 
Pottsville, Pa. Certificate granted. Specified commodities from 
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and to Pottsville, Pa., and specified points or territories in Del., 
Md., Va., N. J., N. Y., and D. C., with rejected shipments on 
return, over irregular routes. 

*MC 88158, Sub. 6, Florence H. Collier, dba Colliers. Ex- 
press, Cortland, N. Y. Certificate granted. Serving Orange, 
N. J., as an off-route point, restricted to the delivery of steel 
wire on spools and the pick up of empty spools and containers, 
in connection with applicant’s presently authorized general- 
commodity, regular-route operations between Cortland, N. Y., 
and New York, N. Y., as set forth in certificate MC 88158. 

*MC 106797, Charles H. Bennett and Fred Zumbrun, dba 
Bennett and Zumbrun, Fort Wayne, Ind. Certificate granted 
Butter, cream, and cheese, from Fort Wayne, Ind., to Louisville, 
Ky., New York, N. Y., and Norfolk, Va., over irregular routes, 
and empty returned shipping containers in the reverse direction, 
over irregular routes. 

MC 30631, Sub. 5, Francis W. Sanders, dba Sanders Motor 
Freight, Oakland, Md. Certificate denied. General commodities, 
with exceptions, between Washington, D. C., and Baltimore, 
Md., and points in Del., Md., Pa., and Va., within 50 miles of 
Baltimore, on the one hand, and, on the other, points in Garrett 
county, Md., and those in a designated area in W. Va., over 
irregular routes. 



















COMMISSION ORDERS 


No, 13535, et al., Consolidated Southwestern Cases. Order of April 
5, 1927, as since amended, further amended to permit, for transporta- 
tion of liquefied chlorine gas from Baldwin, Ark., to Houston, Tex., in 
tank cars, the publication of a rate of 42 cents per 100 pounds, subject 
to tariff of increased rates and charges X-162-A, D. Q. Marsh’s I. C. C. 
3747, carload minimum weight subject to Rule 35 of current Western 
Classification, but not less than 60,000 pounds, and subject to Rule 27 
of tariff circular 20, without contemporaneously establishing and main- 
taining corresponding rates to, from, and between other points as re- 
quired by Finding 27. 

No. 13535, et al., Consolidated Southwestern Cases. Order of April 
5, 1927, as since amended, further amended so as to provide that de- 
fendants may continue in effect until further order of Commission 
interstate rates on soda ash, in carloads, from Corpus Christi, Tex., 
and Baton Rouge, North Baton Rouge, and Lake Charles, La., to cer- 
tain points in Louisiana, Texas, Arkansas and Oklahoma. 

No. 29725, Mills Industries, Inc., vs. C. & N. W., et al. Proceeding 
be handled under modified procedure and that parties thereto, to comply 
with provisions of rules 45 to 54, inclusive, of General Rules of Prac- 
tice before Commission. 

MC 47142, Sub. 40, C. I. Whitten Transfer Co., extension, Alabama 
points. Reopened for further hearing, solely to determine fitness of 
applicant to conduct proposed operations. 

MC 55861 (formerly MC 66294), and MC 55861, Sub. 1 (formerly MC 
7514), T. E. Collins Trucking Co., common carrier application. Report 
and order of December 23, 1946, modified so as to delete from said 
report (1) last sentence in 4th paragraph from end, and to insert in lieu 
thereof following sentence: It will be necessary for applicants to re- 
quest, in writing, revocation of that portion of consolidated certificate 
heretofore issued to them which describes authority granted in MC 
66294 (now MC 55861) and in MC 77514 (now MC 55861, Sub. 1), and a 
condition to that effect will be imposed in our findings herein; and (2) 
to delete following words from final paragraph of the report, ‘‘sur- 
render their outstanding certificate for coincidental cancellation,’’ and 
to insert in lieu thereof following words: shall request, in writing, co- 
incidental revocation of that portion of their outstanding consolidated 
certificate which describes authority granted in MC 66294 (now MC 
55861 and in MC 77514 (now MC 55861, Sub. 1). This order shall become 
effective June 30, unless any-party-in-interest shall show cause, if any 
there be, in a writing verified under oath, why report and order of 
December 23, 1946, should not be modified in manner described above. 

MC 714459, Sub. 4, Southern California Freight Lines, extension, 
Alternate Route Los Angeles, El Centro. Reopened for further hearing. 

1. & S. M-2692, Assembling rates, Blue Arrow Transport Lines, Inc. 
Respondent under special permission having filed a tariff effective April 
16, cancelling suspended schedules, proceeding discontinued. 

|. & S. M-2716, Oil field equipment in Southwest. Respondents under 
Special permission having filed tariffs effective April 15, cancelling 
Suspended schedules, proceeding discontinued. 

1. & S. M-2722, Pick-up and delivery allowances, Respondents under 
special permission having filed tariffs effective May 21, cancelling sus- 
pended schedules, proceeding discontinued. 

|. & S. M-2732, Empty containers returned, Arrow Motor Freight 
Line. Respondents under special permission having filed a tariff effec- 
tive May 17, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2733, Paper and paper products, York, Pa., to Washing- 
ton, D. C. Respondent under special permission having filed a sched- 
ule effective May 21, cancelling suspended schedules, proceeding dis- 
continued, 

1. & S. M-2737, Flour and feed over Lawrence F, Walske. Re- 
spondent under special permission having filed a tariff effective April 
26, cancelling suspended schedules, proceeding discontinued. 

No. 29224, Magnet Cove Barium Corporation vs. Aberdeen & Rock- 
fish, et al., No. 29248, Thompson, Weinman & Co., Inc., vs. L. & N., et 
al, and No. 29250, Eversole-Maclay & Co. vs. Aberdeen & Rockfish, et 
al. Order of April 2, modified to become effective September 2, on not 
less than 30 days’ notice, instead of July 10. 

Ex Parte 104, Part 2, Practices of carriers affecting operating rev- 
thues, and expenses, terminal services, Anaconda Copper Mining Co. 
le October 14, 1946, further modified to become effective Sep- 

Ex Parte 162, Increased Railway Rates, Fares, and Charges, 1946 
and Ex Parte 148, Increased Railway Rates, Fares, and Charges, 1942. 
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Petition of Mahogany Association, Inc., for reconsideration and amend- 
ment of report and order with respect to mahogany logs, lumber and 
veneer denied. 

1. & S. 5408, Acid, New Jersey to Delaware and Pennsylvania, and 
Fourth Section Application 21881, Sulphuric Acid from Gibbstown and 
Paulsboro, N. J. Reopened for further hearing. Order in I. & S. 5408, 
of February 17, further modified so as to postpone effective date thereof 
until further order of Commission. 

MC-C 565, Everett W. Emprimo, revocation of certificate. Proceed- 
ing discontinued. 

MC-C 863, Albert Thede, revocation of certificate, Proceeding dis- 
continued. 

Finance 15228, Pere Marquette Ry., merger, etc. Request on behalf 
of Albert E. Schwabacher, et al., interveners, that order of April 1, 
be stayed, denied. 

No, 29028, Lakeville Creamery Co. vs. Railway Express, Inc., et al. 
Second ordering paragraph of order of February 18, amended so as to 
permit defendant carriers to establish and maintain rates on churning 
cream in baggage service and in express service which will reflect 15 
per cent increases. 

MC-C 848, Diamond T Motor Car Co. vs. Hawkeye Motor Express, 
Inc. Petition of complainant, asking that a reply brief filed by defend- 
ant, be rejected, denied. 

MC-C 854, George Borden Guthridge, Sr., revocation of certificate. 
Order of March 27, modified to require compliance therewith on or be- 
fore August 1. 

Finance 15328, Smithfield Terminal Railroad Co., construction. Time 
prescribed in certificate of October 11, 1946, within which carrier shall 
complete construction therein authorized, extended to December 15. 

MC 70765, Sub. 16, Horace W. Taynton, extension, Westfield, Pa. 
Report and order of October 1, 1946, modified so as to authorize issu- 
ance to applicant, on compliance with sections 215 and 217 of act and 
with rules and regulations thereunder, of a certificate authorizing 
operations, in interstate or foreign commerce, as a common carrier by 
motor vehicle of general commodities, except those of unusual value, 
except dangerous explosives, household goods as defined in Practices 
of Motor Common Carriers of Household Goods, 17 M. C. C. 467, com- 
modities requiring special equipment, and commodities in bulk, (1) 
between Wellsboro, Pa., on one hand, and, on the other, Troy and 
Towanda, Pa., and all points within 20 miles of Wellsboro, (2) between 
Westfield, Pa., on one hand, and, on the other, New York, N. Y., points 
in New Jersey within 20 miles of New York, N. Y., Philadelphia, Pa., 
and Claymont, Del., and (3) traversing Connecticut, for operating con- 
venience only, in connection with operations previously authorized in 
MC 70765, Sub. 6, over irregular routes. This order shall become effec- 
tive June 30, unless any party-in-interest shall show cause, if any 
there be, in a writing verified under oath, why report and order of 
October 1, 1946, should not be modified in manner described above. 

W-594, Union Sulphur Co., Inc., contract carrier application. Effec- 
tive date of amended permit and order of April 9, postponed to July 2. 

No. 29645, second supplemental. Transcontinental Rates and Esti- 
mated Weights on Vegetables. Supplemental order of March 10, 1947, 
amended by including New Mexico in origin territory in investigation 
of carload transportation of carrots, with or without tops and with or 
without ice in containers, and to make carriers, not already respond- 
ents, who do not participate in that traffic, additional respondents. 


MOTOR FINANCE CASES 


MC F-3387, Beneficial Industrial Loan Corporation—Control; Con- 
tinental Motor Coach Lines, Inc.—Control—Indiana Motor Bus Co. 
Acquisition by Continental Motor Coach Lines, Inc., of Wilmington, 
Del., of control of Indiana Motor Bus Co., of Plymouth, Ind., through 
purchase of capital stock, and by Beneficial Industrial Loan Corporation 
through the acquisition by Continental Motor Coach Lines, Inc., ap- 
proved and authorized, subject to condition. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in MC-F 2873, Rio Grande Motor 
Way, Inc. Issuance of Stock, modifying report and order of March 27, 
1946, so as to permit the expenditure for other purposes of not ex- 
ceeding $30,000 of proceeds of the issue of $569,600 of capital stock. 
Approved. 

Report and order in F. D. No. 15649, Co-Operative Transit Co. 
Securities, granting authority to issue (1) not exceeding $400,000 of 
common stock, first series, consisting of 4,000 shares of the par value of 
$100 each, including 10 shares to be issued in exchange for 10 shares 
of stock now outstanding and 3,990 shares to be distributed pro rata 
to the stockholders as a stock dividend, (2) not exceeding $200,000 of 
common stock, second series, consisting of 2,000 shares of the par value 
of $100 each to be held in trust for the benefit of the stockholders, and 
(3) not exceeding $250,000 outstanding at any time of 4-per cent non- 
negotiable debenture bonds, to be exchanged for a like par amount of 
common capital stock, first series, and to resell to employees the shares 
of stock, first series, thus reacquired, Conditions prescribed. Approved. 

Report and order in F. D, No. 15706, Norfolk & Western Railway 
Co. Stock, granting authority to issue not exceeding 920,000 shares of 
adjustment preferred stock and 5,625,932 shares of common stock, of 
the par value of $25 a share, to be exchanged for 230,000 shares of 
adjustment preferred stock and 1,406,483 shares of common stock, 
respectively, of the par value of $100 a share, condition prescribed. 
Approved. 

Second supplemental report and order in F. D. No. 15566, Missouri- 
Kansas-Texas Railroad Co. Securities, further modifying report and 
order of February 3, 1947, as modified February 27, 1947, so as to au- 
thorize the repayment of the unpaid balance of $1,374,485.70 of a 
$5,000,000 note in 22 consecutive quarterly installments of $60,000 each, 
beginning December 31, 1947, and the balance of $54,485.70 to be pay- 
able 3 months after the due date of the final quarterly payment. 
Approved. 

Order in F. D.. No. 14923, New Orleans, Texas & Mexico Railway 
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Company Trustee Operation, etc., further extending the time for com- 
pletion of construction to August 1, 1947. Approved. 


FINANCE APPLICATIONS 


Finance No. 15708, supplemental. Guy A. Thompson, trustee, Mis- 
souri Pacific Railroad Co., files supplemental application to show sale 
of $8,700,000 of equipment trust certificates, series HH, to Harris, Hall 
& Co., Chicago, Ill., and associates, at rate of 99.161 per cent of aggre- 
gate principal amount and accrued dividends at rate of 1% per cent a 
year, the proceeds to be used for the purchase of certain equipment. 

Finance 15722, supplemental. The Baltimore & Ohio Railroad Co. 
files supplemental application to show accepted bid of Halsey. Stuart & 
Co., Inc., of 99.309 of the principal amount of $6,110,000 B. & O. equip- 
ment trust certificates, series U, proceeds to be used to purchase certain 
equipment. 

Finance No. 15732, Smoky Mountain Railroad, Knoxville, Tenn., 
asks authority to borrow not in excess of $10,000 on short-term promis- 
sory notes, to bear interest rate not in excess of 4 per cent, it having 
been directed by the federal court for the eastern Tennessee district, 
northern division, at Knoxville, to use the funds so acquired for gen- 
eral operating expenses and maintenance of properties, pending ap- 
proval and consummation of reorganizafion proceedings. 

Finance No. 15733, New York, New Haven & Hartford Railroad Co. 
trustees ask authority to issue $5,955,000 of equipment trust certificates, 
to be dated June 1, the proceeds to’ be used to pay not exceeding 80 
per cent of the cost of 73 new passenger coaches, 10 new dining cars, 
two new observation cars, and five new grill cars, estimated to cost 
about $7,457,500. Competitive bids will be asked. The purchase is a 
portion of the 180 new units of passenger equipment authorized to be 
purchased by the federal court for the district of Connecticut. 

Finance No. 15734. The trustee of the Central Railroad Co. of New 
Jersey and the Central Railroad Co. of Pennsylvania asks authority to 
assume obligation and liability in respect of $1,605,000 of C. R. of Pa. 
equipment trust certificates, series A, to provide for not to exceed 75 
per cent of the cost of five 4,500 h.p. diesel electric freight locomotives, 
at an estimated cost of $2,164,000. Competitive bids will be asked. 

MC F-3489. American Buslines, Inc., of Chicago, Ill., asks authority 
to acquire control of Wesson Co., of Indianapolis, Ind., through owner- 
ship of capital stock. 

MC F-3490. Steve Zwarycz, dba McDowell Truck Line, of Chicago, 
Ill., asks authority to acquire control of Dennis Truck Line, also of 
Chicago, through ownership of capital stock. 

MC F-3488, Malone Freight Lines, Inc., Birmingham, Ala., asks 
authority to purchase certain operating rights of North Alabama Motor 
Express, Inc., Birmingham, Ala. Joined with Malone in the application 
were Alabama Mineral Land Co., A. C. Ramsay, Jr., Robert R. Jones, 
J. R. Oden, Huston, LaClair and R. J. Fadool. 

Finance No. 15729, Wheeling & Lake Erie Railway Co. asks au- 
thority to issue $2,940,000 of series ‘‘N’’ equipment trust certificates 
so as to finance 80 per cent of the estimated cost ($3,681,140) of 1,000 
all steel self-clearing triple hopper cars of 70-ton capacity. The cer- 
tificates to be issued in denominations of $1,000 each, are to be dated 
July 1, 1947, mature serially in equal semi-annual installments from 
January 1, 1948 to July 1, 1957, both inclusive, and bear a dividend rate 
to be determined on competitive bidding, the rate to be named in 
multiples of % of 1 per cent and no bid less than 99 per cent of par to 
be accepted. 

MC F-3487, Lee Way Motor Freight, Inc., Oklahoma City, Okla., asks 
authority to purchase a portion of operating rights of Breeding Motor 
Freight Lines, Inc., Muskogee, Okla., and temporarily to operate. 


PETITIONS FOR REHEARING, ETC. 


No, 29425, Richards Milling Co. vs. Erie et al. Defendants ask for 
reargument before and reconsideration by entire Commission and for 
postponement of effective date of order. 

No, 29512, Hutchings Brokerage Co. vs. L. & N. et al. Complainant 
asks for reconsideration and modification of order of April 18. 

No. 29552, Spear Mills, Inc., vs. Alton et al. Defendants ask entire 
Commission for reconsideration of report and order of April 8. 

Finance 15374, Gainesville-Midland R, R. Co., abandonment, Bel- 
mont-Monroe Branch. Inter-cities Committee asks for reopening, re- 
hearing, reconsideration and oral argument before entire Commission. 

FF-119, J. E. Bernard & Co., Inc., freight forwarder application. 
Protestant, International Forwarding Co., asks that motion of applicant 
to strike reply to exceptions be dismissed. 

No. 13535 et al. Consolidated Southwestern Cases. Defendant car- 
riers operating in Western Trunk Line Territory ask for modification 
of findings and orders in 123 I. C. C. 203 et seq. by eliminating there- 
from aluminum plate or sheet, carloads, or as an alternative, for ap- 
proval under Finding 3, to permit continuation on and after July 1 
of rates published on this commodity in Item 2035-D, supplement 22, 
W. T. L. Tariff 18-S, L. E. Kipp’s I. C. C. A-3614, 

No. 13535, et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Western Trunk Line territory ask for modification of 
findings and orders in (123 I. C. C. 203, et seq.), by eliminating there- 
from ‘‘Feed, animal or poultry, consisting of mixtures of blended prod- 
ucts composed of: Cottonseed cake or meal, peanut meal, linseed (flax- 
seed) cake or meal, soybean cake or meal, in bulk or packages, car- 
loads’’ on traffic between points in Western Trunk Line territory. 

No. 29434, Royal Metal Manufacturing Co. vs. C. & N. W. Ry., et al. 
Complainant asks for reopening, further hearing, oral argument and 
reconsideration and for modification of Commission’s report and order. 

FF-119, J. E. Bernard & Co., Inc., freight forwarder application. 
Applicant asks that Reply to Exceptions filed by International For- 
warding Company, protestant, be stricken from files of Commission on 
ground that it is based on alleged facts not contained in record. 

No. 29615, H. J. March vs. C. M. St. P. & P., et al. Defendants ask 
for further hearing. 

MC-FC 20148, Abco Moving & Storage Co., Inc., Tranferee, Free- 
port, Long Island, New York, and William Dierking, Transferor, 
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Freeport, Long Island, New York, Abco Moving & Storage Co., Inc, 
asks for reconsideration and/or rehearing. 

MC-F 3213, W. Vance Howard, et al., control; Howard Motor Lines, 
Inc., purchase (portion), Smith Dray Line & Storage Co., Inc. W. Vance 
Howard, Elsie Howard, J. L. Coe, Howard Motor Lines, Inc., and 
Smith Dray Line & Storage Co., Inc., applicants, ask for permission to 
amend their application filed under section 5 of Interstate Commerce 
Act and as amended for reconsideration and reversal of decision of 
Division 4. 

MC-C 867, Eastern-Central, Increased Rates and Charges. Eastern- 
Central Motor Carriers Association asks to vacate Commission’s order 
of investigation of September 27, 1946. 


SOUTHERN MOTOR RATE INCREASE CASE 


Action of the Commission in reopening for further hearing 
at Atlanta, Ga., June 30, MC C-538, Increased Rates, to, from 
and within the South and I. & S. M-2721, Increased. Rates 
Within South and Between South-North (see Traffic World, 
May 31, p. 1708), followed the making of a request for such 
hearing by Walter R. McDonald, chairman of the Georgia Pub- 
lic Service Commission, in a letter sent to Chairman Aitchison. 

Request for further hearing originally was made at the 
hearing in Atlanta, May 7, on behalf of the Southeastern Asso- 
ciation of Railroad and Utilities Commissioners, with the sup- 
port of the Southern Traffic League and the U. S. Department 
of Agriculture (see Traffic World, May 17, p. 1557). The ex- 
aminer said no further hearing would be held. 

“This adjourned hearing,” said Mr. McDonald in his letter 
to Chairman Aitchison, “was sought for the purpose of allowing 
the state commissioners’ rate staffs to study the cost exhibits 
introduced by the Commission and by the respondents and to 
afford the state commissions and the shippers an opportunity 
to introduce testimony based thereon.” 


DEMURRAGE ELIMINATED FOR HOLIDAY WEEK-END 


The Commission has issued four service order amendments, 
eliminating demurrage charges on refrigerator cars over the 
Memorial Day week-end, so that demurrage will not be col- 
lected for May 30 and 31 and June 1, and free time will not 
be counted on those days. 

The action eliminating demurrage was taken by amendment 
No. 13 to fourth revised service order No. 180, Demurrage on 
Refrigerator Cars; amendment No. 11 to revised service order 
No. 188, Refrigerator Car Demurrage on State Belt Railroad of 
California. 

Elimination of the three days aforementioned in computing 
free time was ordered in amendment No. 10 to service order 
No. 384, Free Time on Refrigerator Cars, and amendment No. 7 
to service order No. 396, Perishables—Restrictions on Recon- 
signing. 


DEMURRAGE CHARGES ON REFRIGERATOR CARS 


The Commission, division 3, has ordered the following de- 
murrage charges to apply after free time on refrigerator cars, 
by amendment No. 12 to Fourth Revised Service Order No. 180, 
Demurrage on Refrigerator Cars, and amendment No. 10 to 
Revised Service Order No. 188, Refrigerator Car Demurrage 
on State Belt Railroad of California, effective at 7:00 a. m, 
June 1, to expire at 7:00 a. m., July 1: 

$2.20 a car a day or a fraction thereof for the first and 
second days; $5.50 a car a day or a fraction thereof for the 
third and fourth days; and $11 a car a day or a fraction thereof 
for each succeeding day. 

The effect of the amendment is to make the $5.50 a day 
charge applicable to the fourth day as well as the third day, 
after free time, the $11 a day charge now to begin on each day 
after the fourth day. 

The amendments make no reference to the former chargé 
of $22 a car a day for the fifth day and $44 for each succeeding 
day, but eliminate a previous charge of $4.50 a car a day for 
the second day in the case of service order No. 180. 


RAIL AND WATER DEPRECIATION RATES 


The Commission, in accordance with provisions of the unl- 
form system of accounts for steam railroads, issue of 1943, and 
for carriers by inland and coastal waterways, order of Novem- 
ber 7, 1946, has issued sub-orders prescribing depreciation rates 
applicable to equipment of steam railroad companies and 10 
transportation of property of carriers by water, as follows, 
dated May 16 as to the former and May 19 as to the latter: 

SE 742, Franklin & Carolina Railroad; SE 202-B, Daven- 
port, Rock Island & North Western Railway Co.; SE 445-4, 
Kelly’s Creek Railroad Co.; SE 221-B, Kelley’s Creek & North- 
western Railroad Co.; SE 666-B, Mobile & Gulf Railroad Co.; 
SE 417-A, Norfolk & Portsmouth Belt Line Railroad Co.; SE 
420-B, Osage Railway Co.; SE 466-C, Pittsburgh, Allegheny & 
McKees Rocks Railroad Co.; SE 386-B, Pittsburgh, Chartiers & 
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Youghiogheny Railroad Co.; SE 388-A, Quanah, Acme & Pacific 
Railway Co.; and SE 673-A, Sierra Railroad Co. 

Nos. 119, Colle Towing Co.; 120, Jackson-Hope Towing Co.; 
8-B, Central Barge Co.; 41-A, Chile Steamship Co., Inc.; and 
47-A, A. L. Mechling Bage Line. 
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FRACTION RULE PASSENGER INCREASES 
By an order in No. 29711, Increased Passenger Fares— 
Eastern Railroads, No. 29678, Increased Passenger Fares—New 
Haven Railroad, and supplemental fourth section order No. 
15756, the Commission has modified its report and orders in 
those proceedings by striking out a foot-note appearing on 
sheet 8 of the mimeographed report, dealing with the handling 






stern- 
order 










aring § of fractions, and inserted the following: 

from In connection with the one-way fares authorized herein, fractions 
Rates of less than 0.5 cent shall be dropped and fraction of 0.5 cent or greater 
orld, may be increased to the next whole cent. In connection with the 
such § round-trip fares authorized herein, fractions may be increased so that 
Pub- § the resulting fares shall end in the next higher ‘‘0’’ or ‘‘5.’’ 

hison, 





it the RAIL RECORD FORMS APPROVED 





















































































































































Asso- The Commission, Commissioner Patterson, has issued two 
> SUp- f orders approving forms for the St. Louis-San Francisco Railway 
tment § Co. and the Boston & Maine Railroad, to embody information 
le €X-§ additional to that prescribed by the Commission’s order In the 
Matter of Method and Form of Records To Be Kept By Carriers 
letter | Relating to the Time on Duty of Employes and the Movement 
Owing § of Trains. 
hibits The St.L.-S.F. order approves a dispatchers’ record of 
ind tof movement of trains for its central divsiion—Ardmore, Arkinds, 
tunity} arthur and Fort Smith sub-divisions—Beatonville and Mansfield 
branches, form 651 local. 

The B. & M. order approves two forms, “Time return and 
-END delay report of engine and train employee,” forms 5505 Rev. 
teat: and 5507 Rev. 

Tr "1 PER DIEM BRIEFS AND PROPOSED REPORTS 

i po The Commission has issued a notice in No. 29670, Increased 
Per Diem Charge on Freight Cars, that division 3 has directed 

dment the proposed report of the examiners to be issued after briefs 

age on 4 are filed. It said no exceptions would be filed to the proposed 

order | report, but that exceptions might be argued before the entire 

‘oad of | Commission in Washington, July 9. 

The proceeding was instituted by the Commission, on its 
puting F Own motion, to determine whether a per diem charge of two 
“order § dollars, or any other charge, would promote greater efficiency 
t No.7§ in the use, and increase the supply, of cars. Hearing before 
Recon- § Examiners Myron Witters and Paul C. Smith were completed 

May 22 (see Traffic World, May 31). 
.RS I. C. C. ACCIDENT REPORTS 
mae de A Santa Fe passenger train derailment at Otero, N. M., 
aye April 9, that resulted in the injury of 38 passengers and one 
Jo. 180 dining-car employe, was caused by a defective traction-truck 
i0 to gear-housing, according to a report of the Commission, by 
wurrage Commissioner Patterson, in investigation No. 3094. The report 
re said the housing involved had been dragging throughout a dis- 
* "| tance of not less than 4.75 miles immediately west of the west 
vat asl er switch at Otero. Otero is 105.4 miles east of Las Vegas, 
for they ° * 
thereof A collision between a passenger train and a tractor which 
had fallen from a car of a freight train moving on an adjacent 
) a day § Main track on the Chicago, Burlington & Quincy Railroad at 
rd day, § Downers Grove, Ill., on April 3, resulting in the death of two 
ach day § Passengers and one train-service employe, and the injury of 
23 passengers, two dining-car employes, one coach porter and 
charge § Wo train-service employes, was caused by operating a freight 
ceeding § Tain in which the lading on one of the cars was not properly 
day for} Secured, according to a report by the Commission, written by 
nrndente Patterson, on investigation of the accident, No. 

Failure to provide adequate protection for an inferior train, 
and failure to operate a superior train in accordance with signal 
the uni-§ Indications, were assigned as reasons for a side collision be- 
943, andj tween a freight and passenger train on the M-K-T at Arm- 
Novem-{ Strong, Okla., April 2, according to a report of the accident 
on rates{ Written by Commissioner Patterson, investigation No. 3091. The 
and to} accident resulted in the death of three train-service employes, 
follows,{ 2nd the injury of three passengers, four dining-car employes 
ter: and two train-service employes, according to the report. 

- Daven- Sel A. Eo a ae 

Re N. J. COMMISSION COMMUTATION FARE EVIDENCE 
oad Co; lhe Commission has issued notice of an adjourned hearing 
Co.; SEG Washington, before Commissioner Rogers and Examiner 
gheny &§ fuller, June 20, in the commutation fare cases, for the purpose 





of enabling the New Jersey Board of Public Utility Commis- 
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sioners to present additional evidence in No. 29723, New Jersey 
Intrastate Commutation Fares. 

The proceeding is an investigation instituted by the Com- 
mission, division 1, on its own motion, to determine whether 
commutation fares of the Central of New Jersey, the Reading 
Co., and the New York & Long Branch, between points in New 
Jersey, required to be maintained by the New Jersey board, 
discriminate against interstate commerce (see Traffic World, 
April 19, p. 1234). 


Fourth-Section Water Competitive 
Applications to Be Heard 


The Commission, by an order entitled “Reopened Water 
Competitive Applications, Order July 19, 1946,” has discon- 
tinued the proceeding instituted by the 1946 order, which re- 
opened a number of fourth-section application cases after the 
War Shipping Administration and the Maritime Commission 
asked for an investigation of water-competitive railroad rates 
and practices, as to certain of the proceedings, and listed others 
for hearing (see Traffic World, Aug. 3, 1946, p. 325). 


Applications Eliminated 


On consideration of replies showing cause filed by or on 
behalf of the applicant carriers, and replies to those returns 
filed by interested parties, the instant order eliminates from 
the order of July 19, and discontinues the proceeding, as to the 
following: 


Application No, 17528, Order No. 11999, bags, burlap, used, from 
North Atlantic ports to Memphis. Application No. 18268, Order No. 
14108, class rates R. W., from Central territory to South Atlantic ports. 
Application No. 16565, Order No. 12790, fruit, citrus, from Texas, to 
North Atlantic ports, Application No. 15595, Order No. 11765, gum, 
chewing, from Philadelphia, to Memphis. Application Nos. 17630, 17792, 
18115, Order No. 13646, potatoes and other vegetables, from Maine and 
New Brunswick, Can., to New York, Philadelphia, Baltimore, etc. 
Application No. 18893, Order No. 14412, potatoes, from Prince Edward 
Island, Can., to Trunk Line territory. Application Nos. 17657, 17967, 
18322, Order No. 13687, salt cake, from New Jersey and Pennsylvania 
points, to Southern points. Application No. 19833, Order No. 14679, salt 
cake, from Philadelphia, to Plymouth, N. C. Application No. 19402, 
Order No. 14494, salt cake, from*New Jersey and Pennsylvania, to St. 
Marys, Ga. Application No. 18833, Order No. 14317, salt cake, from Deep 
Run Spur, Va., to Brunswick, Ga. Application No. 18867, Order No. 
14491, soap and oils, from Baltimore, Md., and Port Ivory, N. Y., to 
Baltimore, Md., and Port Ivory, N. Y. Application No. 16532, Order No. 
12758, turnips, from Prince Edward Island, Can., to Boston, Providence, 
New York. Application No. 18987, Order No. 14516, turnips, from Nova 
Scotia, Can., to Boston, Providence, Harlem River. Application No. 
17167, Order No. 13273, woodpulp, from Fernandina, Fla., to Phila- 
delphia and Pencoyd, Pa. Application No. 17189, Order No. 13642, wood- 
pulp, from Brunswick, Ga., to Philadelphia, Chester and Wilmington. 


Applications to Be Heard 


The order, in another appendix, listed the following appli- 
cations for hearing or further hearing, at such time and place 
as the Commission may direct: 


No. 16384, automobile tires to Birmingham and Memphis, citation 
or order 222/571. No. 14932, canned milk to Tampa, Fla., citation or 
order 192/573. No. 15235, canned milk from Neosho and Marshall, Mo., 
citation or order 201/1. No. 15816, condensed milk to Tampa, Fla., 
citation or order 210/251. No. 19636, canned and powdered milk from 
Springfield, Mo., to Tampa, Fla., citation or order FSO 14671. No. 19044, 
canned goods from Eastern ports to Alabama, citation or order 248/629. 
Nos. 13918, 16831, commodity rates to South Atlantic and Florida ports, 
citations or orders 186/675, 197/309, 214/7, 222/427. No. 17091, confec- 
tionery to New Orleans, La., citation or order 241/742. No. 18282, con- 
fectionery from Hershey, Pa., to Jacksonville, Fla., citation or order 
241/794. No. 17746, flavoring extracts (tea) to Memphis, Tenn., citation 
or order FSO 12441. No. 15156, grain and grain products to Florida, 
citations or orders 197/441, 213/435. Nos, 17729, 18933, 19312, pulpboard 
from Southern ports to Eastern ports, citations or orders 238/67, 246/223, 
FSO 14419, No. 15534, roofing and building material to Florida ports, 
citation or order 204/291. Nos. 18813, 18920, 19783, 20302, 20640, 20776, 
salt cake from Louisiana to Atlantic mill points, FSO 14071. No. 16536, 
spices and tea to Memphis, Tenn., citation or order 220/456. Nos. 19339, 
19341, 19618, 19619, 21200, 21229, tin plate to Texas ports and New 
Orleans, La., citation or order FSO 14439. Nos. 18266, 18567, 18926, zinc 
oxide and lithopone to Memphis, Tenn., 243/195. 


Railroad Abandonments 


Chicago Great Western 


By a report, ceftificate and order in Finance No. 15617, 
Chicago Great Western Railway Co. Abandonment, the Com- 
mission, division 4, has permitted abandonment by the C. G. W. 
of a line of railroad, and construction by it of a connecting 
track between its line and the line of the Chicago & North 
Western, in DeKalb county, Il., and authorized acquisition 
of trackage rights by the C. G. W. over a line of the C. & 
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N. W. between Sycamore and DeKalb and over certain other 
tracks at Sycamore, with conditions prescribed for the pro- 
tection of employes. The abandonment involves 3.854 miles 
of track. 


Moore Central 


The Moore Central Railroad Co. has applied to the Com- 
mission, in Finance No. 15726, for authority to abandon its line 
of railroad in Moore county, N. C., extending from Carthage 
to Cameron, approximately 10 miles. The applicant said the 
railroad was hopelessly insolvent as a going concern, had con- 
tinuously operated at a loss, the traffic for the territory served 
had not been and would not be sufficient to afford operation at 
a profit, improved highways and truck carrier lines were amply 
available to serve the territory, and the railroad had been in 
successive receiverships. 


Wood River 


In Finance No. 15728, the Wood River Branch Railroad 
Co. asks authority to abandon its line of railroad in Washing- 
ton county, R. I., extending from Hope Valley to Wood River 
Junction, 5.67 miles. The applicant said there was not sufficient 
present or prospective revenue to cover expenses, maintenance, 
taxes and other costs of operation and that the abandonment 
would result in substantial savings. 


Tremont & Gulf 


The Tremont & Gulf Railway Co., in Finance No. 15731, has 
asked the Commission for authority to abandon and dismantle 
that portion of its so-called Denkman extension, Rochelle dis- 
trict, lying between Grandstaff and Waggoner, La., a total of 
3.2 miles, of which .76 mile is in Grant Parish and 2.44 miles in 
La Salle Parish, La. Applicant said the track was no longer 
needed for service to the public, since the last business offered 
for movement over it was on January 31, 1941, and because 
other means of transportation in the area served were available. 


Louisville & Nashville 


By a report and certificate in Finance No. 15681, Louisville 
& Nashville Railroad Co. Abandonment, the Commission, divi- 
sion 4, has permitted abandonment by the L. & N. of a line of 
railroad, extending 2.49 miles, from Nevisvale to Packard, in 
Whitley county, Ky., with conditions. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5499, Crude Sulphur-East St. Louis to Joliet, 
Ill., from May 28, to and including December 27, certain sched- 
ules as published in supplements Nos. 96 and 97 to Agent R. G. 
Raasch’s tariff I. C. C. No. 538. The suspended schedules pro- 
pose to reduce the rate on crude sulphur, in carloads, from 223 
cents to 165 cents per ton of 2,240 pounds, from East St. Louis 
to Joliet, Ill. 

The schedules were protested by American Barge Line, 
which said the existing 73-cent differential, water under rail, 
would be reduced to 15 cents by the proposal (see Traffic World, 
May 24, p. 1645). 

I. and S. M-2748, W. V. and M. Coach Co.—Increased Fares, 
the Commission suspended from June 1, 1947, to and including 
December 31, 1947, the operation of tariff MP-I. C. C. No. 19 
of Washington, Virginia and Maryland Coach Co., Inc., Arling- 
ton, Va. The suspended schedules propose to increase the local 
one-way passenger fares between Washington, D. C., and points 
on the line of the Washington, Virginia and Maryland Coach 
Co., Inc., in Arlington and Fairfax counties, Virginia. The pro- 
ceeding is assigned for hearing on the 16th day of June, 1947, 
at 9:30 o’clock a. m., District of Columbia Daylight Saving 
Time, at the office of the Interstate Commerce Commission, 
Washington, D. C. 

I. and S. M-2749, Multiple Deliveries—S & C Transport Co., 
from May 30, and later, to and including December 29, the 
operation of certain schedules published in supplements Nos. 
5 and 7 to tariff MF-I. C. C. No. 13 of the S & C Transport Co., 
Inc., South Hutchinson, Kans. The suspended schedules propose 
to establish a new rule authorizing an unlimited number of 
deliveries at destination, or at intermediate stopping-in-transit 
points. 

I. and S. No. 5500, Unloading Charges Fruits & Vegts.— 
New York & Phila., from June 1, to and including December 31, 
certain schedules as set forth in supplement 74 to Pennsylvania 
Railroad Co.’s tariff I. C. C. 2505, supplement No. 29 to Agent 
W. S. Curlett’s tariff I. C. C. No. A-848, and other tariffs. The 
suspended schedules propose to establish charges for unloading 
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fresh fruits and vegetables, in carloads, at New York, N. Y. anj 
Philadelphia, Pa. The schedules were protested by the Por; 
of New York Authority, and fruit and vegetable producers ani 
distributors (see Traffic World, May 31). 

I. and S. No. 5496, Ex Parte 162 Increases Phosphate Rock, 
from May 30, 1947, to and including December 29, certain 
schedules as published in supplement No. 4 to joint tariff, 
Agent W. J. Bohon’s I. C. C. No. 773 and MF-I. C. C. No. 7. 
The suspended schedules propose to revise the application of 
the Ex Parte 162 increases on phosphate rock, in carloads. 

I. and S. No. 5501, Water-Rail Rates Between Baltimore 
Southwest, from June 4, to and including June 16th, certain 
schedules as set forth in supplement No. 115 to Agent Julian M, 
King’s tariff I. C. C. No. 4, supplement No. 42 to Agent D. Q, 
Marsh’s tariff I. C. C. No. 3448, and other tariffs. The suspended 
schedules propose to establish class and commodity rates he. 
tween Baltimore, Md. and points in trunk-line territory and 
points in the southwest over water-rail and rail-water-rail routes 
in connection with the Pan-Atlantic Steamship Corporation. 


CHANGES IN DOCKET 


Hearing in MC 108527, assigned for June 5, at New York, N. Y, 
was cancelled. P 

Hearing in MC-F 3046, assigned for June 6, at Scranton, Pa., was 
postponed to June 23, at Casey Hotel, Scranton, Pa., before Examiner 
Clifford. 

Argument in 29542, assigned for June 5, at Washington, D. C., wa 
cancelled and reassigned for June 11, at Washington, D. C. 






CHAIN STORE TRAFFIC LEAGUE 


The Chain Store Traffic League will hold a luncheon meet- 
ing with the merchandise men of the Western Trunk and north. 
ern railroads, June 11, at the Palmer House, Chicago, IIl., N. W. 
Putnam, league president, has announced. The league held its 
last meeting on l.c.l. freight with the railroads of the area on 
February 5. 


DIGEST OF 


Yew (Co } 


MC C-896, Keystone Freight Lines, Inc., Tulsa, Okla., et al., vs. Gor 
dons Interstate, Inc., Memphis, Tenn. 

Allege Gordons has not rendered reasonably continuous and ade 
quate service since and during 1942, Ask order revoking certificate 
for routes complained of. (Milton W. Hardy, 710 Ritz Bldg., Tulsa, 
Okla.) 

. 29748, Hockensmith Corporation, Penn., Pa., et al., vs. D. & H, 
et al. 

Allege rates on old worn-out ingot molds, from various origins, 
in violation of section 1. Ask cease and desist order, rates, and 
reparation of $3,000. (C. Peyton Collins, 715 Wabash Bldg., Pitts 
burgh 22, Pa.) 

. 29749, D. W. Simpson, Brownsville, Tex., ys. A. G. S., et al. 

Rates on 111 carload shipments of manganese ore, between May 
16, 1945, and February 18, 1946, from Brownsville to Ensley ani 
Woodward, Ala., in violation of sections 1 and 2. Asks cease ani 
desist order, rates, and reparation of $20,385.69. (J. W. Carlisle, 
209 Bentsen Bldg., McAllen, Tex.) 

. 29750, Consolidated Chemical Industries, Inc., Southern Division, 
Houston, Tex., vs. Illinois Central, et al. 

Rates on 30 tank car shipments of spent sulphuric acid, from 
Kevil, Ky., to Baton Rouge, La., in May, 1945, in violation of sec 
tions 1, 2, 3 and 4. Asks reparation of $879.69. (L. D. Smith, Trafic 
Manager, Consolidated Chemical Industries, Inc., 640 Mellie Espet 
son Bldg., Houston 2, Tex.) 

. 29752, Forest Box & Lumber Co., Inc., 
vs. Pennsylvania Railroad. 

Alleges lighterage demurrage on numerous shipments of lumbe! 
consigned to complainant at its place of business, by reason of 
failure to deliver lumber in slings and by reason of bunching of 
deliveries, in violation of sections 1, 2, 3, and 6. Asks damages 
and waiver of lighterage demurrage charges not yet paid. (Parke 
McCollester, Lord, Day & Lord, 25 Broadway, New York 4, N. ¥.) 
. 29753, Southern Gulf Lumber Co., Navco, Ala., vs. I. C. et al. 

Alleges rates charged on 19 carload shipments of rough lumbe! 
received at Navco in March and April, 1947, from Bloomfield, Ind., 
in violation of sections 1, 2, 4, and 6. Asks cease and desist ordel: 
rates, and reparation of $2,075.44, shipments moving pendente lit 
to be embraced in report. (David Knapp, Jr., P. O. Box 17, Mo 
bile, Ala.) | 
29754, Brownsville (Tex.) Navigation District, et al., vs. St. Lou's, 

Brownsville & Mexico. . 

Allege switching charges on traffic between U. S. and Mexico at 
Brownsville higher and less favorable than those applied on simila! 
traffic at other Mexican border crossings, in violation of section 
1, 2 and 3. (Jas. H. Hartzog, P. O. Box 231, Brownsville, Tex.) 
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Charter Rights Recommended for 
Zigler: Towage Rights Denied 


Examiners C. B. Gray and W. J. Sweeney, Jr., in a pro- 
posed report in W-75, G. B. Zigler Co. Contract Carrier Appli- 
cation, have recommended finding the applicant entitled to con- 
tinue operation as a contract carrier by water at Mermentau, 
La., in furnishing for compensation, under charter, lease, or 
other agreement, non-self-propelled barges to persons other 
than carriers subject to the interstate commerce act, to be 
used by such persons in the transportation of their own prop- 
erty. 

By another application, the examiner said, applicant sought 
an order exempting the described operations from the provi- 
sions of part III of the act. A proposed report by the Bureau 
of Water Carriers and Freight Forwarders was served on the 
parties in July of 1946, they said, and that certain water car- 
riers had filed exceptions and asked an oral hearing, which was 
held and at which the exemption application was withdrawn. 

The applicant, said the examiners, had also sought a permit 
to continue as a contract carrier in transporting commodities 
generally by non-self-propelled vessels with the use of separate 
towing vessels and the performance of general towage between 
ports and points on the navigable waterways of Louisiana and 
Texas. As to towing and freighting, the examiners said appli- 
cant’s operations were comparable to those described in Upper 
Mississippi Towing Corp. Common Carrier Applications, 260 
I. C. C. 292, the principal business of that carrier being the 
transportation of petroleum in bulk. Because there was here, as 
in the cited case, transportation of an inconsequential amount of 
subject transportation, the examiners said there could be no 
grant of authority under the “grandfather” clause for the 
transportation of commodities generally. 


RHODE ISLAND WATER OPERATION 


The Bureau of Water Carriers and Freight Forwarders, by 
a proposed report in W-843, Sub. 2, Interstate Navigation Co. 
Common Carrier Application—New Operation, had recom- 
mended that the Commission grant a certificate to Interstate 
Navigation Co., Providence, R. I., for operation by self-propelled 
vessels of not more than 100 tons carrying capacity in trans- 
porting commodities generaly between Point Judith and Block 
Island, R. I. The bureau said the application also proposed 
carrying passengers between the same points but that no au- 
thority was sought to cover that service. The bureau added: 


It is assumed that the passengers to be transported will not be 
traveling on tickets covering transportation to or from points beyond 
Rhode Island but that such transportation instead will be confined to 


local transportation in intrastate commerce between Point Judith and 
Block Island. 


-MOTOR CERTIFICATE REVOCATION 


Examiner A. S. Parker, in a proposed report in MC C-798, 
C. Frank Shaffer, Revocation of Certificate, has recommended 
that the Commission find the respondent, of Livermore, Ia., not 
to be rendering reasonably continuous and adequate service un- 
der his certificate issued in MC 100788 and not to be in com- 
pliance with the requirements of section 215 of the interstate 
commerce act and the Commission’s rules and regulations there- 
under. The examiner recommended that the respondent be 
ordered to institute reasonably continuous and adequate service 
and comply with the Commission’s insurance regulations within 
60 days from the effective date of such order by the Commis- 
Sion, failing in which his certificate be revoked. Under the 
certificate, the respondent was authorized to transport specified 


commodities from and to points in Nebraska, Iowa, Minnesota 
and South Dakota. 


Proposed Reports 


Turrets 


No. 29597, Food Machinery Corporation vs. Alton Railroad 
Co. et al. By Examiners Leonard Way and L. J. P. Fichthorn. 
Rates on turrets and parts for amphibian army tractor tanks, 
carloads, from Detroit, Mich., to Riverside, Calif., shipped be- 





tween August 14 and December 1, 1944, inclusive, found in- 


applicable in certain instances. Applicable rates found not 
unreasonable and award of reparation recommended. Charges 
were collected on 67 carloads on combination rate of $2.80. 
Charges on the remaining car were based on combination rate 
of $2.72. The report said there was no through commodity rate 
applicable to the traffic and except for lower combination rates 
the shipments would have been subject to through class-A rate 
of $3. Applicant asked for combination rate of $2.72 on 56 ship- 
ments moving between August 14 and November 14, 1944, via 
Sidney, Neb., and contended combination rates of $2.72 and 
$2.80 were unreasonable to the extent they exceeded a com- 
modity rate of $1.87 applicable on army tractor tank parts, 
exclusive of turrets and guns. It said the movement of turrets 
for only four months did not warrant any lower rate than the 
applicable combination rates. It said that over the route of 
movement the majority of the cars moved, the rate of $2.80 
yielded 23.2 mills a ton-mile and 47 cents a car-mile, and the 
applicable rate of $2.72 yielded 22.6 mills a ton-mile and 45 
cents a car-mile, based on the average weight of all shipments, 
40,216 pounds. Over this route the rate sought would yield 15.5 
mills a ton-mile and 31 cents a car-mile based on the average 
loading, the examiners said and that these earnings based on 
the rates charged did not appear excessive for a light-loading 
commodity, such as under consideration, requiring special 
equipment for a commodity valued at 80.7 cents a pound. The 
turrets warranted rate higher than the commodity rates ap- 
plicable to articles requiring no special service, they said. 


Glass Bottles 


No. 29651, Bailey Manufacturing Co., vs. C. R. I. & P. 
et al., embracing No. 29651, Sub. 1, Peter Fox Brewing Co., 
vs. M-K-T et al., and No. 29662, Progress Brewing Co., vs. 
Cc. R. I. & P. et al. By Examiner Harold M. Brown. Recom- 
mends award of reparation. Joint class rate of 69 cents, min- 
imum 30,000 pounds, predicated on class-35 rating on glass 
bottles of the governing exceptions to western classification, 
recommended to be found inapplicable. The examiner said the 
applicable rate under the involved tariffs was 66 cents, a com- 
bination based on Springfield, Mo., and recommended that that 
rate be found not shown unreasonable or otherwise unlawful. 


Furniture 


I. and S. M-2675, Furniture Between Minneapolis and Illi- 
nois-Wisconsin. By Examiners George A. Dahan and Russell 
J. Burns. Recommend finding unjust and unreasonable and 
otherwise unlawful in violation of section 216 tariff provision to 
provide extent of pick-up and delivery service respondent would 
perform and minimum charge in connection with such service, 
and notes in connection with rates on other than upholstered 
furniture, without prejudice to filing of new schedules in con- 
formity with views expressed. Also recommend finding list of 
articles purporting to name extensions of descriptions of new 
furniture to the extent such listed articles were not new furni- 
ture; provision purporting to establish rates and charges on 
ottomans and footstools and providing for determination of 
space occupied; provision to establish rates on mixed shipments 
of upholstered and other than upholstered furniture; provision 
for application of rates on return of rejected shipments; pro- 
vision permitting transportation of advertising matter with 
furniture; provision for minimum charge on special trips; 
provision of charges for storage; provision providing definitions 
of “less than truckload” and “truckload”; and certain rates and 
charges named on a “per article basis” and on a “‘per hundred- 
weight basis”; and rates named on advertising matter, including 
premiums or sample fabrics of furniture, indefinite and uncer- 
tain in violation of section 217 and should be ordered canceled, 
without prejudice. Other tariff matter under investigation rec- 
ommended to be found not unjust and unreasonable and not 
otherwise unlawful. The involved tariff provisions were filed 
to become effective August 5, 1946, by C. L. Elliott, Sr., of 
Minneapolis, dba Chicago Avenue Transfer, MF-I. C. C. No. 
109, issued by A. R. Fowler, agent, and were suspended on the 


Commission’s own motion until March 5, when they became 
effective. 


Non-Acceptance of Shipments 


I. and S. M-2734, Non-Acceptance Shipments Moving Order 
Notify. By Examiner Richard Yardley. Recommendings find- 
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ing proposal not to accept shipments moving under order 
notify bills of lading just and reasonable, that order of sus- 
pension be vacated and proceeding discontinued. By schedules 
filed to become effective March 18, motor carriers proposed to 
provide in certain tariffs that they would not accept shipments 
moving under order notify bills of lading. On protest of Charlotte 
Shippers and Manufacturers Association, Inc., the operation of 
the schedules was suspended until October 17. The examiner 
said the act provided motor carriers must issue either a receipt 
or bill of lading, and that since respondents had chosen to 
issue bills of lading they should be required to issue order 
notify bills of lading except on a showing that it was an undue 
burden. He said respondents received no additional revenue 
for handling such shipments and had shown they did not have 
space to store shipments not accepted when tendered for de- 
livery. Failure of consignees to have the order notify bills of 
lading when the shipments were tendered for delivery delayed 
delivery of other shipments, he said, adding that no evidence 
in opposition to the proposal was offered. Under these circum- 
stances, he said, he concluded that the proposal was just and 
reasonable. 


Aluminum Canteen Halves 


MC C-549, R. T. Harris, et al. dba Southeastern Metals Co., 
Decatur, Ala., vs. Roadway Express, Inc. Recommends finding 
ratings and rates on aluminum canteen halves, less-truckloads 
and truckloads, from Massillon, O., to Decatur, Ala., be found 
not unreasonable in the past but unjust and unreasonable for 
the future and prescription of just and reasonable ratings and 
rates for the future. The report said charges on 22 less-truck- 
load and truckload shipments, March 8, 1945, to July 11, 1945, 
of aluminum articles, nested,’ undecorated, were collected on 
the basis of 1-t-] first-class rate of 216 cents and column 75 
rate of 162 cents, volume minimum weight 14,000 pounds. The 
examiner recommended for the future finding ratings and rates 
unjust and unreasonable to the extent they exceedéd second 
class in less-than-truckloads, and third-class, volume minimum. 
weight 20,000 pounds. The articles shipped, he said, were 
aluminum canteen halves. Effective October 6, 1945, he said, 
Jackson’s MF-I. C. C. No. 15 provided a rating of second-class 
in less-than-truckload and fourth-class, volume minimum weight 
30,000 pounds, on blanks, stamping or unfinished shapes, n.0o.i., 
nested or flat. He said the aluminum halves were similar to 
stampings and were shipped nested, but that they had a density 
of 17.2 pounds a cubic foot and 30,000 pounds could not be 
loaded in an average size truck. 


Potash 


No. 29379, Stauffer Chemical Co. vs. A. T. & S. F. et al. 
By Examiners L. H. Dishman and A. L. Corbin. Recommend 
dismissal_and finding that rate of 69 cents a 100 pounds on 
numerous carloads of muriate of potash from Carlsbad and 
Loving, N. M., to Chauncey, N. Y., had been and was unreason- 
able, complainant asking reparation on basis of 64 cents, the 
rate to New York City, because of close proximity of Chauncey 
to New York. However, the examiners said Chauncey was in 
New England territory as defined by the Commission in Eastern 
Class-Rate Investigation, 171 I. C. C. 481. If Chauncey, three 
miles over the line into the New England territory were to be 
assigned to the New York group then other points just a few 
miles from Chauncey would want the same treatment, they 
said, adding that it was inherent in group adjustment that an 
appearance of inequity existed in the rates applicable at nearby 
points separated by a group line. 


Motor Proposed Reports 


(Recommended rders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Pennsylvania (Philadelphia)—-MC 108428, Louis Aiello and 
Dominick Aiello, dba Aiello Brothers. Certificate proposed. 
Malt beverages, from New York, N. Y., and Newark and East 
Orange, N. J., to Philadelphia, Pa., and points in Pa., within 
25 miles of Philadelphia, over irregular routes, with empty malt 
beverage containers in the opposite direction. 

Ohio (Wellsville)—-MC 108346, Arnold Van Dyne. Denial 
of permit proposed. Earthenware, chinaware and porcelain, 
from Wellsville, O., to New York, N. Y., and Chicago, Ill., over 
irregular routes, operating through Ind., Pa., W. Va., and N. J., 
for convenience, with rejected shipments and empty containers 
on return. 

Ontario (La Vallee, Canada)—-MC 108274, Robert Darrah. 





TRAFFIC WORLD 


Deniel of application for certificate proposed for want of pros- 
ecution. Pulpwood, between the international boundary of the 
U. S. and Canada at International Falls, Minn., and Interna- 
tional Falls, over irregular routes. 

New York (Long Island City) — MC 108227, Edward J. 
Avella, dba Avella Truckman. Certificate proposed. Marble 
slabs, marble bases, and marble statues, uncrated, from New 
York, N. Y., to Washington, D. C., and points in Conn., Mass., 
Md., N. J., N. Y., Pa., and Vt., over irregular routes, through 
R. I. and Del., for operating convenience only. 

Massachusetts (Medford)—-MC 108199, Sub. 2, Roger W. 
Brown, Inc. Certificate proposed. Fertilizer, in bags, from North 
Weymouth, Mass., to points in Cheshire and Sullivan counties, 
N. H., and rejected shipments on return to North Weymouth, 
over irregular routes. 

lowa (Greenfield)—-MC 108149, Arnold Kralik. Certificate 
proposed. Live stock, from Greenfield, Ia., and points within 
20 miles thereof to Omaha, Neb., and live stock, animal and 
poultry feed, building material, agricultural machinery and 
implements and parts thereof from Omaha to Greenfield and 
points within 20 miles of Greenfield, over irregular routes. 

New York (Brooklyn)—MC 108113, Al Lotto, dba Advance 
Trucking Co. Certificate proposed. Wearing apparel, on hang- 
ers, from New York, N. Y., to points in Ga. and Fla., through 
N. J., Pa., Del., Md., D. C., Va., N. C., and S. C., for operating 
convenience, over irregular routes 

Maryland (Baltimore)—-MC 108109, Etheridge C. Meekins 
and E. A. Meekins, dba E. C. Meekins & Son. Denial of cer- 
tificate proposed. Household goods between points in Conn., 
Del., Md., Mass., N. J., N. Y., O., Pa, Va, W. Va., and D. C,, 
over irregular routes. 

Pennsylvania (Reading)—-MC 108056, Charles C. Gehret 
and Harry C. Gehret, dba Gehret Brothers. Permit proposed. 
New elevators, from Reading, Pa., to points in N. J., N. Y., Md., 
Del., W. Va., O., and D. C., and used elevators on return move- 
ments, over irregular routes. 

New Jersey (Woodstown)—MC 107892, F. W. Van Derbeck. 
Certificate proposed. Feed, from Wilmington, Del., to points in 
N. J., over irregular routes. 

Oregon (McMinnville)—-MC 107733, Sub. 2, John Vermeul, 
dba McMinnville Heavy Hauling. Denial of application for cer- 
tificate proposed for want of prosecution. Lumber, from points 
in Coos, Douglas, Lane, Polk, Yamhill, and Tillamook counties, 
Ore., to Portland, Ore., and Vancouver, Wash., over irregular 
routes. 

New Jersey (Lodi)—-MC 107663, William Camprisi. Permit 
proposed. Leather shoe findings, materials, and supplies used 
in the manufacture, sale, and distribution of shoes, between 
Lodi, N. J., and New York, N. Y., over irregular routes. 

Massachusetts (Brookline)—-MC 107197, Sub. 2, Robert A. 
Turner and Wallace M. Taylor, dba T. & T. Film Transporta- 
tion Co. Certificate proposed. Motion picture films and acces- 
sories, including advertising material, between Boston, Mass., 
and Portsmouth, N. H., over U. S. highway 1, serving no inter- 
mediate points. 

North Carolina (New Bern)—MC 105419, Sub. 1, F. G 
Beverly and Walter L. Cavanaugh, dba F. G. Beverly & Co. 
Certificate proposed. Meats, meat products, and mé€at by-prod- 
ucts, dairy products, and articles distributed by meat-packing 
houses, from New Bern, N. C., to points in N. C., within 90 
miles of New Bern, over irregular routes. 

Massachusetts (Arlington)—-MC 94437, Sub. 1, Henry For- 
syth, dba Henry Forsyth Co. Permit proposed. Sheet metal 
products, wire, and wire products, between Somerville, Mass., 
on the one hand, and on the other, Albany and New York, N. Y., 
and from Somerville to points in Mass., N. H., and R. IL. over 
irregular routes, traversing Conn., for operating convenience, 
subject to request for revocation of permit in MC 94437 coinci- 
dental with grant of authority herein. 

Florida (Jacksonville)—-MC 88300, Sub. 9, Dixie Transport 
Co. Certificate proposed. New and used automobiles, by the 
driveaway and truckaway method, in secondary movements, 
from points in Fla., to points in Ga., and from points in Fla. 
and Ga., with specified exceptions, to points in Tenn., Ky., O., 
Ind., and Mich., and new and used automobile chassis from 
points in Fla., to points in Ga., and from points in Fla. and Ga., 
with specified exceptions, to Richmond, Ind., and Lima, O., over 

irregular routes. 


Indiana (Gas City)—-MC 74598, Sub. 7, G. D. Miller, dba 
Miller Trucking Co. Denial of permit proposed. Specified com- 
modities between points in O., Ind., and Ill, and from points 
in O., Ind., and Ind., to Louisville, Frankfort, Covington, and 
Newport, Ky., to points in St. Louis county, Mo., and to points 
in — on, south and east of Mich. highway 46, over irregular 
routes. 

New York (Huntington, L. I.)—-MC 47853, Sub. 1, R. K. 
Davis, dba Roy K. Davis & Son. Certificate proposed. House- 
hold goods between Oyster Boy, N. Y., and points in Suffolk 
county, N. Y., on the one hand, and, on the other, points in 
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N. C., S. C., Ga, and Fla. over irregular routes, traversing 
N. J., Pa., Del., Md., Va., and D. C., for operating convenience 
only. 

New Jersey (Little Ferry)—-MC 43267, Sub. 5, Mohawk 
Coach Lines, Inc. Certificate proposed. Passengers and baggage 
between Poughkeepsie, N. Y., and Hyde Park, N. Y., over U. S. 
highway 9, serving all intermediate points. 

Maryland (St. Michaels)—-MC 30276, Sub. 2, J. Norman 
Marshall, dba Marshall’s Express.. Certificate proposed. Gen- 
eral commodities, with exceptions, over irregular routes, be- 
tween Philadelphia, Pa., on the one hand, and, on the other, 
points and places in Md., east of the Chesapeake Bay and on 
and south of the Chesapeake and Delaware Canal. 

North Carolina (Greensboro)—-MC 30019, Sub. 5, Goldston 
Motor Express, Inc. Certificate proposed. Concrete products, 
from Greensboro, N. C., and points within 10 miles thereof to 
points in N. C., S. C., and Va., over irregular routes. 

Pennsylvania (Waynesboro)—MC 25153, Sub. 4, Thomas H. 
Martin. Certificate proposed. Machinery and machinery parts, 
between Waynesboro, Pa., on the one hand; and, on the other, 
all points in O., Ind., Ill., and Mich., over irregular routes. 

Pennsylvania (Pittsburgh)—-MC 24136, Sub. 3, George D. 
Shields and Martha K. Harrison, dba Harrison-Shields. Cer- 
tificate proposed, subject to request for cancelation of portion of 
certificate in MC 24136 authorizing transportation of furniture, 
toys, electrical and household appliances, hardware, and build- 
ing materials and supplies, except commodities in bulk and 
those requiring special equipment, from and to described points, 
over irregular routes, with damaged or returned shipments and 
empty containers on return. Such merchandise as is dealt in 
by mail order house and department stores, the business of 
which is the sale of general commodities, from Coraopolis, Mc- 
Keesport, Neville Island, and Pittsburgh, Pa., to Auburn and 
Syracuse, N. Y., and points in defined areas of N. Y., O., and 
W. Va., over irregular routes, with damaged, rejected and re- 
fused shipments and empty containers on return. 

Oklahoma (Tulsa)—-MC 14698, Sub. 5, Sam W. Lacy. Cer- 
tificate proposed. New autOmobiles, automobile bodies, auto- 
mobile chassis, and paraphernalia, in initial movement, by truck- 
away service, and farm and garden tractors and parts and 
accessories thereof moving in connection therewith, over a 
specified regular route, from Willow Run, Mich., to Tulsa, Okla., 
with rejected shipments in the opposite direction. 

Wisconsin (Sheboygan)—-MC 64310, Sub. 16, Hensel Trans- 
fer & Warehouse Co. Certificate proposed. New furniture, un- 
crated, from Sheboygan, Wis., to points in Kan., Ky., Conn., 
R. I., and Mass., from Sheboygan Falls, Wis., to points in N. D., 
Minn., Ia., Ill., Ind., Mich., O., Mo., Pa., N. Y., W. Va., Va., 
Md., N. J., Del., Kan., Ky., Conn., R. I., Mass., and D. C., and 
from Plainfield, N. J., to St. Paul and Minneapolis, Minn., In- 
dianapolis, Ind., Chicago, Ill., and points in a defined area of 
Wis., except from Plainfield to Sheboygan, Wis., over irregular 
routes, with return of rejected, damaged or ship-worn furniture, 
uncrated. 

Pennsylvania (Bloomsburg)—MC 15881, Sub. 5, Fred Fer- 
guson (Theodore H. Ferguson, administrator). Certificate pro- 
posed. Potato chips and advertising mat¢erials and machinery 
used in the manufacture, sale and packing of potato chips, from 
Berwick, Pa., to all points in Conn., Del., D. C., Md., Mass., 
N. H., N. J., N. ¥., N. C., O., RL, Va., and W. Va. (except po- 
tato chips from Berwick to New York, N. Y., Baltimore, Md., 
Richmond, Va., and Passaic, N. J.), and packing materials, ma- 
chinery, and equipment used in the manufacture and packing of 
potato chips from all points in Conn., Del., D. C., Md., Mass., 
N. H., N. J., N. Y., N. C., O., R. I, Va., and W. Va., to Berwick, 
over irregular routes in each instance. The recommended au- 
thority is on condition that applicant request revocation of 
certificate in MC 15881, Sub. 1. 

Illinois (Chicago) —-MC 62914, Sub. 4, Rodi Towing Service, 
Inc. Certificate proposed. Disabled or wrecked automobiles, 
trucks, tractors, and trailers other than those designed to be 
drawn by passenger automobiles, between Chicago, IIl., on the 
one hand, and, on the other, points in Wis., within 500 miles of 

Chicago, and all points in Ill., Ind., Ia., Ky., Mich., Minn., Mo., 
and O., of switchboards, including switchgear, transformers, and 
electrical equipment requiring the use of special equipment, be- 
tween Chicago, Ill., on the one hand, and, on the other, all 
points in U. S., and of carnival equipment and convention dis- 
plays, between Chicago, IIl., on the one hand, and, on the other, 
points in Wis., within 500 miles of Chicago, and all points in 
Ala., Ark., Ga., Ill., Ind., Ia., Kan., Ky., Md., Mich., Minn., Miss., 
Mo., Neb., N. Y., N. C., N. D., O., Okla., Pa., S. C., S. D., Tenn., 
Vt., Va., and W. Va., over irregular routes. 

_ Illinois (Chicago)—-MC 52657, Sub. 370, Arco Auto Car- 
riers, Inc. (Corrected). Certificate proposed and dual operation 
by applicant and W. R. Arthur & Co., affiliated carriers, rec- 
ommended. New automotive vehicles, except passenger motor 
vehicles, in initial movements, by the driveaway method, from 
points in Otsego county, N. Y., to all points in U. S., including 
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D. C., over irregular routes, with rejected shipments on return. 

Pennsylvania (Downingtown)—-MC 104347, Sub. 35, Lea- 
man Transportation Corporation, embracing Sub. 38, Same, 
and MC 104340, Sub. 26, Leaman Transportation Co., Inc. 
Issuance of certificate proposed to either Leaman Transporta- 
tion Corporation or Leaman Transportation Co., Inc., whichever 
one is elected to act for both applicants, subject to request for 
revocation of permits in MC 23293, MC 23293, Sub. 1, and MC 
7567. Petroleum products, in bulk, in tank trucks, except liquid 
wax and petroleum products requiring special burner equip- 
ment, from Paulsboro, N. J., to points in a described area of 
Pa.; coal tar products, in bulk, in tank trucks, except such 
products as require special burner equipment, from Swedeland, 
Conshohocken, and Ivy Rock, Pa., to Paulsboro, Garwood, and 
Kearney, N. J., with return of rejected shipments; lubricating 
oil, in bulk, in tank trucks, from Marcus Hook, Pa., to Buffalo, 
N. Y., Baltimore, Md., and Washington, D. C.; petroleum prod- 
ucts, in bulk, in tank trucks, from Springfield, Mass., to points 
in a defined area of N. Y.; chlor-buta-diene (chloroprene), in 
bulk, in tank trucks, from Louisville, Ky., to Carney’s Point, 
N. J.; and xylene, in bulk, in tank trucks, from Carney’s Point, 
N. J., to Louisville, Ky., over irregular routes in each instance. 

Florida (Jacksonville)—-MC 29904, Sub. 1, Suddath Moving 
& Storage Co., Inc., embracing MC 43670, Sub. 2, Delcher 
Brothers Storage Co. (Corrected Report). Certificates pro- 
posed. MC 29904, Sub. 1, over irregular routes, household 
goods, between points in nine states, on the one hand, and, on 
the other, points in 24 states and Washington, D. C., and be- 
tween points in Ark., Kan., and Okla., on the one hand, and, 
on the other, points in Fla. and Tex. MC 43670, Sub. 2, over 
irregular routes, household goods, (1) between points in eight 
states, on the one hand, and, on the other, points in 23 states 
and Washington, D. C.; (2) between points in Ark., Kan., and 
Okla., on the one hand, and, on the other, points in Fla. and 
Tex.; add (3) between points in Kan., Okla., Ark., Ia., Wis., 
Mich., and Me., on the one hand, and, on the other, points 
in Ga. 

Wisconsin (Burlington)—-MC 107645, Sub. 1, Midland 
Coach Lines. Certificate proposed, subject to request for with- 
drawal of application for registration of intrastate rights in 
MC 57562. Passengers, baggage, express, mail and newspapers, 
between points in Wis., over specified routes. 

North Carolina (Burlington)--MC 106928, Sub. 1, W. K. 
Wicker, dba Wicker’s Pickup & Delivery Service. Permit pro- 
posed. Nylon yarn from Burlington, N. C., to Dothan, Ala., 
and unfinished hosiery from Dothan to Burlington, over speci- 
fied routes. 

Ontario (Emo, Canada)—-MC 108267, Charles L. Dimit. 
(Corrected). Denial of application for certificate proposed for 
want of prosecution. Pulpwood, between the international 
boundary of the U. S. and Canada at International Falls, Minn., 
and International Falls, Minn., over irregular routes. 

Florida (Daytona Beach)—-MC 108044, Byron W. Bailey. 
Certificate proposed. Fish and shellfish, fresh or frozen, from 
points in specified counties in N. C., S. C., Ga., and Fla., to 
Washington, D. C., Baltimore, Md., Philadelphia, Pa., New 
York, N. Y., and Boston, Mass., frozen fish from Boston and 
New York City to points in counties in the aforementioned 
states, and vegetables and fruits, fresh or frozen, from points 
in N. Y., and N. J., to points in N. C., S. C., Ga., and Fila., 
over irregular routes, through R. I., Conn., Del., and Va., for 
operating experience only. 

Indiana (South Bend)—-MC 72140, Sub. 14, Shippers Dis- 
patch, Inc. Certificate proposed. General commodities, with 
exceptions, over alternate routes, for operating convenience 
only (a) between the junction of U. S. highways 31 and 6, and 
junction of U. S. highways 6 and 304A, in IIl., over U. S. high- 
way 6, (b) between Plymouth, Ind., and Valparaiso, Ind., over 
U. S. highway 30, and (c) between Michigan City, Ind., and 
Chicago, Ill., over U. S. highway 20; and animal bones, in bulk, 
from Detroit, Mich., and Toledo, O., to Chicago, Ill., over ap- 
——* presently authorized regular routes between those 
points. . 

Kansas (Wichita)—MC 30605, Sub. 57, Santa Fe Trail 
Transportation Co. Certificate proposed, on further hearing. 
General commodities, with exceptions, serving specified points 
in Kan., Neb., and Okla., as off-route points in connection with 
authorized regular route operations. 

lowa (Muscatine)—-MC 14478, Sub. 1, Charles M. Poole 
and W. Poole, dba Poole Transfer. Certificate proposed. Gen- 
eral commodities, with exceptions, serving points in the Chi- 
cago, Ill., commercial zone, as intermediate and off-route points 
in connection with applicants’ presently authorized general- 
commodity, regular-route operations between Muscatine, Ia., 
and Chicago, Ill.; castings, from Muscatine, Ia., to Aurora, IIl., 
serving Aurora as an off-route point in connection with pres- 
ently authorized regular route operations between Muscatine 
and Chicago, and rejected shipments on return; and patterns 
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for castings, between Muscatine and Aurora, in connection with 
the aforementioned regular-route operations, serving Aurora 
as an off-route point. 

Wisconsin (Platteville)—-MC 14232, Sub. 5, Donald Klie- 
benstein, dba Kliebenstein Transfer Line. Certificate proposed. 
General commodities, with exceptions, between Platteville and 
Montfort, Wis., over Wis. highway 80, serving the interme- 
diate points of Arthur and Livingston, Wis., and the off-route 
point of Rewey, Wis., and for operating convenience in connec- 
tion with authorized regular-route operations, between Platte- 
ville and Belmont, Wis., over U. S. highway 151, and between 
Elk Grove, Wis., and junction U. S. highways 151 and 81, over 
Wis. highway 81, with no service at intermediate points. 

Alabama (Silas)—-MC 10862, Sub. 1, J. M. Odlum, dba 
Odum’s Truck Line. Certificate proposed. General commodi- 
ties, with exceptions, between Mobile and York, Ala., between 
Mobile and Chatom, Ala., and between Butler, Ala., and 
Meridian, Miss., over specified routes, subject to restriction 
that applicant shall not transport traffic moving over routes 
between Mobile, on the one hand, and Meridian, on the other. 

New York (Brooklyn)—MC 92330, Stb. 13, H. A. Schult 
and John M. Schult, dba H. A. Schult Co. (Corrected). Cer- 
tificate proposed. Coal tar, and coal tar distillates, water gas 
tar, paving tar and asphalt, in bulk, in tank trucks, from and 
to specified points and territories in N. J., N. Y., and Conn., 
over irregular routes. 

Texas (Laredo)—-MC 108311, Alfredo San Martin, dba San 
Martin Trucking Co. Certificate proposed. General commodi- 
ties, with exceptions, between Laredo, Tex., and points in Tex., 
within five miles of Laredo, on the one hand, and, on the other, 
the U. S.-Mexico boundary line at Laredo, over irregular routes. 

New Jersey (North Bergen)—-MC 108291, Victor Young 
and Henry Keeck, dba Y. & K. Motor Freight. Denial of cer- 
tificate proposed. General commodities, with exceptions, be- 
tween points in Hudson, Passaic, Bergen, Essex, and Union 
counties, N. J., and points in the New York, N. Y., commercial 
zone, over irregular routes. 

lowa (Orient)—-MC 108148, D. G. Reeves. Certificate pro- 
posed. Livestock from Orient, Ia., and points within 20 miles 
thereof to Omaha, Neb., and St. Joseph, Mo., and livestock, 
feed, farm agricultural machinery and implements and parts 
thereof and building materials, from Omaha and St. Joseph to 
Orient and points within 20 miles of Orient, over irregular 
routes. 

Washington (Walla Walla)—-MC 107628, Lloyd N. Dennis. 
Certificate proposed. Logs and fuel wood from points in Uma- 
tilla county, Ore., located within 40 miles of Walla Walla, 
Wash., to Walla Walla, over irregular routes. 

South Carolina (Orangeburg)—MC 107121, Sub. 3, W. L. 
Godwin, dba Godwin ,fruck Line. Certificate proposed. Speci- 
fied commodities from and to specified points in S. C., Ga., 
Del., Md., N. C., N. J., N. Y., Pa., and Va., over irregular 
routes. 

Texas (Laredo)—-MC 108085, Isauro Gutierrez, dba Vic- 
tory Transfer Co. Certificate proposed. General commodities, 
with exceptions, between Laredo, Tex., and points in Tex., 
within five miles of Laredo, on the one hand, and, on the other, 
the U. S.-Mexico boundary line at Laredo, over irregular routes. 


I. C. Asks Entire Commission to 
Reconsider Motor Rights Denial 


The Illinois Central has petitioned the Commission for re- 
consideration by the entire Commission of the report-and order 
of division 5 in MC 86779, Illinois Central Railroad Co. Exten- 
sion—Ponchatoula, La., in which the division denied authority 
for truck-for-rail service between points on the railroad’s lines 
in Louisiana and Mississippi. The railroad asked oral argument. 
In the alternative, it asked for a rehearing to present evidence 
showing failure of service on the part of independent motor 
carriers now used on the involved routes, but,said it wanted to 
make it plain that it considered there was no need for further 
hearing because, it asserted, the decisions of division 5 was 
erroneous in fact and in law. 

One principal error alone was sufficient to require consid- 
eration and reversal, said the I. C., because the division’s report 
was based on “the one erroneous assumption that the present 
service rendered under contracts with competitor truckers was 
satisfactory and always would be.” This constituted an error of 
fact, said the I. C., because the record did not reveal that the 
existing service was entirely satisfactory to it and to the public; 
and an error of law because, said the I. C., it amounted to com- 
pelling a railroad to enter into joint rates with motor carriers, 
a power it said the Commission did not have. 

Later in the petition, the I. C. said it took the position that 
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it was not willing to enter into permanent joint rate arrange- 
ments with its competitors for this service, adding that “under 
the law as it now exists that settles the matter.” It asserted 
the service in effect at the time of the hearing was “a kind of 
joint rate arrangement” with the truckers which it was re- 
quired to establish to comply with the provisions of general 
order O. D. T. No. 1. 


As to its alternative request for further hearing on the 
ground that “events since the hearing have changed the entire 
basis on which the decision was made,” the I. C. said one of 
the principal protesting motor carriers that had a contract to 
handle the rail’s business between Vicksburg and Shreveport, 
had cancelled that contract and the railroad had been unable 
to obtain another certificated trucker at a fair price to perform 
the service; that another principal protestant, it said, had not 
“turned a wheel” in almost two years; that the history of the 
difficulties it had encountered in trying to use independent mo- 
tor carriers showed the “virtual impossibility” of affording con- 
tinuous adequate rail-truck service until the railroad held its 
own certificate, and that it would show the service being ren- 
dered by its competitors was more expensive and less satis- 
factory than its own operations on other routes in nearby areas. 


Another reason it requested further hearing only as an 
alternative, and that it be handled by affidavit rather than as 
a formal hearing, said the I. C., was that the delay it had 
already encountered had been “extremely detrimental to the 
welfare of applicant and the general public.” It said the “last 
two proceedings in which the Illinois Central has had motor 
carrier applications before the Commission have been discourag- 
ingly prolonged.” Referring to other delays, the I. C. said it 
was not so much in a spirit of criticism as in an attitude of 
“imploring the Commission to act more promptly on this 
petition.” 


Lehigh Navigation Asks I.C.C. 
to Cancel L. &S. Lease 


The Lehigh Coal & Navigation Co. has filed with the Com- 
mission a petition asking for the return of the Lehigh & Susque- 
hanna Railroad from the Central Railroad Co. of New Jersey. 

The New Jersey company, in bankruptcy since October, 
1939, has leased the railroad property from Lehigh Navigation 
since 1871, and the railroad forms the Jersey Central main 
line between Phillipsburg, N. J., and Scranton and Wilkes- 
Barre, Pa., according to the petition, adding that the L. & S. 
is now operated by the Central Railroad of Pennsylvania, a 
wholly-owned subsidiary of the Jersey Central. 


The filing of the petition followed presentation to the Com- 
mission of the proposed institutional bondholders’ plan for the 
reorganization of the Jersey Central. Walter P. Gardner, 
trustee of the Central; and Mrs. William Wyer, the operating 
head, are not parties to the plan, the petition said. The bond- 
holders’ plan (in addition to wiping out all equities of common 
stockholders, including the Reading Railroad, which owns a 
controlling interest) proposed to reduce the annual rental for 
the use of the important Lehigh and Susquehanna from $2,- 
330,000 to $1,330,000, it said. 

“We will not consent to any reduction whatever in the 
rental for the Lehigh and Susquehanna; we are demanding the 
return of our property,” Robert V. White, president of Lehigh 
Navigation, said, as the petition for return of the property was 
filed. He continued: 


o 

If the bondholders wish to cut expenses of the Jersey Central, they 
must find other means of doing it, instead of asking for a reduction 
in the rental of practically the only property which is earning money 
for the Central Railroad. 

The Lehigh & Susquehanna, which constitutes virtually all of the 
mileage operated by the Central of Pennsylvania, is earning at the 
rate of about $7,000,000 a year available for payments of charges for 
leased roads and equipment. We supply the railroad and charge them 
$2,300,000 rental. The Jersey Central receives about $4,700,000 a year. 
In other words, the profit to the Jersey Central after deducting our 
rent is equal‘to twice the amount of our rent. We own the railroad, 
but they receive a profit twice as great as our rent. 

A reduction of our rent is a breach of our lease. Therefore, we are 
demanding that the road be returned to us. We can operate it and 
earn the $7,000,000 profits ourselves. 

After all, our chief interest is in railroads, as our greatest profits 
are derived from our railroad investments, including our wholly-owned 
Lehigh & New England Railroad. 

We can provide an operating personnel and the ‘‘know-how’’—the 
two requisites for the successful operation of a railroad. We are ready 
to take back the Lehigh and Susquehanna and operate it ourselves. 
The road can be operated as successfully and profitably as the Lehigh 
and New England, and it would: provide the sort of service shippers 
wish. We believe the Lehigh and New England gives that .kind of 
service, 
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Eastern Railroads File L. C. L. 
Increase Proposal with I. C. C. 


Ask that Commission grant fourth- and sixth-section 
relief, and modify outstanding orders, so proposed in- 
creased |. c. l. rates may be made effective July 20, 
after statutory notice. If Commission feels it cannot 
act in that time, carriers ask that rates be permitted to 
become effective, without suspension, pending final 
disposition of petition 


Eastern railroads have filed with the Commission their 
petition, for leave to file tariff schedules proposing increased 
less-carload and any-quantity freight rates, for sixth section 
and fourth section relief, and for modification of outstanding 
order, to be made effective July 20, after statutory notice. 
This is the proposal published in the Traffic Bulletin, and on 
which hearings were held in Chicago May 9 and May 23 (see 
Traffic World, May 17, p. 1555, May 24, p. 1647, and Traffic 
World, May 31). : 


Specifically, the carriers asked that the Commission: 


(1) Grant your petitioners leave to file the appended schedules and 
any similar schedules incidental thereto, to become effective, after 
statutory notice, not later than July 20, 1947; (2) grant the necessary 
sixth section relief—as more specifically outlined in appendix 3 hereto 
(appendix not reproduced); (3) grant the necessary fourth section re- 
lief to enable petitioners to establish and maintain the proposed rates; 
(4) enter a general order, similar to the general orders recently entered 
in docket No, 28300, Class Rate Investigation, 1939, 262 I. C. C. 447, 
and in the fourth paragraph of the order of December 5, 1946, in Ex 
Parte Nos. 162 and 148, modifying all outstanding orders to the extent 
necessary to enable petitioners to make effective as requested the in- 
creased rates herein proposed; and (5) for such other and further 
relief as the Commission may deem appropriate in the premises. 


The carriers said Official Territory railroads had received 
$218,799,916 in 1946 in gross revenue from less-carload traffic, 
which figure, they said, did not include shipments of any- 
quantity freight and less-carload freight moving in quantities 
of 10,000 pounds and over. Thus, they said, more than 8 per 
cent of the gross freight revenue from all freight traffic in 
Official Territory was produced by less-carload traffic. 


In justification of the relief sought, the railroads asserted 
that, under the “Edwards’ formula” the Official Territory lines 
were now handling less-carload traffic at a loss and that their 
operating ratio on that traffic substantially exceeded 100 per 
cent. The operating ratio of nine representative lines, which 
received 78.09 per cent of the total less-carload revenue of 
Class I railroads in the territory, was 152 per cent, they said, 
adding that these roads had incurred an operating expense of 
$1.52 to produce every dollar of their revenue from less-car- 
load traffic. 


After referring to increased wage rates and other labor 
costs, which they said had more sharply increased the costs of 
handling less-carload traffic than carload traffic, the railroads 
said eastern class rates, as authorized or presently required to 
be increased, did not sufficiently provide for the increased ter- 
minal costs of less-carload freight. Their general financial 
condition, they said, was too precarious to warrant any at- 
tempt to make their other traffic bear the increased cost of 
carrying less-carload freight, which, they said, should bear its 
fair share of the transportation burden. They observed that 
the Commission had admonished the railroads to increase non- 
compensatory rates on less-carload traffic, and referred to 
efforts of the motor carriers to have the Commission require 
Increases in less-carload rates. 


The proposed rates were neither more than reasonable 
nor unduly low, the railroads said, and that they should be 
Permitted to become effective at the earliest date consistent 
with due process. Their need of additional revenues was de- 
scribed as “dire,” and they said only when the increases were 
authorized would such traffic cease to be a drain on them and 
produce the additional revenues it could and should properly 
produce. They asked action by the Commission to permit the 
rates to become effective on July 20, after statutory notice, to 

combat the disastrous piling up of deficits which in substan- 
tial part are due to the performance of this non-compensatory 
Service. . . .” If the Commission should conclude that a full 
measure of due process could not be accorded interested par- 
ties, and decision not reached in time to permit the rates to 
become effective by that date, the railroads asked that “never- 
theless the rates be allowed to become effective as requested, 
without suspension, but pending final disposal of this petition.” 


At the time the Commission made public the petition, it 
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also issued notice of the fourth section application number 
given that portion of the petition: No. 22707. 


l. F. A, W. T. L. Hearings Set 


Committees of the llinois Freight Association and the 
Western Trunk Lines have announced a hearing at 10 a. m., 
June 19, in room 336, Union Station, Chicago, on proposals to 
cancel all less-carload and any quantity commodity rates within 
I. F. A. territory, including southeastern Wisconsin, and to in- 
crease all 1. c. 1. and any-quantity exceptions ratings lower 
than fourth class to be not less than fourth class. 

Representatives of these rail carriers sat jointly with east- 
ern carriers at the May 23 hearing in Chicago on the proposal 
of eastern carriers to raise 1. c. 1. and any-quantity freight 
rates (see Traffic World, May 31, p. 1714). Those desiring to 
be heard at the June 19 hearing have been asked to consolidate 
their presentations where practicable and to advise the commit- 
tee in writing of the approximate time of presentation. 


“Inherent Advantage” Point Raised 
in Tariff Suspension Request 


Citing what the Supreme Court of the United States said 
about the duty of the Commission to preserve the inherent 
advantages of all modes of transportation in the so-called 
ex-barge grain case, Meier & Pohlmann Furniture Co., of St. 
Louis, Mo., has asked the Commission to suspend railroad 
schedules containing rates on furniture from St. Louis to points 
in Arkansas, Louisiana, Oklahoma and Texas, due to expire 
June 30 (see Traffic World, April 5, p. 1101). 


Suspension was asked of the following Marsh tariff items: 
Item 500-EE in supplement No. 120, I. C. C. No. 3648; item 
2041-C, same supplement; items 200-R and 890-G in supple- 
ment No. 54 to I. C. C. 3700; item No. 150 and item No. 990 
Yer ae in I. C. C. 3738; and items 220 and 1412 in 


The rates in question, after the rate committee of the 
Southwestern Freight Buréau had recommended that they be 
not approved, and the bureau had adopted the committee’s 
report, were published for account of the Missouri Pacific, the 
protestant said, effective October 28, 1946, and the other mem- 
ber lines of the bureaus subsequently subscribed. 


The furniture company said if the rates were permitted 
to expire the rates on furniture from St. Louis to the afore- 
mentioned states would again be on basis of 45 per cent of 
first class, minimum 18,000 pounds, compared with rates con- 
temporaneously in effect to the same destinations on a basis 
somewhat less than 30 per cent of first class, from Memphis, 
Springfield, Fort Smith, and other competing transit points. 

The protestant said it was claimed that present furniture 
rates from furniture producing points in Arkansas, Oklahoma, 
Louisiana, and Memphis, Tenn., were based on an alleged 
showing of “so-called motor-truck competition,’ but that no 
showing had been made of actual truck competition at a public 
hearing before the executive committee of the bureau on Sep- 
tember 10, 1946, on proposal 38353, involving the rates under 
discussion. The protestant quoted from the rate committee 
report to the effect that Memphis rates were specifically pub- 
lished from Springfield, Mo., in order that all lines might par- 
ticipate, without changing the rate situation from Springfield. 
The furniture company said the southwestern lines had pub- 
lished and applied the “alleged truck-compelled rates from 
Memphis, Tenn., as a maximum from Springfield, Mo., although 
they refused, in the past, to do the same from St. Louis under 
like circumstances; and the same condition will be reestab- 
lished should the protested schedules be permitted to expire.” 


After discussing the transit situation, and setting forth 
comparative rates, the protestant said there could be no rea- 
sonable justification for charging a proposed rate for the 
through movement of furniture from Cape Girardeau, Mo., to 
Fort Worth, Tex., of $1.55 a 100 pounds of furniture when 
transit was performed at St. Louis, with aggregate transpor- 
tation service of 875 miles, and at the same time charging 
$1.08 (47 cents less than proposed via St. Louis) when the 
transit was performed at Memphis involving 84 miles more of 
transportation than via St. Louis. 

It then gave another representative example, and said that 
as the carriers had reduced rates from Springfield, Mo., the 
same amounts as in effect at Memphis, “even without the sem- 
blance of alleged truck competition as a reason or excuse for 
departing from the provisions of finding 27 in the Consolidated 
Southwestern Cases, 123 I. C. C. 203, in order to keep fur- 
niture manufacturers at that point on a competitive basis with 
manufacturers at Memphis. It added that restoration of rates 
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from St. Louis on the class 45 basis would result in undue 
preference of Springfield and undue prejudice of St. Louis. 


Southwestern Case Revision Needed 


Referring to finding 27 of Consolidated Southwestern 
Cases, and the practice of the carriers as to transit, the pro- 
testant said that “it is improper for the southwestern lines to 
use alleged truck competition for one portion of said through 
movement of furniture as a basis or excuse for reducing the 
aggregate transportation charges on through movements of 
furniture from the forest to the ultimate destination; that be- 
fore a departure from said finding properly can be made both 
the inbound and outbound hauls to and from the transit point 
involved in the aggregate through movement of the furniture 
under the transit arrangement from the forest to its ultimate 
destination must be truck-compelled.” This was especially so, 
it continued, for the reason that records of the Commission 
showed one of the important reasons for maintenance of transit 
arrangements generally was the ability of the publishing car- 
rier to inform its lines the hauls on the outbound finished prod- 
ucts from transit points as well as the inbound hauls on raw 
materials to the transit points. 

The protestant then quoted from the Supreme Court de- 
cision in Interstate Commerce Commission vs. A. L. Mechling 
et al., as follows: 


The act’s declaration of policy emphasizes that the act must be 
‘‘so administered as to recognize and preserve the inherent advantages’’ 
of ‘‘all modes of transportation subject to this act.’’ 


It further quoted the decision: 


Congress left the Commission no discretionary power to approve 
any type of rates which would reduce the ‘‘inherent advantage’’ of 
barge transportation in whole or in part. 


The furniture company said that perhaps the same definite 
statements were equally applicable also to rail traffic in its 
relation to competitive motor truck traffic, adding ‘“particu- 
larly so, because the court seems to very emphatically state 
that the inherent advantages possessed by all modes of trans- 
portation must be recognized and preserved.” 


Need for Investigation 


It then raised five questions based on this interpretation 
of the court’s decision: 


(1) In view of the statement by the Supreme Court that the Com- 
mission has no discretionary power to approve any type of rates which 
would reduce the inherent advantages which one mode of transport 
might possess over another, is it not obligatory upon the Commission, 
in order to determine whether or not any “inherent advantages’’ might 
be reduced, to enter upon an irivestigation of any rates published by 
one type of carrier for the alleged purpose of meeting the competition 
of another type of carrier before permitting said rates to become 
effective? 

(2) If the Commission permits the publication, filing, and becoming 
effective of rates, such as mentioned in the immediately preceding 
question, without making an investigation prior to their becoming 
effective, would not such action be considered as the approval of the 
Commission to such rates, and especially so in the event such an in- 
vestigation might be requested of the Commission prior to the effective 
date of such rates? 

(3) In view of the fact that the above-quoted statements by the 
Supreme Court in the Mechling case were based upon the 1940 amend- 
ment to the interstate commerce act, or several years subsequent tc 
the issuance of the Commission’s fourteenth and sixteenth supple- 
mental reports to the Consolidated Southwestern Cases, 185 I. C. C. 
357 and 188 I. C. C. 307, respectively, wherein the general findings of 
undue preference and prejudice in the original report were modified 
to permit the southwestern and other raii carrier defendants to meet 
existing or impending truck competition, and existing water competi- 
tion between certain ports, is it not now the obligation of the Commis- 
sion to amend the aforesaid modified findings in order that they may 
be in accordance with the 1940 amendment of the act as interpreted by 
the Supreme Court in the Mechling case? 

(4) How is the Commission to know and properly decide which 
mode of transport possesses certain ‘‘inherent advantages’’ in the 
transportation of any particular commodity not possessed by a com- 
peting form of transport if an investigation is not made prior to per- 
mitting to become effective any rate published by one type of carrier 
for the alleged purpose of meeting the competition of another mode of 
transport? 

(5) Unless the Commission suspend the tariffs as requested herein 
and conducts a hearing and an investigation of the lawfulness of, not 
only the proposed increased furniture rates from St. Louis, but of the 
present rates in effect from Springfield, Mo., Arkansas points, and 
Memphis, Tenn., as well; and, assuming that the Commission did not 
make such an investigation at the time these so-called highway-carrier 
compelled rates were originally published, how is the Commission to 
know whether or not the furniture rates from points other than St. 
Louis and Springfield, purported to have been published to meet high- 
way-carrier competition, recognize and preserve the inherent advantages 
of all modes of transportation subject to the act? 


P & A ASKS EASTBOUND AUTHORITY 
Pacific and Atlantic Shippers Association, Inc., of Chicago, 
doing business as P & A Shippers, has asked the Commission, 
in FF-52, Sub. 1, for authority to institute an eastbound for- 
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warder operation. At present, the applicant said, it was author- 
ized to operate from the east to the west only, and sought now 
to offer forwarder service in both directions. 

The application is for authority to forward, through use of 
the facilities of common carriers by railroad, express, water, 
air, or motor vehicle, general commodities from points in all 
states west of and including Minnesota, Iowa, Missouri, Ar- 
kansas and Louisiana, other than North Dakota and Texas, to 
points in all states east thereof, including the aforementioned 
states and the District of Columbia. 


Eastern Roads Object to Express 
Agency Earning Division Plan 


Eastern railroads differed with western carriers on the 
question of “equitable” distribution of revenues provided in a 
modified plan of the Railway Express Agency, Inc., for division 
of express earnings with railroads, at a hearing, June 3, in 
Washington, before Commissioner Splawn and Examiner Leon- 
ard Way, in No. 29679, Express Earnings, Plan and Method of 
Division, Railway Express Agency, Inc., et al. (see Traffic 
World, Dec. 21, 1946, p. 1655). 

The modified plan, the express agency stated at the time 
of its filing with the Commission, had been in effect since July 
1, 1938, and had resulted in better service to the public and 
economies in operation of more than $4,000,000 a year. The 
Agency took the position that approval of the plan was not 
required by the Commission. 

Following testimony by W. A. Benson, vice-president, ac- 
counting, Railway Express Agency, the first witness, Thomas P. 
Healy, general counsel for the New York Central, representing 
eastern carriers, charged that the division of inter-group reve- 
nues was insufficient and unfair to the eastern carriers, and 
made a motion for postponement of the hearing for 60 days 
within which to negotiate with other lines for a more ‘“‘equit- 
able” basis. 

Opposing the motion, R. S. Outlaw, general attorney for 
the Atchison, Topeka & Santa Fe, representing western carriers, 
said the Commission had no jurisdiction “to go into” the matter 
of divisions in a pooling proceeding. 

Commissioner Splawn required that Mr. Healy’s motion 
and replies be concurrently filed within 10 days, and recessed 
the hearing until a ruling on the motion might be made. 

In support of the claimed $4,000,000 a year savings in ex- 
penses under revised plan, Mr. Benson said it was not intended 
to amend the agreement, but merely to simplify the mechanics 
by which the division of revenues under that agreement was 
to be “accomplished more economically than theretofore and 
was agreed to by all parties to that agreement.” He referred 
to the express operations agreement which was the subject of 
the 1929 proceeding. He asserted the plan had operated success- 
fully and that as a result of the savings every carrier “has been 
and is being paid each month more rail transportation revenue 
than would be paid under more meticulous allocations and 
apportionment by the use of waybills.”” He added that elimina- 
tion of waybilling and stamping had speeded up the movement 
of the traffic in the interest of better service to the public. 

Other appearances entered were: W. A. Northcutt, general 
solicitor, Louisville & Nashville; Joseph F. Mann, general coun- 
sel, Union Pacific; R. C. Bannister, general attorney, Chicago 
& North Western; Walter McFarland, assistant general counsel, 
Cc. B. & Q.; and Toll R. Ware, general attorney and commerce 
counsel, Missouri Pacific. 


Railway Brotherhood Intervenes 


Robert L. Davis, research director of the Brotherhood of 
Railway and Steamship Clerks, Freight Handlers, Express and 
Station Employes, intervening in support of the investigation, 
alleged that the Agency’s method of pooling and distributing 
express revenues was in violation of section 5(1) of the act, as 
amended, because it was instituted without specific approval of 
the Commission. The witness said the present method departed 
materially from that specifically approved by the Commission 
on February 11, 1929, 150 I. C. C. 423, and had caused a “poten- 
tial loss” of from 800 to 1,000 jobs. j 

In 1939, he said, the brotherhood had filed a complaint with 
the Commission calling its attention to the violation as alleged. 
Hearing in the proceeding was cancelled, he said, “the parties 
endeavoring before pursuing the matter further to enter into 
a stipulation of facts which would avoid the necessity for 4 
hearing. Later that year, he said, the complaint was dismissed 
by agreement of the parties following their unsuccessful efforts 
to enter into the stipulation of facts. j 

The revised and “unapproved method” for pooling and dis- 
tributing revenues imposed direct and undue hardships on the 
agency’s employes, involving the abolition of long-established 
positions, permanent displacement of a large number of em- 
ployes who filled those positions, transfer of other employes t0 
positions less favorable or to temporary work, “and other hard- 
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ships detrimental to the welfare of the employes concerned.” 
At the time the brotherhood filed its complaint in 1939, the 
witness said, about 400 positions had been abolished in the 
express receipts department of the Chicago, Chattanooga and 
New York accounitng offices. Had the agency not instituted the 
revised method, he said, those positions would have existed 
“today” and a considerable number of additional positions would 
have been created because of the great increase in the agency’s 
express business since 1939. He added that “such additional 
positions, aborted by the agency’s unapproved accounting prac- 
tice, further measure the hardships imposed on the agency’s 
employes.” He estimated there would be about 800 accounting 
positions at present if the new method of apportioning revenues 
had not been adopted, or, measured in terms of increased 
révenues, about 1,000 positions. 

He said the brotherhood supported any finding the Com- 
mission might make that would require the agency and other 
respondents to cease and desist from violating the relevant 
provisions of the act and return to the method of pooling and 
distributing revenues as originally approved by the Commission 
in 1929, a finding, he said, the brotherhood “submits is neces- 
sary in the public interest and to alleviate and prevent further 
undue hardships from being imposed on the employes of the 
agency.” 


A. C. L. President Comments on 
Control of F. E. C. 


C. McD. Davis, president of the Atlantic Coast Line Rail- 
road, in a statement announcing he had called a meeting of 
the A. C. L. directors to take the necessary formal action to 
recommend acceptance of the terms of the plan for A. C. L. 
control of the Florida East Coast (see Traffic World, May 24, 
p. 1633), said that his first reaction on reading the Commis- 
sion’s report was a feeling of gratification that the Commission 
had found, on the basis of the extensive record, that it would 
be in the public interest for the A. C. L. to control the F. E. C. 

“And when and if the plan of reorganization now just 
approved by the Commission is confirmed by the federal court 
and when that plan is consummated, it is the earnest desire 
of Coast Line management to continue to render such trans- 
portation to the east coast of Florida as to justify the Commis- 
sion’s expressed confidence in Coast Line control and operation 
of the F. E. C. property, and to warrant approval of such 
control and operation by patrons of the railroad.” 

Mr. Davis said that the rehabilitation and improvement 
program that had been developed for the F. E. C. was in the 
hands of the court and the court’s trustees for continuance 
during the period until consummation of the reorganization. 
He said the program called for large expenditures for stations 
and terminals, bridges, new equipment, heavier rail and other 
items. 

“The Commission’s report,” said he, “very- properly finds, 
I think, that any fears expressed that the interests of the east 
coast of Florida, and its transportation problems, might be 
subordinated to the interests of other parts of the Coast Line 
system are unfounded. It is the intention of Coast Line man- 
agement, provided the plan is confirmed by the federal court, 
and finally consummated, to serve the east coast of Florida and 
to attempt to develop that territory impartially and with the 
same care and attention given to all other parts of the Coast 
Line system.” 


Worn-Out L. C. T.’s in Intracoastal 
Service Bring T. A. Request 


Gulf-Canal Lines, Inc., of Houston, holder of a certificate 
in W-923, under which it is authorized to transport general 
commodities by trailers used by it and moved in line-haul 
service by self-propelled vessels between ports and points along 
the Gulf intracoastal waterways from Mobile, Ala., to Corpus 
Christi, Tex., and the Gulf of Mexico coast from Corpus Christi 
to Brownsville, Tex., has asked for temporary towing authority. 

The applicant said it had been in operation for about 10 
months, using L. C. T. ships. It said it was necessary for it to 
tow its present ships when loaded with trailers because the 
engines of the L. C. T.’s “have worn themselves out com- 
pletely,” and that, in attempting to maintain the engines it 
had purchased three surplus engines and had “completely can- 
nibalized them” for spare parts. Those parts were now ex- 
hausted, it said, and it- was unable to obtain spare parts, and 
would be unable to obtain parts for probably at least six 
months. It said two new ships it contemplated purchasing could 
not be built and placed in service earlier than six months. 
“Applicant is transporting daily along its routes and be- 
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tween ports served a large volume of freight running into sev- 
eral hundred tons,” said the applicant, “at such times that its 
ships can move, as is illustrated by the fact that on May 14 
the vessel Marjorie Ann had burned out its clutches and was 
unable to operate in spite of the fact that applicant had ap- 
proximately 200 tons of freight loaded on trailers at New 
Orleans, La., waiting for this ship.” 

Gulf said it would file an application for permanent au- 
thority to transport general commodities by the use of non- 
self-propelled vessels by the use of separate towing vessels, 
but that such application would be limited to shipments of less 
than 300 tons, the limitation to be placed in the application to 
eliminate any competition with River Terminals Corporation 
and Coyle Lines, each of which, it said, had for years main- 
tained barge load minima of 300 tons and more. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 

prosecutions, in federal courts, for violations of motor carrier 

provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Maryland federal district, at Baltimore. On May 21, fines 
totaling $1,020 were imposed on Roger A. Etzler, John J. 
Fyock, and Eugene J. C. Raney, following entry of their sep- 
arate pleas of guilty to informations charging them with viola- 
tions of the act. They were fined $360, $300, and $360, respec- 
tively. Each defendant was ordered to pay his respective fine 
in full, failing which he was to be committed to jail until the 
fine was paid. The costs of each proceeding were assessed 
against the respective defendants. Roger A. Etzler, of Fred- 
erick, Md., in two separate informations, was charged with 
operating as a common carrier for compensation without a 
Commission certificate authorizing the described operations. 
Eugene J. C. Raney, dba Valley Forge Distributing Co., a beer 
distributor, of Kensington, Md., was charged in one informa- 
tion with aiding and abetting Etzler in such operations, and in 
another information Etzler was charged singly with similar 
offenses. John J. Fyock, dba Fyock Transportation Lines, 
Glenelg, Md., was charged with violations in two separate in- 
formations. He was charged with performing unauthorized 
operations for Raney, and Raney was charged with aiding and 
abetting such operations. Fyock was also charged with similar 
offenses, together with failing to have on file physical exami- 
nation certificates for new drivers in his employ. In both in- 
formations in which Eugene J. C. Raney was charged as de- 
fendant, the unauthorized operations described therein had been 
conducted under the guise of leases executed between Raney 
and the respective motor carriers. 


Illinois southern district, southern division, at Springfield. 
On May 19, Citizens Coach Co., Inc., and Brown Motor Lines, 
Inc., of Alton, Ill., and DeLuxe Motor Stages of Illinois, Chi- 
cago, were fined $2,000 following entry of their separate pleas 
of guilty to two informations charging them with seeking to 
evade and defeat regulation by use of fictitious trip leases 
under which certain interstate bus operations performed by 
Citizens Coach Co., Inc., and Brown Motor Lines, Inc., respec- 
tively, without a Commission certificate having been issued to 
either of them authorizing such operations, were made to ap- 
pear to be those of DeLuxe Motor Stages of Illinois, a holder 
of a certificate authorizing such operations. Citizens Coach Co., 
Inc., was fined $400, Brown Motor Lines, Inc., $600, and DeLuxe 
Motor Stages of Illinois, $1,000. The entire amounts of the 
fines were ordered to be paid. 

Northern Ohio district, eastern division, at Cleveland. On 
May 14, the Firestone Tire & Rubber Co., of Akron, O., was 
fined $1,400, which was paid forthwith, on a plea of guilty to 
an information charging the defendant, a private carrier of 
property, with failing to have in its files doctors’ certificates of 
physical eaxmination for its new drivers and with permitting 
and requiring its drivers to drive and operate motor vehicles 
for excessive daily hours. 


Southern Ohio district, at Dayton. On May 15, Eastern 
Motor Dispatch, Inc., of Columbus, O., was fined $1,500, which 
was paid forthwith, on its plea of guilty to 28 counts and its 
plea of nolo contendere to 2 counts of an information charging 
it with having operated as a common carrier of property for 
compensation without a certificate from the Commission, with 
failing to have in its files doctors’ certificates of physical ex- 
aminations for new drivers, and with permitting and requiring 
its drivers to remain on duty for excessive weekly hours. 


Southern Texas district, Brownsville division, at Browns- 
ville. On May 17, Henry Malcolm Cole, dba International 
Truck Line, of Hidalgo, Tex., was fined $800 on a plea of guilty 
to an information charging the defendant with operating as a 
motor common carrier of property for compensation without a 
certificate authorizing such operations having been issued by 
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the Commission. Of the fine, $600 was required to be paid. 
Payment of the remaining $200 was suspended for a proba- 
tionary period of five years. The probation was conditioned on 
defendant’s compliance with the provisions of the interstate 
commerce act. 


Southern West Virginia district, at Huntington. On May 
12, Edward R. Chafin, dba Chafin Transfer Co., of Huntington, 
was fined $500, which was ordered paid, on a plea of guilty to 
an information charging the defendant with operating as a 
common carrier of property in interstate commerce for com- 
pensation without a certificate having been issued by the Com- 
mission authorizing the particular operations, with failing to 
issue a freight or expense bill covering shipments of property, 
with failing to have in his files doctors’ certificates of physical 
examination for his new drivers, and with permitting and re- 
quiring his drivers to remain on duty for excessive weekly 
hours. 


District of Kansas, second division, at Wichita. Posey L. 
Dillon, dba Garden City Transport, was fined $400 and assessed 
costs of $39.48, May 19, following entry of his plea of guilty 
to 5 counts of an information containing 20 counts charging 
him with violations of part II of the act. On the remaining 15 
counts, to which defendant entered a plea of nolo contendere, 
imposition of sentence was suspended during a probationary 
period of 5 years. One of the conditions of the probation was 
that he should comply with all the provisions of the act curing 
the period. The defendant was charged with transporting prop- 
erty as a common carrier for compensation without a certificate 
authorizing the operations described in the information, with 
failing to issue freight and expense bills, and with failing to 
show weights of shipments on freight bills. 


Southern Illinois district, Northern division, at Peoria. 
Fines totaling $1,000 and costs were imposed, May 13, on Mil- 
burn, Inc., Oscar Clifford Milburn, dba Milburn Cartage Co., 
Paul Samuel Abbott, Elisha Bradford Reed, Jesse Charles Lind- 
ley, Clarence William Abraham, and Elmer Alpha Buker, all 
of East Moline, Ill., following entry of their separate pleas of 
guilty to seven informations charging them with violations of 
part II of the act. The fines were ordered to be paid. Milburn, 
Inc., a common carrier of property, was charged with permitting 
drivers in its employ to remain on duty in excess of 70 hours 
in periods of 192 consecutive hours; it was fined $250 and costs. 
Oscar Clifford Milburn, dba Milburn Cartage Co., was charged 
with operating as a common carrier of property without a cer- 
tificate; he was fined $250 and costs. The defendants Paul 
Samuel Abbott, Elisha Bradford Reed, Jesse Charles Lindley, 
Clarence William Abraham, and Elmer Alpha Buker, drivers 
employed by Milburn, Inc., were each charged with falsification 
of drivers’ logs. Each of them was fined $100 and costs. 


P. M. Dissenting Stockholders Take 
I. C. C. Merger Order Into Court 


Albert E. Schwabacher, and those associated with him as 
trustees under the Joseph Koshland Trusts, who opposed the 
merger of the Pere Marquette with the Chesapeake & Ohio, 
have filed a complaint in the federal court for the eastern Vir- 
ginia district asking that the court set aside the order of the 
Commission in Finance No. 15228, Pere Marquette Railway Co. 
Merger, etc., in which the Commission, division 4, approved the 
merger (see Traffic World, April 5, p. 1075). 


Alleging failure of the Commission to include protection for 
the complainants as dissenting shareholders, as a distinct class 
created by the merger, as contrary to law, the complaint said 
the Commission had departed from its past practice of re- 
quiring that merger agreements contain either provisions for 
the protection of dissenting shareholders or conditions to ap- 
proval for a similar purpose. Instead, they said, the Commis- 
sion “relegates plaintiffs as dissenting shareholders to ‘negotia- 
tion and litigation in the courts.’ ”’ 

Unless the court enjoined or suspended the Commission’s 
order, said the complainants, “the applicants will proceed to 
consummate the merger at the earliest available time and the 
rights of the plaintiffs will be lost through the inability of the 
Commission to revoke or recall its present approval.” Once the 
merger agreement was consummated, they said, the court would 
be powerless to correct “the unlawful and arbitrary action on 
the part of the Commission in denying protection to the rights 
of plaintiffs.” 

A three-judge district court, sitting in Alexandria, Virginia, 
June 4, refused to issue a temporary stay of the Commission’s 
order in Finance No. 15228, but heard the parties and has the 
complaint under consideration on its merits. 
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Cotton Belt Found Not in 
Need of Reorganization 


St. Louis federal court finds Cotton Belt has sufficient 
assets to pay its debts and those of subsidiary debtors, 
after refunding of a portion of certain secured notes. 
Interest rate on two notes held by banks will be re- 
duced by 50 per cent 


The St. Louis Southwestern Railway Co. (Cotton Belt) 
has informed the Commission that the federal district court at 
St. Louis, following the filing of a plan for dismissing the bank- 
ruptcy reorganization proceedings in that court, had found, 
among other things, that the Cotton Belt and its subsidiary 
debtors were not in need of reorganization, and had sufficient 
funds: to pay the debts of the Cotton Belt and the subsidiaries 
when the refunding of certain notes had been completed. 

The information was contained in an application, Finance 
No. 15724, in which the Cotton Belt asked authority to refund 
80 per cent of a $3,500,000 note held by the Chase National 
Bank of the City of New York, and a $1,000,000 note held by 
the Mississippi Valley Trust Co. The railroad said it would 
pay 20 per cent of the principal of the notes in cash, and would 
pay unpaid interest: to July 1. The two banks, it said, had 
agreed to reduce the present rate of 5 per cent to 2% per cent. 

The application also asks authority to refund the entire 
$17,882,250 note held by the Southern Pacific Co., acquired by 
it from the Reconstruction Finance Corporation as guarantor, 
when the Cotton Belt defaulted. The Cotton belt said it would 
pay $1,017,390 of unpaid interest to July 1 to the Southern 
Pacific, the remaining $1,000,000 of unpaid interest to be re- 
funded in a series of non-interest-bearing notes. 


The new bank notes bear payment schedules that will dis- 
charge them July 1, 1952, and the S. P. note will be paid out 
by January 1, 1970. 


The Cotton Belt said that, on consummation of the pro- 
gram, its existing capitalization, including preferred stocks and 
common stocks presently outstanding, would be reduced from 
$104,018,845 to $92,881,950, and that annual fixed charges would 
be reduced from about $3,133,144 to $2,050,529, a reduction of 
about 36 per cent. For the 10-year period, 1937-1946, it said, 
its average annual income available for fixed charges was 
$6,101,926, or approximately three times the fixed charges after 
consummation of the program. 


In its petition to the court for dismissing the reorganiza- 
tion proceedings, the Cotton Belt told the court that since the 
supplemental report of the Commission in the proceedings of 
March 9, 1942, its earnings had been very substantial, and 
continued: 


As the result of such earnings, the debtor’s financial position has 
greatly improved. Thus, during the 5-year period from December 31, 
1941, to December 31, 1946, debtor’s outstanding indebtedness was re- 
duced by $1,845,041; its interest in default was reduced by $8,851,523; 
its net investment in road and equipment increased by $2,976,312 (not- 
withstanding large write-offs aggregating $5,688,196, because of aban- 
doned lines and for amortization of war facilities); its net current assets 
increased by $15,247,582; and its cash and temporary cash investments 
increased by $18,274,508. These changes reflect an aggregate improve- 
ment in debtor’s financial position during a 5-year period of $28,920,458, 
a figure which approximates 38 per cent of the total capitalization pro- 
vided for in the reorganization plan. 


As a result of its large accumulation of cash and its in- 
creased earnings and earning power, the Cotton Belt told the 
court, it would be able, when the program was carried out, to 
meet its debts, and the debts of its subsidiary debtors (for all 
of which, it said, the Cotton Belt was liable), as they matured. 
According, it said, the Cotton Belt and its subsidiary debts 
were no longer in need of reorganization and were no longer 
desirous of effecting a plan of reorganization. 


ERIE SUES DEPARTMENT OF AGRICULTURE 


The Erie Railroad has filed a civil suit, No. 47C773, against 
the Commodity Credit Corporation and the Production and 
Marketing Administration of the U. S. Department of Agri- 
culture, in the federal district court at Chicago. The Erie 
charges that from May to November, 1945, it transported goods 
for the defendants, that the charges under lawful published 
tariff rates totaled $18,333.08, but that the defendants paid only 
$15,036.68, leaving an unpaid balance due of $3,296.40. The 
railroad seeks that sum plus interest. An exhibit presents the 
data upon which the suit is based, including bill of lading num- 
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Rebuttal Session Concludes 9-Day 
irgument in “Conspiracy” Suit 


Counsel for the defendant railroads in the so-called “con- 
spiracy” suit of Georgia against certain northern and southern 
rail carriers (No. 11, Original—State of Georgia vs. Pennsyl- 
vania Railroad Co. et al.) completed their presentation on May 
99, the eighth day of the oral argument before Special Master 
Lloyd K. Garrison, and the argument ended the following day 
ith rebuttal by Claude Shaw, assistant attorney egneral of 
Georgia, and William L. McGovern, special counsel for Georgia 
(see Traffic World, May 31). The argument took place in the 
east conference room of the U. S. Supreme Court building in 
Washington. 

Hugh R. Cox, of Washington, one of the attorneys for the 
northern railroads, concluded the argument for the defendants, 
after John Dickinson, vice-president and general counsel of the 
Pennsylvania, had spoken for about 14 hours in defense of the 
northern roads. 

On the second day of his presentation, Mr. Dickinson said 
it was Georgia’s position that freight rates of the south dis- 
criminated against her, even though those rates might be lower 
than the northern rates; that she relied solely on the claim 
that rates she called “non-competitive” were discriminatory 
against the state. 

Georgia started, first, with a charge of discrimination, then 
she alleged concerted refusal of the railroad defendants to re- 
duce freight rates to the north, then she based her case simply 
on refusal of defendants to reduce certain rates, and finally she 
ulleged that there was wrong in discussion and conference as 
o rates, even though after such conference there was reduction 
if southern rates to the northern level with respect to a number 
ff commodities, said Mr. Dickinson. He added that Georgia 
said that conference and consultation were tainted with coer- 
ion. 


Question of Discrimination 


After stating that Mr. McGovern had said that the question 
of illegality of the defendants’ actions turned on the “plan” of 
he. alleged conspiracy, Mr. Dickinson said the question thus 
raised was whether any “plan” had been shown to have dis- 

iminated against the state of Georgia. Georgia, he said, as- 
sumed that she had shown an intent of the defendants to dis- 
riminate against the state by merely showing that the north- 
em roads in certain cases refused to concur in rates that would 
benefit Georgia shippers. 


Thus, he said, Georgia proceeded on the theory that the 
northern roads must immediately accept, without question, any 
proposal that the southern roads put up to them. Georgia as- 
sumed that such refusal was motivated only by a purpose to 
discriminate against her, he said. He argued that there obvi- 
ously were many entirely legitimate conflicts of interest be- 
ween all the northern railroads, on the one hand, and all the 
outhern roads, on the other, and said that if the northern 
toads took one side in such a conflict, that in itself could not 
le branded as proof of an intent to discriminate. 

He maintained that the record showed that the northern 
roads all had a direct interest, on their side, in insisting that 

e divisions factor on north-south interterritorial rates should 
be the same for the railroads of Official Territory as for rail- 
roads of Southern Territory. The southern roads had wanted 
A larger percentage of the divisions than was represented by 
he ratio of the mileage of the haul in the south to the total 

ileage, and in opposing that contention the northern lines had 
said that either the north-bound interterritorial rate should be 
igher than the southbound rate or the northern roads should 
ave a higher divisions factor than the southern lines were 
willing to allow, he said. Mr. Dickinson said that the railroads 
were diligent in taking this controversy to the Commission, in 
1931; that the Commission held the matter “in abeyance” until 
1939, and that its decision was “something in the nature of 
ompromise,” with the northern lines getting more than the 

Southern lines had been willing to concede. Accordingly, he 
‘aid, the northern lines had good reason for “holding out” 
Feainst reductions of the northbound rates from the south until 
-Y Could assure themselves of an equal factor in the divisions. 

€ said he believed the northern lines had just as much right 



















to insist on their position as the southern lines had to insist on 
theirs. 


Non-Concurrence Data 


The most conclusive proof that the northern roads were not 
actuated by any intent to discriminate against the south, said 
Mr. Dickinson, was supported by statistical data the northern 
defendants had reproduced in its brief on the facts. This tabu- 
lation, he said, showed that in the period comprising April, May 
and June, 1945, only 6.9 per cent (or 40 out of a total of 582) 
of the rate proposals submitted from Southern Territory had 
not been concurred in by Trunk Line and Central Freight As- 
sociations, while the percentages of non-concurrences affecting 
other territories were 14.5 for Southwestern, 18.2 for W. T. L., 
and 13.9 for Transcontinental. He said that in the years before 
the I. C. C. decision on north-south divisions, the controversy 
over divisions had tended to retard initial acceptance by the 
northern lines of as many southern interterritorial rate pro- 
posals as otherwise might have been accepted. He pointed also 
to an exhibit showing that in a stated period, southern railroads 
had refused to concur in 110 out of 785 rate proposals submit- 
ted by the northern lines, or 14 per cent, while northern rail- 
roads had refused to concur in 15.9 per cent of the proposals 
they received from southern lines. The percentage of difference 
in non-concurrence, as between north and south, was thus 
shown to be negligible, he declared. 

The only “scrap of evidence” that Georgia had been able to 
produce to prove a purpose of the northern roads to discrimi- 
nate against Georgia, said Mr. Dickinson, was a quotation from 
a brief filed with the Commission by Official Territory lines in 
1939 in Ex Parte 116, to the effect that it was the duty of the 
official lines to protect the geographical and other natural ad- 
vantages of the shippers on their lines and that, therefore, they 
could not join in rates that would result in annihilation of those 
advantages. Mr. Dickinson referred to testimony showing that 
by that statement was meant the preservation of fair and rea- 
sonable rates, not the creation of artificial advantages, for north- 
ern shippers. Mr. Dickinson said that it was an established prin- 
ciple of transportation law that the railroads, in publication of 
rates, were entitled to publish rates so as to protect the shippers 
on their own lines, and that in doing so they had no intention of 
discrimination against producers and shippers in other areas. 


No Special Kind of Damage to Georgia 


In the face of this evidence, it would be unthinkable that 
a special kind of damage to Georgia had actually occurred and 
that a presumption of damage must stand, he said. 


The defendants’ evidence with respect to Georgia’s charge 
of coercion, said Mr. Dickinson, was “most important, because it 
dispels the assumption and hypotheses on which the plaintiff 
tacitly relies.’”’ He said the plaintiff’s whole case was built on 
the theory that the possession of power, not its exercise, was in 
violation of the Sherman act. 


“The evidence I am about to review will clearly negate the 
existence of power, as well as its exercise,” he said. 

He maintained that Georgia assumed that rate conferences 
and associations were necessarily coercive and that it had taken 
for granted the compulsory character of regional associations. 
He said that a conclusion so fundamental could not be proved 
by categorical assertions. 

Assuming constantly that concert of action had been 
proved, Georgia upheld a theory of coercion under which it rep- 
resented that the rate bureaus, interterritorial conferences and 
the A. A. R. were set up under binding contracts by which indi- 
vidual roads surrendered their individual judgment to the or- 
ganization. He said there was no difficulty in showing from the 
evidence that rate bureaus did not have or claim to have any 
right to bind individual roads and that decisions of rate con- 
ferences or groups or the A. A. R. were never more than ad- 
visory or recommendatory in character and effect. 

Georgia contended, said Mr. Dickinson, that even though 
individual railroads sometimes did act independently, in all cases 
where they did not but in which they acted in consonance with 
the recommendations of the rate groups to which they belonged, 
they must be regarded as acting under coercion. The plaintiff's 
first reliance on proof of coercion, he said, was that individual 
roads had surrendered to the rate bureaus their right to make 
rates, and that-all railroads had agreed not to put in rates for 
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the benefit of Georgia if the A. A. R. board of directors dis- 
approved. 


Provision for Independent Action 


Mr. Dickinson said that former Attorney General Cooke, 
of Georgia, had said that Georgia expected to show that the 
rail rate associations are substantially identical today with those 
held unlawful by the Supreme Court in the Trahs-Missouri and 
Joint Traffic Association cases. The defendants’ evidence 
showed “exactly the contrary,” said Mr. Dickinson. He stated 
that after those decisions the railroads were scrupulous to over- 
haul and remodel their rate-making machinery so as to com- 
pletely remove the obligatory and binding character of the 
agreements. He said the record showed that the right of inde- 
pendent action was expressly set forth in the articles of the 
northern and southern rate bureaus and that it was frequently 
exercised. He said the apparent belief of Georgia that all north- 
south interterritorial rate proposals went before the Joint Con- 
ference and Contact Committee was entirely inaccurate, and he 
elaborated at some length on this assertion. 

The A. A. R., he said, served as a medium for calling ‘ad 
hoe” conferences on interterritorial rate matters, but in no 
single instance cited by the plaintiff had the holding of a con- 
ference by the A. A. R. resulted in the blocking of publication 
of a rate that some individual railroad desired, he said. He 
added that there was not a single word in the record of evi- 
dence to show that any railroad ever did anything because the 
A. A. R. told it to. 


“Subornation of Perjury?” 


Mr. McGovern’s charge that the defendants had manufac- 
tured evidence (“fabricated fiction”), said Mr. Dickinson, 
amounted to a charge of subornation of perjury. To levy such 
a charge against various witnesses whom he (Mr. Dickinson) 
mentioned was. sufficient to show “the irresponsibility of the 
plaintiff in this case,” Mr. Dickinson said. 

He stated that Mr. McGovern had argued that the absence 
of penalty provisions from the articles of the carrier associations 
supplied proof of illegality, since it showed a clear intent of 
evading the anti-trust laws by omitting that which would be 
obnoxious to those laws. 

“That, I submit, is a somewhat unusual argument,” said 
Mr. Dickinson. 


“Irrelevant” Attacks on A. A. R. 


After saying that Georgia attacked the A. A. R. for con- 
cerning itself with federal legislation affecting the railroads, 
for conducting cooperative research in connection with rail 
detector cars, and for engaging in other activities not related 
to rates, Mr. Dickinson said that by introducing such evidence, 
‘Georgia was showing how hard put it was to find evidenee of 
rate matters affecting its case. He said that Georgia had gone 
beyond the proper confines of judicial procedure in an attempt 
to “smear” the A. A. R., to describe it as anti-social, and to try 
to make it unpopular. He averred that to claim that coopera- 
tive scientific research was a violation of anti-trust law was to 
“press those laws into the domain of the absurd.” As to legis- 
lative activity of the A. A. R., he said that the exercise collec- 
tively of the fundamental right of petition by those having a 
common interest could not be denied. 


Dealing with the extent to which southern lines were able 
to put their interterritorial rate proposals into effect by ob- 
taining concurrence of some “northern partner,” acting inde- 
pendently, Mr. Dickinson said that, in a stated period, out of 
4,445 southern proposals involving interterritorial rates which 
were presented to Official Territory lines, 705, or 15.9 per cent, 
received adverse recommendations, and of those, 70, or 10 per 
cent, were made effective by independent action of some north- 
ern carriers. Southern Freight Association, he said, received 
in the same period 785 interterritorial rate proposals from 
northern lines, and recommended adversely on 110, of which 
only four were made the subject of independent announcements. 
Thus, he said, it was evident that the northern roads were not 
able to impose the interterritorial rates they desired, against 
the will of the southern roads. 

Going into the concluding phases of his argument, Mr. 
Dickinson asserted that Georgia assumed that, under the anti- 
trust laws, the railroads were obligated to “beat down” one 
another’s rates to the lowest level possible under competitive 
forces. That concept, he said, completely ignored transporta- 
tion law, it ignored the fact that under the Commission’s con- 
struction of the law the railroads were under duty not to beat 
down one another’s rates and the further fact that the “public 
interest” standard made it unlawful for them to disregard 
their own revenue needs in the initiation of rates. 

From the legal standpoint, he said, the only question pre- 
sented in Georgia’s case was how the interstate commerce act 
and the anti-trust laws were to be read together and har- 
monized. He said Georgia’s position was that the interstate 
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commerce act should be ignored and should be overridden by 
the anti-trust laws—that all the constructions and implications 
of the anti-trust laws as applied to private business should be 
carried over into the railroad industry, although the effect 
of doing so would be to ignore the interstate commerce act. 
The plaintiff’s determination to write the interstate commerce 
act the statute books accounted for its contention that all rate 
conferences and their actions were unlawful, said Mr. Dickinson, 


“Protection” by |. C. C. 


If the Commission acted outside the scope of its authority 
in issuing its injunctions to the railroads in the 1930’s to con- 
serve their revenues, the railroads might not be “protected” 
legally or have a legal defense against the charge of anti-trust 
law violation, he continued. If the interstate commerce act 
was to be interpreted as the Commission had interpreted it, he 
said, then the railroad defendants were protected as to what 
they did in the 1930’s; but if the special master and the Supreme 
Court were “choose the reverse” interpretation, they would 
start statutory regulation of the railroads on voyages over 
uncharted seas, he declared. 

Georgia had sought to create the impression that within 
the structure of the rate conferences there were too many 
appeals, resulting in loss of time and in the placing of obstruc- 
tions or impediments against rate reductions, he said. He 
referred to testimony that the alleged and supposed delays by 
rate conference procedure actually saved time; that the appeals 
were necessary and reasonable, and that, in a three-month 
period, 80 per cent of the rate proposals in Official Territory 
were disposed of by correspondence, 15 per cent were disposed 
of by the lowest rate committee, and only 5 per cent went to the 
general freight agents’ committee for disposition. 

Prohibition of existence of more than one rate committee 
in each territory, as advocated by Georgia, would deny to pro- 
ponents of a rate the opportunity of having the proposal con- 
sidered by a higher rate group, he said. 

After Mr. Dickinson contended that Georgia’s attack on 
the details of conference procedure was not relevant, ‘‘assum- 
ing that we prove reasonable justification for consultation about 
rates and that such consultation is not in violation of anti-trust 
law,” Special Master Garrison asked whether Mr. Dickinson’s 
statement would extend to appeal by the chairman of a rate 
committee, regardless of action of his committee. Mr. Dickin- 
son said that if the procedure resulted in some wrong, proved 
by actual evidence, “then, of course, the power of the court 
to give relief would attach,” and that procedure shown to have 
been unlawful could be enjoined. 


Regulation by Courts 


However, he said, he did not believe the Supreme Court 
had jurisdiction to lay down rate conference procedure. He 
maintained there was a difference between judicial functions 
and administrative or quasi-judicial functions; that departure 
from procedure the court might describe would constitute con- 
tempt; that it was a judicial maxim that a court would not 
issue a decree that was too elaborate, and that it would be 
improper for the court to rewrite conference procedure without 
proof that certain features of the existing procedure violated 
the law. Such action by the court, he said, would mean that 
if the railroads in a territory wanted to add another rate 
committee or if they wanted to increase committee membership, 
they would have to apply to the court for permission. 

Georgia’s proposed decree, he said, “astonishingly” would 
give to the northern roads “the very power we say they don’t 
have and of which Georgia complains’—the right to deal with 
each southern railroad individually. 


“Competitive Pressure” Philosophy 


If a consistent philosophy was attributed to Georgia, then 
the instant case was essentially a conflict between the philos- 
ophy of the interstate commerce act and the Philosophy that 
rail rates should be made by competitive pressure, Mr. Dickin- 
son said. 

“It is entirely clear,” he continued, “that this case could 
not be decided on the philosophy of competitive pressure with- 
out weeding out of the interstate commerce act the philosophy 
written into it by Congress... . 

“The underlying concept by which the plaintiff is guided 
is that the country’s rate structure ought to be more flexible 
and fluid, more responsive to competitive pressure .. . that the 
conference method is bad, because it slows up rate adjustments. 
. . . This philosophy supples the mental atmosphere, the in- 
articulate major premise that underlies this whole case... - 
This is a philosophy against which the interstate commerce act 
has been directed from the very beginning, the philosophy that 
led to the great rate wars that preceded enactment of the 
interstate commerce act, the philosophy that led to the practice 
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of rebating, which was outlawed 16 years after enactment of 
the interstate commerce act. This philosophy would make it a 
violation of the law for competitors to get together to prevent 
themselves from rebating.... 


“The philosophy of the interstate commerce act and the 
Jong series of progressive amendments thereto is a very differ- 
ent one. The philosophy of the late Justice Brandeis and the 
late Commissioner Eastman was a very different one (from 
that of Georgia). . . . The decisions of the Commission rest 
on the conviction that a fluid rate structure, with oscillating 
and fluctuating rates, is disturbing and disastrous to business 
and industry—something this country cannot afford... . 

“Georgia has presumably brought this case to vindicate 
her right of a stable rate relationship to the rates charged in 
the north. That demand presupposes stability in the rate re- 
lationships. Clearly nothing could more effectively frustrate 
Georgia’s basic demands than for the philosophy of a fluid and 
fluctuating rate structure to supersede that of the interstate 
commerce act. 















Georgia Loser, If She Wins? 






“If rate relationships are to be made the plaything of the 
forces of competition, cut loose from regulatory restraints and 
from the voluntary procedure by which the railroads enable 
themselves to comply with the law, there would be no way 
whatever that Georgia would ever be assured of a stable rela- 
tionship to rates in the north. . . . In such a situation, the rates 
in the north might be driven down to levels below those in the 
south. 


“What is there, under such a construction of the law, to 
insure equality of rates between the north and the south? 
Equality is not the result of competition. . 

“The regulatory system on which a stable rate structure 
depends includes voluntary cooperation of the carriers... . 

“If Georgia wins this case on the issues on which she has 
placed it, she will really lose it. . . . She will find that she has 
won an empty victory. .. . She will find that she has deprived 
her people of what she seeks for them in this suit... .” 




















Agreement on Four Principles 





Mr. Cox, of northern railroads’ counsel, said he believed 
that “both sides” in the Georgia case, as well as the Supreme 
Court, had accepted the following four principles: 







(1) Whatever standing the plaintiff has to maintain this suit must 
be derived from section 16 of the Clayton act, and the court’s conclusion 
must be consistent with that act as to injury or threatened injury or 
damage to the state; (2) any person (including a state, region or local- 
ity) who wishes to suspend or set aside a particular rate must resort 
to the Commission, in the first instance; (3) the legal rights of a 
shipper, locality or other complainant with respect to transportation 
charges are measured solely by the provisions of published tariffs and 










by interstate commerce act provisions; (4) under the Sherman act and 
under the interstate commerce act some degree of conference, con- 
sultation and agreement is permissible—there is a ‘“‘legitimate area’’ 
in which railroads may collaborate. 









Mr. Cox said the court’s opinion accepting jurisdiction in 
the Georgia case showed it would consider evidence, not of a 
“merely general” conspiracy, but of a particular kind of con- 
spiracy—a “conspiracy to use coercion in fixing rates and to 
discriminate against Georgia.” He said there was a wide dif- 
ference of opinion between the plaintiff and defendants as to 
what Georgia must do to prove its cause of action under the 
court’s definition of the case. 













Proof of Conspiracy 





A conspiracy was not merely concert of action; the essence 
of the wrong was concert of action for an illegal purpose, or 
use of illegal means to accomplish a legal end, Mr. Cox said. 
He said the court had defined with particularity the illegal 
purpose that Georgia must prove—a concert of action for the 
particular purpose of discriminating against Georgia. Plain- 
tiff’s counsel, he said, took the view that if the state proved 
the defendants had acted in a way that violated the anti-trust 
laws, she had proved conspiracy; that, under anti-trust law, 
mere existence of power in the defendants was illegal; that 
proof of power to coerce was proof of conspiracy and proof of 
discrimination. 

In its decisions in anti-trust cases, the Supreme Court had 
never held that mere existence of power was illegal, said Mr. 
Cox. He averred that many groups had power to do illegal 
things if they wanted to do them; that the Chamber of Com- 
merce, the Methodist Church, or the D. A. R. might be among 
such groups, and that it was an absurdity to contend that pos- 
Session of such power was in itself violative of anti-trust law. 
He maintained that an illegal purpose of the organization or 
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combination must be proved before an anti-trust law violation 
charge against it could stand. 


Coercion vs. Self-Restraint 


As to coercion, said Mr. Cox, the northern lines contended 
that there was a real difference between voluntary action by 
agreement and action that was coerced, and that there was a 
distinction between a combination that was coercive and a com- 
bination that exercised voluntary: self-restraint. There were 
some kinds of restraint that were not in violation of anti-trust 
law, and there was a difference between persuasion and coer- 
cion, he argued. 

As to refusal of the Bangor & Aroostook to join the 
A. A. R. except with reservations, Mr. Cox said no evidence 
showed that that road had ever been compelled to do anything, 
and that the B. & A. continued to enjoy the advantages of car 
service and other essential A. A. R. services. Likewise, he said, 
the Wheeling & Lake Erie, before it became an A. A. R. mem- 
ber in 1940, and the Akron, Canton & Youngstown, in the 
period when it was not a member of the A. A. R., continued to 
participate in such A. A. R. services and were not subjected 
to any penalty or boycott, he said. He cited evidence that “a 
long list” of railroads had disregarded recommendations made 
in resolutions adopted by the A. A. R. board of directors. 

Refusal of the northern railroads to agree to a southern 
rate proposal was not coercion; the southern roads had no 
right to dictate to the northern lines, and “you do not coerce 
eat interfere with the exercise of rights by another,’ 

e said. 

As a matter of policy, it would be an unfortunate thing for 
the country, but “a wonderful thing for the bar,” if each state 
could sue to enforce the federal anti-trust laws, as contended 
by Georgia, said Mr. Cox. He said adoption of that contention 
would make each of the 48 different agencies free to enforce 
the anti-trust laws. 

After stating that there had been no proof of injury to 
Georgia as a consequence of “non-competitive” rates, Mr. Cox 
said that the contention that injury had been inflicted solely 
by the character of rates was inconsistent with the principle 
laid down in Keogh vs. Chicago & Northwestern Railroad Co., 
260 U. S. 156. 

An intent to discriminate could not be inferred without a 
determination that action taken had been discriminatory in 
effect, he said. 


Conference Illegality “Per Se” 


He said Georgia had stated a premise that all price-fixing 
combinations were illegal “per se.” By the form of decree it 
had proposed in its brief (see Traffic World, May 24, p. 1654), 
he said, Georgia had conceded that the whole legal premise on 
which its case was conducted was without merit. 

Under the proposed decree, he submitted, there would still 
be a rate conference in each territory, as there was now; there 
would be no voting, but the effect of a vote would not be fore- 
closed, because nothing in the decree would prevent each car- 
rier from expressing an opinion; each railroad, as now, would 
leave the conference knowing the attitude of the other carriers 
toward the considered rate proposal, and nothing in the decree 
would prevent the railroads from making rate changes in 
unison or by uniform amounts. By proposing continuation of 
territorial rate conferences Georgia had conceded that confer- 
ences were not illegal “per se,” he said. 

If it was assumed that one rate conference was lawful, as 
it would be under Georgia’s proposed decree, there would be 
no basis for saying that an appellate conference would be un- 
lawful, he argued. He said the decree would not force the 
railroads to act on a rate proposal within a limited time, and 
that thus the decree would not accomplish the purpose of pre- 
venting delay in disposition of rate proposals. 

Nothing in Georgia’s brief demonstrated any relationship 
between rate conference secrecy and the Sherman act, said Mr. 
Cox. He said the evidence of defendants indicated that the 
only persons who would benefit by open discussion of rate pro- 
posals by the carriers would be the large shippers. 

Prohibition of interterritorial rate conferences, as sought 
by Georgia, did not seem to touch the things she complained of, 
he said. He stated that it was not charged that power to coerce 
had ong the result of two territorial rate groups conferring 
together. 


A. A. R. “Unscathed” by Proposed Decree? 


Georgia’s proposed decree did not even attempt to touch the 
A. A. R. or the relationship of the A. A. R. to the parties to 
Georgia’s suit, said Mr. Cox. 

“The plaintiff by its own act, its failure to name the A. A. R. 
as a defendant, has created a case in which it cannot get relief 
from the A. A. R.,” he said. “Why was it not made a defend- 
ant? ... The only conclusion I can reach is that the argument 
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of Georgia concerning the A. A. R. has been exaggerated. . . . So 
this ‘monster of iniquity’ goes unscathed by the decree... . 

“I would respect a decree proposed by Georgia that would 
be consistent with its legal argument. . . . This decree is half- 
hearted and vacillating. .. .” 

Mr. Cox set forth the following conclusions: 


(1) The proposed decree is not consistent with the plaintiff’s legal 
agruments; it is an explicit admission that the language and philosophy 
of the Socony-Vacuum case and similar cases do not apply to activities 
of rate conferences and committees in the railroad industry. (2) The 
plaintiff has abandoned its contentions that rate conferences and com- 
mittees are illegal per se and that any kind of conference and con- 
sultation is illegal per se. (3) The decree concedes that the circum- 
stances that the plaintiff says support the inference of unlawful co- 
ercion do not in fact support this inference. (4) The question has now 
been reduced to the narrow issue whether particular aspects of rate con- 
ferences and committees to which the plaintiff objects, i.e., formal 
voting, the appellate procedure, the secrecy, and conference between 
interterritorial groups, are unreasonable restraints of trade. (5) Objec- 
tions the plaintiff makes to these aspects of rate conferefices and com- 
mittees cannot be justified by any reference to stan@ard policy or 
philosophy of the Sherman act. Georgia has failed to show that these 
particular aspects of rate conferences unreasonably restfain trade. (6) 
In objecting to these aspects of rate conferences, the plaintiff is basing 
its objections on grounds that really have nothing t6 do with the 
Sherman act. 


Position on “Misjoinder” Issue 


Mr. Shaw, in his rebuttal argument, dealt principally with 
the issue of Georgia citizenship of the Seaboard and of the 
Nashville, Chattanooga & St. Louis. He maintained that even 
though it might be found that those two carriers had been 
“inadvertently” joined with other defendants in: the Georgia 
suit, statements in the majority and minority opinions of the 
court, on acceptance of the Georgia case made it clear that 
the status of those two defendants would have no drastic effect 
on the suit as a whole, though the action might be dismissed as 
to them. He said the Seaboard was being sued by Georgia as 
a Virginia corporation, not as a Georgia corporation, and that 
the suit was not being brought in Georgia, but in the Supreme 
Court, which had national jurisdiction. Under Georgia law, he 
said, the Western and Atlantic, which the N. C. & St. L. op- 
erated as lessee, had a Georgia citizenship status, 4nd the N. C. 
& St. L. remained a foreign corporation as to other lines in 
Georgia operated by it. 

After declaring that Georgia had spent about three years in 
preparing and trying “this law suit” and that the defendants 
were still quite willing to see the case dismissed on “some 
flimsy technicality,” Mr. Shaw said he would think that the 
defendants. themselves would not want Georgia’s case to turn on 
any such technicality. 

He said the defendants’ evidence was designed to show that 
everything they had done had been in compliance with the inter- 
state commerce act. If they thought that the interstate com- 
merce act nullified the anti-trust laws, the defendants would 
never have gone to Congress for relief from the anti-trust laws, 
he argued. 

Mr. Shaw claimed that the defendants had become “in- 
censed that we have not appreciated Mr. Eastman.” He said 
counsel for Georgia had never said anything derogatory about 
him, but that he wanted to call attention to the treatment the 
railroads themselves accorded Mr. Eastman, when they “ganged 
up” to have him removed as Federal Coordinator. 


“The more perfect union that Mr. Eastman was talking 
about was one under government control, not under control of 
the A. A. R.,” Mr. Shaw said. ; 


He declared that the nortern carriers claimed they had 
been the best friends Georgia had ever had. However, he said, 
history showed that Henry Grady and Tom Watson, noted citi- 
zens of Georgia, had deplored “the discriminatory rate structure 
that Georgia suffered from.’ He said the Supreme Court on 
May 12 had found that “the whole setup” was discriminatory. 

Mr. Shaw said he thought Georgia’s proposed decree would 
“automatically put Judge Fletcher and the A. A. R. out of a 
job, “as far as rate making powers are concerned.” 


McGovern on Rebuttal 


Mr. McGovern, who argued on rebuttal 2 hours and 45 
minutes, said that the state’s primary obligation in the case had 
been simply to make a prima facie case of conspiracy, and that 
its evidence of the plan of the A. A. R. alone went far beyond 
that obligation. He discussed the purposes of, and otherwise 
defended, various exhibits to which the railroads had objected. 
One of these was a series of excerpts from testimony presented 
before a congressional committee by Patrick Joyce and Fred 
Sargent of the Chicago & Northwestern, showing, according to 
Mr. McGovern, that for a railroad to complain about divisions 
was a “delicate’’ matter, because other railroads might then 
divert traffic from the complaining railroad. 

He said the Commission’s decision in the Southwestern 
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Divisions case, 234 I. C. C. 135, showed that prior to that 
decision the northern carriers had been obtaining more than 
— fair share of the divisions as against the southwestern 
ines. 





Definitions of Rate Making 


Mr. McGovern said that Georgia and the defendants used 
the phrase “rate making” in different senses; that the railroads 
said that neither the A. A. R., nor Trunk Line Association nor 
Southern Freight Association were rate making associations; 
that Georgia understood that the individual railroads were 
the ones that actually filed rates with the Commission, but 
that that she was speaking of who made the rates “in a realistic 
sense.” For example, he said, when the northern railroads 
refused to concur in anything less than 110 per cent of the 
southern rates on paper to the north, Georgia contended that 
the northern roads made that rate, but Georgia did not mean 
thereby that the rate was filed by the Trunk Line Association, 

He said Georgia had offered direct evidence of the rate 
mechanism in the south, in the north, interterritorially, and 
(by the A. A. R. plan) nationally. Where able to anticipate 
that her interpretation of those mechanisms would be chal- 
lenged, Georgia offered in evidence documents to show the 
intent of the organizers of the mechanisms—documents pertain- 
ing particularly to the A. A. R. and the Traffic Executives 
Association—Southern Territory, he said. These two categories 
of direct evidence, he maintained, distinctly showed a conspiracy 
interterritorially to set up mechanisms which would have power 
to, discriminate against Georgia and the South. 

It was obvious that Georgia’s case had many facets, said 
Mr. McGovern. He said the state offered, first, a series of 
examples to show A. A. R. intervention in rate activities na- 
tionally; second, examples to show A. A. R. activities on the 
north-south “interterritorial plane;” third, examples to show 
A. A. R. activities in a field normally reserved for exclusive 
southern control; fourth, examples designed to show the north- 
ern rate mechanism operating interterritorially; fifth, examples 
of operation of the southern mechanism intraterritorially; sixth, 
examples referring to section 22 and land grant equalization 
privileges; seventh, rate mechanisms operating in purely local 


adjustments, and eighth, examples of the granting or controlling 
of transit privileges. 


A. A. R. and Authority Over Rates 


Anticipating “the oft-repeated tale”: that the A. A. R. had 
nothing to do with rates, said Mr. McGovern, Georgia had 
shown, in every case in its evidence involving the A. A. R. 
that it operated as a rate organization and had intervened in 
rate matters. He said Georgia had shown that the old Amer- 
ican Railroad Association was specifically precluded from 
exercising jurisdiction over traffic matters, but that the organ- 
izers of the A. A. R. had clearly in mind that it should have 
power to control revenues by having authority over rate 
matters. He said that if the A. A. R. had thought it had no 
jurisdiction over rates, it was incredible to believe that it 
would have rejected the proposals of the Bangor & Aroostook 
and the Wheeling & Lake Erie to join the A. A. R. with reserva- 
tion for themselves of “the right to charge their own rates.” 
Mr. McGovern referred to a number of documents written 
by A. F. Cleveland, vice president, traffic, of the A. A. R,, 
which had been placed in evidence by Georgia, as indicating 
that the A. A. R. did have and did exercise authority in rate 
matters. 

Asked by the special master what effect Georgia’s proposed 
decree would have on the A. A. R., Mr. McGovern said it would 
prohibit any further activity of the A. A. R. in rate matters, 
and that the only intervention Mr. Cleveland could have in such 
matter would be if he wished to appear as a member of the 
general public before a regional rate association. 

Special Master Garrison said the proposed decree would 
prohibit the railroads from agreeing among themselves, but 
would not be prohibited from having discussion. Mr. McGovern 
said he thought Mr. Cleveland could call a conference ‘‘to dis- 
cuss something—just like the president of Yale University.” 

Referring to an exhibit of the northern railroads which, 
he said, showed that in a five-year period the northern rate 
associations had approved 1,935 and rejected 705 rate proposals 
submitted by the Southern Freight Association, Mr. McGovern 
placed emphasis on the number of proposals disapproved by 
the northern roads. He said Georgia had been able to find 
only one case out of the total here involved in which a southern 
proposal had been made effective through independent concu!- 
rence in it by a northern carrier, and he believed it certain that 
less than 1 per cent of the southern interterritorial rate proposals 
to the north which were disapproved by the northern roads 
collectively were effectuated by independent concurring action 
of individual northern railroads. 
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Superimposed on the discriminatory rate structure that 
existed in 1932, said Mr. McGovern, there was now rail rate 
machinery for the purpose of avoiding to the fullest extent 
“erosion” of that structure, 

The mere fact that, because of a lower cost of living in the 
south, southern industries could absorb discriminatory freight 
rates to the north did not mean that Georgia had not been 
injured to such rates, Mr. McGovern maintained. 


Rate Relationships 


“However the conspirators may have decided to divide 
among themselves the fruits of their conspiracy, we are not 
concerned with the fruits, but with the conspiracy,” he said. 

He said Mr. Dickinson had stated that the sugar rate 
relationship could not be changed by the railroads without 
their running afoul of the Commission. Mr. McGovern said that 
in “the iron and steel case,” there was in existence a rate re- 
lationship, but discrimination against Atlanta was found. He 
said that in “the paper case,” there was no relationship, but 
that Georgia had been discriminated against. He declared that 
the northern railroads had been “responsible” for discrimina- 
tion in “the southern governors’ case” because they acted in 
concert through a rate bureau. One way to prevent “the 
legal discrimination of which they talk,” he said, “was for 
the railroads to get out of the rate bureaus, immediately. 

“The defendants say that rates cannot be unreasonably 
high, because the I. C. C. stands as a guardian,” he said. “We 
say that competition cannot force rates unreasonably low, be- 
cause the I. C. C. stands as a guardian in that respect.” 

He argued that the “burden” of obtaining rate adjustments 
should be transferred “from the shoulders of the carriers to the 
shoulders of the shippers.” 

As to the time limit Mr. McGovern had set for his rebuttal 
was reached, Special Master Garrison offered to arrange for 
additional time for Mr. McGovern. 

“If you have had enough, I have had enough,” said Mr. 
McGovern, smiling. 

With that and with a brief exchange of pleasantries and 
farewells by the special master and the attorneys present, the 
argument ended. 


C. & O.-Nickel Plate Brief 


In a brief filed with Special Master Garrison, the Chesa- 
peake & Ohio and the Nickel Plate (New York, Chicago & St. 
Louis) asked that, as to them, the Georgia suit be dismissed. 
They contended that they were not and never had been engaged 
in any combination or conspiracy violative of the anti-trust laws 
or of any other laws, to the injury of Georgia. Their brief 
defended rate conference procedure, saying that “chaos would 
ensue if rate conference procedure were to be eliminated,” 
and adding: 


Such procedure serves useful, reasonable and lawful purposes, 
benefitting both shippers and carriers. The changing of rates, rules, 
and routes, particularly with respect to interterritorial freight traffic, 
would be subject to intolerable delay without rate conference procedure 
and would be, as a practical matter, almost, impossible. 

Should each railroad be required by the disestablishment of rate 
conference procedure to attempt to secure the concurrence of every 
other individual railroad by correspondence or individual conference, 
it would not only be an exhaustive task resulting in delays beyond all 
reason in publishing charges, but, in the case of general rate adjust- 
ment, it would be next to impossible to get the rates established. .. . 

The withdrawal and resignation of the Chesapeake and the Nickel 
Plate from membership in the Association of American Railroads re- 
moved them from participation in the only activities charged to be 
unlawful. It is true that they are continuing as members of certain 
rate conference committees; but in this connection it is important to 
remember that the uncontradicted evidence has established that there 
has been no substantial change in rate conference procedure within the 
period of the existence of the Association of American Railroads and 
that Georgia has expressly admitted that the activities of the rate con- 
ference committees were lawful and wholly unobjectionable up to the 
time the Association of American Railroads was formed. It follows that 
the present activities of the Chesapeake and Nickel Plate, being in all 
relevant respects the same as they were prior to the formation of the 
national association, are unobjectionable and that their status is one 
with respect to which Georgia disavows any complaints. 


_. The brief contained the advice that the C. & O. and the 
Nickel Plate were willing to join in the establishment of through 
fates from southern origins to northern destinations on the 
Official Territory basis of rates provided (1) the same rate 
applied southbound and (2) the rates were divided between the 
southern and northern railroads on equal mileage factors. Thus, 
It continued, the C. & O. and Nickel Plate stood ready, “regard- 
€ss of any adverse recommendation of any rate conference 
committee,” to join the southern railroads in establishing inter- 
territorial rates on the level that Georgia desired and for the 
effectuation of which she had brought the instant complaint. 

The C. & O. and the Nickel Plate did not participate in 
the oral argument before the special master. 





Highest Court Affirms Approval 
of I. C. C. Switching-Charge Order 


A Commission order issued in connection with a decision 
by it in which it concluded that the obligation of railroads 
serving the plant of the Corn Products Refining Co. in the 
Chicago switching district ended with the placing of cars on 
certain tracks and that they must make charges for the 
furnishing of switching service beyond those tracks, withstood 
attack successfully in the Supreme Court of the United States, 
as the court, on June 2, affirmed the judgment of the federal 
district court for the northern Illinois district, by which the 
complaint of the Corn Products Refining Co. had been dis- 
missed. 

The per curiam decision was issued in No. 1309, Corn 
Products Refining Co., Appellant, vs. United States of America 
and Interstate Commerce Commission, and read as follows: 

Per curiam: The motion to affirm is granted and the judg- 
ment is affirmed. United States vs. American Sheet & Tin 
Plate Co., 301 U. S. 402; United States vs. Wabash Railroad 
Co., 321 U. S. 403. 

The Commission’s decision in the Corn Products case was 
issued in connection with its investigation of rail switching and 
terminal services to determine the extent of the railroads’ obli- 
gation in furnishing switching service on tracks within large 
industrial plants. The district court’s opinion dismissing the 
suit of Corn Products was handed down December 9, 1946. 

In its complaint and on appeal, the Corn Products Refining 
Co. sought to set aside and enjoin the Commission’s order with 
contentions that the order would impose additional transporta- 
tion costs on Corn Products Refining Co. and would be dis- 
criminatory, in that it would require Corn Products to pay 
additional freight charges not paid by other industries in the 
same area; that Corn Products had been denied a full hearing, 
and the Commission’s order was arbitrary and invalid because 
of alleged failure of the Commission to consider evidence which 
the appellant believed to be relevant. 


ROCK ISLAND HEARING JUNE 11 


A hearing on the petition of senior bondholders of the 
Chicago, Rock Island & Pacific Railway to remove Federal Dis- 
trict Judge Michael I. Igoe from further jurisdiction in the rail- 
road’s reorganization case will begin at 10 a.m., June 11, before 
Presiding Judge Evan A. Evans, senior judge of the circuit court 
of appeals, Chicago. The petition asks that a circuit judge be 
assigned to preside over the remaining district court sessions in 
the reorganization proceedings. The petition was filed following 
a district court hearing May 23 in which Judge Igoe confirmed 
the Rock Island reorganization plan but reserved the right to 
appoint a majority of the reorganization managers, on grounds 
that the proposed managers had been “handpicked by eastern 
banking interests” (see Traffic World, May 31, p. 1719). 

Senior bondholders charged that if Judge Igoe retained 
jurisdiction, completion of the plan would be delayed. They 
said they would ask the judge assigned to the case to remove 
Aaron Colnon as co-trustee of the road. 

The petition of the senior bondholders was filed with the 
circuit court May 29. Attorneys for the bondholders charged 
that Judge Igoe had disobeyed the circuit court mandate by 
retaining appointive power over the road’s reorganization man- 
agers. Wilkie Bushby, attorney, represented the first and re- 
funding mortgage bondholders. Thomas D. Healy, attorney, 
represented Judge Igoe who was not present. 


ROCK ISLAND EXPLOSIVES PROCEEDING 


The Commission, in a memorandum for the press, has an- 
nounced that it has been advised by the United States attorney 
for the western Oklahoma district, that on May 26, the Rock 
Island trustees were fined a total of $500 on their pleas of 
guilty entered April 28, to an information in five counts charg- 
ing violations of section 233 of the criminal code (title 18, sec. 
383, U.-S. code) arising out of the failure of the trustees’ em- 
ployes to comply with the Commission’s regulations governing 
the transportation of explosives and other dangerous articles. 

It said the specific offenses charged in the information 
were: 


1. The cutting off of cars loaded with and placarded ‘‘Explosives’’ 
while in motion and permitting them to run on their own momentum 
into a track. 

2. The placing of a carload of freight placarded ‘‘Explosives’’ in a 
through freight train in the position third car from the engine. 

3. The failure to furnish a train crew with notice of the presence 
of a carload of explosives in a freight train; and 

4. The failure to stamp or write the word ‘‘Explosives’’ on the 
envelope containing the waybill covering a carload shipment of ex- 
plosives. , 


The Commission said the case was investigated by its 
Bureau of Service and prepared for prosecution by its Bureau 
of Inquiry. 
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Water-Rail Rate Hearings 
Concluded in San Francisco 


Intercoastal proceedings assigned for oral argument 
before Commission in Washington, June 12, with hear- 
ing on rebuttal testimony June 11. Oral argument in 
the Pacific coastwise cases set for June 13. Shippers 
generally oppose any increases in rail rates, some 
charging that proposals are attempt “to bail out 
water lines.” Many shippers neutral on proposal to 
increase water rates. Witnesses say that water car- 
riers are hampered by undependable service due to 
labor disputes. Longshoremen’s strike looms on 
west coast 


By N. C. HUDSON 


Staff Correspondent at San Francisco 


Views of shippers on the Pacific coast in the proceedings 
involving competitive transcontinental rail and water rates 
were presented at the opening session of the resumed hearing 
in Nos. 29663, 29664, and 29708, May 26, in the State Civic 
Center, San Francisco, Calif. The proceedings were heard by 
Commissioners Aitchison and Alldredge, and Examiners Hos- 
mer and Pyne. In an informal pre-hearing conference on the 
matter of continuing the hearing on and through the Memorial 
Day holiday, May 30, it was stated by Commissioner Alldredge 
that the proceedings would be so continued if the hearing room 
could be obtained. More than one hundred shipper and carrier 
representatives packed the courtroom. 

Commissioner Aitchison asked all parties to reduce their 
statements to writing, if possible. The coast-to-coast proceeding, 
he said, had been assigned for oral argument before the Com- 
mission at Washington, June 12, with argument in the Pacific 
Coast cases assigned for June 13. Memorandum briefs supple- 
mental to or in lieu of oral argument should be filed on those 
days, he stated. : 

The Department of Agriculture, through Mr. Griffin, re- 
newed its earlier motion for immediate termination of the 
proceeding if the water carriers contended their revenue needs 
could only be satisfied by raising rail rates (see Traffic World, 
April 26, p. 1311). 

Harry C. Burnett, transportation specialist of the Depart- 
ment of Agriculture, was the first witness. He introduced an 
exhibit of five pages, presenting a comparison of present and 
proposed rates on a number of east- and westbound agricultural 
commodities, and a statement showing the effect of water line 
proposed rail increases on other agricultural products. Asked 
in cross-examination by William Radner, counsel for the Gulf 
Intercoastal Conference, whether canned goods is a commodity 
bearing more than its share of fully-distributed costs, Mr. Bur- 
nett said he was not interested in any particular commodity. 
“The Commission in Ex Parte 162 raised rates on agricultural 
nee oe me as it thought right. We find no fault with that,” 
he said. 

California Commission’s Position 


Howard G. Freas, rate expert for the Public Utilities Com- 
mission of California, quickly introduced a written statement 
and a 26-page exhibit containing economic and statistical data 
designed to show the interest of the State of California in the 
proceedings. ‘The state, he said, does not oppose an increase in 
transcontinental rail rates which are shown to be unduly low 
under normal tests of reasonableness, exclusive of water com- 
petition. He added: 


We maintain, however, that the burden of showing that particular 
rates are unreasonably low and the extent of the unreasonableness, 
if any, is upon the water carriers and the Maritime Commission, who 
are the moving parties here. We strenuously object to increasing the 
rail rates for the express purpose of permitting comparable increases 
by water lines unless those rates are first shown to be unreasonably 
low when tested by standards other than water competition. In de- 
termining whether a rate admittedly published to meet water compe- 
tition is today unreasonably low, careful consideration should be given 
te the ability of the traffic involved to stand the increase. 


Noting that his exhibit referred to commodities not em- 
braced in the appendices to the orders of investigation now 
being heard, he said that “‘should any increases other than those 
which I have stated are not objectionable result from these 
proceedings, the shippers of the commodities affected thereby 
would carry more than their just share of the transportation 
burden. Such a condition cannot long prevail. Unquestionably 
emphatic protests would be lodged on these grounds. If not 
before, then upon the advent of a further general increase in 
rail rates, if such becomes necessary, we would expect a redis- 
tribution of this burden. . .. The persistent effort of the water 
lines to have the present list extended supports our position.” 
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The present-day ability of the steamship lines to offer rates 
sufficiently low to make attractive the use of their service will 
determine the inherent advantages of water transportation, if 
there are any so far as the intercoastal trade is concerned, he 
concluded. 


Canners Oppose Any Increase 


Irving Lyons, representing the Canners League of Cali- 
fornia and the Northwest Canners Association, announced he 
would present a number of witnesses. The main trouble, he 
said, is pyramiding costs of steamship operation due to labor 
demands. “We shall show that present rail rates are fully 
compensatory and not unlawful as charged by the water car- 
riers, he said. His witnesses occupied the stand for the re- 
mainder of the day. 

Miss Sylvia Kempton, secretary, Canners League of Cali- 
fornia, described the objects and purposes of that organization. 
George S. Beach, traffic manager, Libby, McNeill & Libby, pre- 
sented an exhibit showing the 60 members of the above league, 
and a further exhibit showing the location of canners in Cali- 
fornia, Washington and Oregon and the mileage inland to the 
canners. “Of 145 canneries in California, 21 per cent are less 
than ten miles from the nearest port,” he said. “Fifty-one per 
cent are less than 40 miles away; and 90 per cent less than 
100 miles away. The rate from the canneries to the ports is 
being absorbed in California by the canners.” 

Cross-examined by Harry C. Barron, counsel for the trans- 
continental railroads, the witness said that in 1946 less than 50 
per cent of the California pack moved by water. “If the con- 
signee requests shipment by water, we do so even if the water 
cost is greater,” he explained. “The customer’s wishes largely 
govern. He pays the freight.” 

Asked what would be the minimum difference which would 
persuade a consignee to use water instead of rail, Mr. Beach 
said a water rate of 15 cents a 100 pounds less than rail, con- 
sidering all factors, would swing the traffic to water. He said 
the canners would like to see a resumption of water carrier 
service. “Customers should have the benefit of using water 
transportation if they so desire. Competition is healthy. We 
cannot let the merchant marine go by the board,” he concluded. 


Says Rate Increase “Alarming” 


W. J. Edinger, manager, California Canning Peach Asso- 
ciation, the next witness, testified that a buyers’ market again 
prevails, and “consideration of increasing transcontinental rail 
rates is extremely alarming to the growers of canning fruits on 
the west coast, for any such increase has a direct influence on 
raw product prices because of the competition existing with 
other canned fruits and juices, which enjoy a lower freight 
differential.” 

Cross-examined by Mr. Radner, the witness said that the 
year. 1946 was the most profitable in history for the peach 
industry, but that “we are fearful that increased freight rates 
will put us out of competition with competing canned fruits 
closer to the market.” 

Mr. Radner said that the water carriers are asking an 
interim increase of about 13 cents a 100 pounds on canned 
peaches, which, said he, represented an increase of one-fourth 
cent a can. “Would that put you out of competition?” he 
asked. 


The mark-up to the consumer would be more than one- 
quarter of a cent a can, replied Mr. Etinger, because the whole- 
saler and the retailer would each mark up an additional 20 
per cent. He said that canned peaches do compete with canned 
pineapple, which has been in short supply until this year, when 
keen competition is anticipated. 

“Canned pineapple is packed to fit the market. If it 
cannot be merchandised properly at a certain level, pineapple 
growers can curtail production,” he stated. ‘We peach grow- 
ers cannot do so. Any increase in our transportation rates 
would be alarming.” 

The witness said that this year there is a change from a 
sellers’ to a buyers’ market. “Our 1947 crop hasn’t been sold 
yet. We do not know if it will be profitable.” 

When Mr. Radner sought to examine him on the popularity 
of peaches with consumers, Commissioner Aitchison observed 
that the carriers could not take into account, in determining 
rates, the popularity of a commodity. 

M. G. DeQuevedo, for the Intercoastal Steamship Freight 
Association, asked the witness if it made any difference to his 
organization if there is water carrier service, to which Mr. 
Etinger replied: “The cheaper we can lay down our produce 


ae eastern market, the better off the California growers 
will be.” 


Says Time Is Inopportune 
S. F. Ranzoni, of the S. & W. Fine Foods, Inc., Redwood 


City, Calif., testified that consumer prices are admittedly too 
high and under nationwide pressure of consumer resistance. 
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“It is obvious that any added burden to these prices can only 


-redound to the disadvantage of all interested factors from pro- 


ducer through to the consumer,” he said. “It would appear to 
be a most inopportune time now to raise freight rates when all 
efforts should be directed to satisfy the consumer’s demand for 
lower prices.” 

Cross-examined by Mr. Radner, the witness said that one- 
fourth of a cent a can might not mean much on a commodity 
selling for 50-60 cents a can, but would mean a great deal on a 
can selling for 7-8 cents. “The retailer’s price is set at the 
point of consumer resistance,” he said. “We have reached the 
point now where the high price level is being readjusted down- 
ward, and this will continue for several years.” 


Any Increase Opposed ‘ 


W. D. Hooper, vice-president and sales manager, United 
States Products Corporation, Ltd., San Jose, Calif., said that 
“we as canners of fruits and vegetables are definitely opposed 
to any increase in water or rail freight rates, transcontinental. 
Canned fruits and vegetables, packed along the Pacific coast, 
definitely compete with similar canned items grown and packed 
in other sections of the country. Any increase in transportation 
freight rates would react adversely in the market for Pacific 
coast products as it tends to increase the freight differential 
already existing.” 

He told Mr. Radner that, while a rise of one-quarter cent 
a can was not important in recent years, now it is important. 
When Mr. Radner stated that dried fruits in Ex Parte 162 took 
a 20 per cent increase in freight rates, Mr. Hooper said that 
maybe the higher transportation costs are responsible for the 
dried fruit industry’s being in bad shape. 


Position of Borax Shipper 


At the start of the afternoon session Commissioner All- 
dredge announced that verified statements had been received 
from the Copper and Brass Research Association, and the 
Pacific Coast Borax Co. The latter statement observed that the 
tonnage of borax products shipped via intercoastal water car- 
riers by the company during the years prior to the war has 
been diverted to the transcontinental rail carriers due to eco- 
nomic conditions and change in packing methods, and not be- 
cause of reduced transcontinental rail rates. 

The statement concluded: 


The delays encountered in making immediate bookings and the 
uncertainty of shipping schedules preclude the use of water carriers 
on any shipments until stocks are sufficient to allow some elasticity in 
the transit time. We believe the stocks should be built up sufficiently 
within the next four or five months to permit us to return to the 
intercoastal shipping on material that is packed in a manner to permit 
this type of shipment. 


Mr. Hooper, under cross-examination by Mr. Barron, stated 
that 20-25 per cent of the total pack is shipped to the east 
coast in normal times, and that in 1939 all of this percentage 
was shipped by water. “Routing is at the buyer’s option,” he 
said. “If the water rate were 15 cents a 100 pounds under the 
rail rate, he would choose water. If rates were identical, his 
“He would depend on whether he wanted the goods in a 

urry.” 
Says All Costs Increasing 


Norman L. Waggoner, president, Santa Clara Packing Co., 
San Jose, requested that no increase in freight rates be granted, 
and stated: 


The California canning industry is faced with materially increased 
packing costs over last year. The can companies want 15 per cent more 
for their cans, the fibre container people want 26 per cent more for 
their cases, the label people want 12 per cent more for their labels, 
and the sugar people 2% cents a pound more for their sugar than last 
year, The labor union demanded and received for the cannery workers 
an increase of 11-16c per cent more in wages. Now it is proposed we 
have a 13 cent a 100 pounds increase in freight rates. All of these in- 
creases cannot be absorbed by the canning industry. We are all 
familiar with the strong appeal that President Truman is making for 
the reduction of prices in canned goods and in all other commodities. 
How can we make reductions if all these increases are put into effect? 


_ Mr. Waggoner told of the stiffer competition now appear- 
ing. Under cross-examination, he said that all canners are 
interested in lowering costs through improved packing tech- 
niques. Mr. Lyons objected to Mr. Radner’s reference to pres- 
ent rail rates as “depressed.” Mr. Waggoner replied to Mr. 
Barron that not even 10 per cent of his company’s total pack 
moved to the east coast prior to the war. 


Opposes Percentage Increase Basis 


W. J. Withers, president, Oakland Canning Co., recalling 
that the Commission authorized a uniform advance rate of 13 
cents a 100 pounds in Ex Parte 162 on canned foods and fresh 
fruits and vegetables, stated: 
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If the Commission grants an additional increase over that authorized 
in Ex Parte 162 and adopts the proposal of the water and rail carriers 
in Ex Parte 164, there will be created a condition definitely detrimental 
to the Pacific coast canned food industry. . . All increases or de- 
creases in rates should be on a cents per hundredweight basis and not 
a percentage basis, and should cover every item competitive with one 
another and be assessed uniformly throughout, otherwise one or more 
sections will have an advantage in the delivered cost to the distributor, 
bringing about isolation to the harmed units and tending to close 
markets now open for fair competition. 


The removal of O.P.A. ceilings has thrown the markets 
open to all kinds of competition, he said. The witness replied 
to Mr. Barron that prior to the war most of his shipments 
moved to the Atlantic seaboard via water. 

Mr. Lyons then presented a man whom he termed one of 
his best witnesses, Corydon Jones, vice-president, Pratt-Low 
Preserving Co., Santa Clara, a marketing specialist. 


Says Proposal To “Bail Out Ships” 


“It seems to me,” stated Mr. Jones, “‘that this is a proposal 
to increase certain rail rates, so as to raise water rates, and 
thus make it profitable for private steamer operations in inter- 
coastal trade. One unfair part of these proposals is that on the 
commodities affected, increases in rail rates are proposed for 
territory which the water lines would not serve and did not 
serve before the war. Rates on our canned food products from 
the Pacific coast to this strictly rail territory would be in- 
creased. 

“If present rail rates are fully compensatory, then this 
proposal is to bail out the steamer lines at the expense of the 
consuming population who are not served by steamer ship- 
ments. 

“An even more discriminatory part of these rail increases 
is that they are directed against one portion of the food pro- 
duction of this country—Pacific coast canned goods—that leaves 
other types of food unaffected, such as foods canned in other 
sections, fresh fruits and vegetables, and frozen fruits and 
vegetables.” 

If the proposed rail increases go into effect, he concluded, 
it will be a long step toward “pricing us out of the market in 
our biggest consuming center.” 

Asked by Mr. DeQuevodo what his company had done to 
voluntarily reduce costs, the witness said that everything pos- 
sible is being done to achieve that end. The witness replied to 
Mr. Barron that before the war, all movement east was by 
water, because rail rates could not be afforded. “We are about 
at the point now that almost any saving made by water will 
move that shipment by water,” said Mr. Jones. “Even five 
cents a 100 pounds difference in net transportation savings 
would throw the shipments to water.” 


Testimony from Washington, Oregon 


The testimony of L. M. Jones, director of the Northwest 
Canners Association and general manager of the Washington 
Canners Cooperative, and of Chester I. Chase, vice-president 
and sales manager, Paulus Bros. Packing Co., Salem, Ore., 
indicated that canners in those two states shared the same 
general views with California canners. 

“We believe it manifestly unfair because steamship com- 
panies are losing money due to abnormally high costs in 
operating (for which we are in no way responsible) that we be 
obliged to pay higher rail rates, already excessive, in order to 
maintain what they consider necessary differentials in freight 
rates,” said Mr. Jones. 

He said in cities like Detroit, Chicago, Minneapolis, Kansas 
City and Omaha, steamship companies and railroad companies 
do not compete, yet increased rail rates are being asked to 
those centers. 


Mr. Chase said that a New York canner can ship a 36,000- 
pound car of canned beans to Chicago on a 44 cent freight rate, 
whereas the northwest canner is forced to pay $1.01 per 100 
pounds on a 60,000-pound minimum car. “This represents a 
handicap of approximately 10%4 cents per dozen No. 2 cans, 
and nearly 54 cents a dozen on No. 10 cans on freight alone. 
A requested further increase of 9 cents per 100 pounds would 
only increase the unfavorable situation unless New York can- 
ners paid an approximate increase of 9 per cent in rates, which 
witness understands is not contemplated,” said he. 


Lyons Completes Testimony 


The first witness May 27 was Irving F. Lyons, for the 
Canners League of California, who concluded his testimony. He 
presented as an exhibit a pamphlet, “The Story of a Strike,” 
reporting on 1946 labor disturbances at the Pacific ports. 

Position of the canners is that labor difficulties suffered 
by the water lines in recent years constitute the principal reason 
for the present difficulties of the water lines. Mr. Lyons also 
introduced an exhibit listing the major strikes at Pacific coast 
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ports from 1934 to 1946. After extended cross-examination by 
Mr. Radner of Mr. Lyons, Commissioner Alldredge ruled that 
testimony on labor troubles would be received to the extent 
such troubles affected the conditions of the canners and their 
ability to produce and market their goods. . 

Mr. Lyons was examined by P. S. Labagh, counsel, Califor- 
nia Packing Corporation, of which Mr. Lyons is general traffic 
manager. The witness said that, though the existing differen- 
tial rail over water, to the Atlantic seaboard, was 42 cents, yet 
his company ships by rail because it has lost confidence in the 
water carriers due to the latter’s labor difficulties. 

Mr. Lyons said he believed that had the water lines fol- 
lowed the Ex Parte 162 increases in January, 1947, they would 
have had more revenue and would not have lost any tonnage. 
“Instead of being here filing for interim relief, they should have 
filed a tariff of higher rates,” he said, adding: 


Today we are threatened with a new tie-up in the San Francisco 
port after June 15. I told yesterday how we had $3,000,000 invested in 
goods tied up by the 1946 strike. Last Friday we issued instructions 
not to book any more water transportation until we see what happens 
June 15. . . . The water lines are before the wrong tribunal. 


To Commissioner Aitchison’s question as to what was the 
right tribunal, Mr. Lyons replied: “Congress.” 

The witness introduced a 25-page exhibit which indicated 
that the wage rates in Pacific coast canneries are higher than 
in any other section of the country, and that the same canneries 
pay the highest prices for almost all fruits and vegetables; also 
that they pay higher rail rates to market than other com- 
petitors. 

To the New York City markets, for instance, the exhibit 
showed, the rail rate per 100 pounds from Oakland, Calif., is 
115 cents; from Fayetteville, Ark., 96 cents; from Bradenton, 
Fla., 85 cents; from Traverse City, Mich., and Green Bay, Wis., 
61 cents; from Fredonia, N. Y., 43 cents; and from Baltimore, 
Md., 30 cents. 

The exhibit further indicated that the minimum car rev- 
enue, car mile revenue, and gross ton mile revenue of the rail- 
roads on canned goods from Oakland, Calif., to New York City 
and to other big markets are greater than for other commodities 
shown—such as fresh fruits, fresh vegetables, potatoes, cocoanut 
and cottonseed oil, glassware, etc. “This answers the water 
carriers and the Maritime Commission, who say that present 
rail rates on canned goods are depressed,” asserted Mr. Lyons. 

Questioned by Mr. DeQuevedo, the witness said that the 
proportion of canned goods moving to the east coast by water 
in the years 1934 to 1940 varied from 35 to 40 per cent, being 
much lower in those years when strikes interrupted such service. 

In reply to Mr. Radner, Mr. Lyons said that he objects to 
the proposed railroad rate increases as being in excess of nor- 
mal reasonable rates. He replied to Mr. Barron that generally 
canned goods moving by water are sold f.o.b. the dock. 


Minnesota Canners Oppose Increases 


George O. Tong, general traffic manager of the Minnesota 
Valley Canning Co., Le Sueur, Minn., and its affiliated com- 
panies, said that his company directly pays the freight on its 
entire production and “it is a standard part of our annual prac- 
tices to adjust our production by factory and by territory to 
fit in with the sales by territory.” 

The proposed increases in the all-rail trans-continental 
rates to all groups places a substantial share of his company’s 
west coast operations in: jeopardy, he said, adding: 


We believe that any drastic change in freight rate relationships 
between our north. coast production and competitive production in 
eastern territory will impose upon the north coast producer an insur- 
mountable burden when he attempts to distribute his production in 
competition with the eastern pack. 


Heinz Company Also Opposes 


R. E. Jones, traffic manager of the H. J. Heinz Co., Pitts- 
burgh, presented a brief exhibit, and explained that “we have 
in the past, and probably will continue to move prepared food 
products from the Pacific coast territory to the Atlantic sea- 
board via intercoastal service; however, we have not for many 
years, nor do we intend to, forward either finished goods or 
raw materials between interior points and the Pacific coast. 
To our knowledge no evidence has been submitted so far which 
tends to prove the transcontinental rail rates to be unduly de- 
pressed, but rather the reverse is true.” 

The witness urged the Commission to take no action that 
would “force an unnecessary rate increase on all-rail move- 
ments of canned goods between Pacific coast points and interior 
destinations.” 


Dried Milk Producers 
The American Dry Milk Institute presented two witnesses, 


M. H. McReynolds, marketing coordinator of a cooperative but- 
ter and cream association, and L. H. Wolters, traffic manager, 
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Golden State Co., Ltd., San Francisco. The latter said he 
adopted Mr. Lyons’ testimony as to the reasonableness of pres- 
ent rail rates, and that he believed Pacific coast producers of 
dried milk would be priced out of the market by any further 
freight rate increases. “We will resume our normal water ship- 
ments without any change or disturbance in rail rates,” he 
asserted. 

Under questioning by Mr. Barron, Mr. Wolters said that 
no water shipments have been made of dried milk to the east 
coast since the end of the war because the west coast industry 
has been priced out of the eastern seaboard. “Producers closer 
to the markets set the prices,” he said. “We are priced out of 
the Group A market; occasionally can get in Group B; never 
use Mississippi River barges, but use both rail and water trans- 
portation to the southeastern states.” 


Position of Dried Fruit Packers 


John A. O’Connell, assistant to traffic manager, Rosenberg 
Co., San Francisco, appearing for the Dried Fruit Association 
of California, presented an exhibit, and stated in part: “The 
principal markets for dried fruits are in the heavily populated 
areas of the east and middle west, where dried fruit competes 
with all other food products. . . . The Dried Fruit Association 
is very much opposed to any increase in transcontinental rail 


‘rates. 


Cross-examined by Mr. Barron, Mr. O’Connell said that in 
1939 the association shipped about 35-40 per cent of its total 
production by water to the east coast, and that only about 5 
per cent of the above shipments proceeded as far inland as 
Buffalo and Pittsburgh. “We would have shipped more by 
water in 1946 but there was no service available in October 
and November, two of our heavy months,” he said. 

John Burchmore, counsel, National Industrial Traffic 
League, asked the witness if he opposed the increases proposed 
by the railroads. “I oppose any rail increase,’ replied Mr. 
O’Connell. “The present water rate a 100 pounds to the east 
coast is 89 cents. The interim rate proposed is 95 cents. If it 
appears that the rail rate will be raised by a like amount, I 
oppose it. I am not objecting to the proposals of the water lines 
as to their own rates.” 


Los Angeles Chamber of Commerce 


Calvin E. Jacobson, of the transportation department, Los 
Angeles Chamber of Commerce, presented four exhibits, and a 
prepared statement which read in part: 


We submit that certain qualifying factors have not been adequately 
stressed in this hearing, which, nevertheless, have a great bearing 
upon the present dilemma of the intercoastal water carriers. ... AS 
one such factor, the wages paid to vessel labor forces have been shown 
to equal 38.1 per cent of the total estimated vessel costs under private 
operation. Stevedoring costs are shown to equal 42 per cent of the 
voyage rates. This ratio has increased notably since 1939. 


He thought it possible to achieve an equitable solution 
“which would simultaneously provide near-prewar incentives to 
shippers to again employ intercoastal water service in a volume 
at least approaching prewar tonnage. ...A suggested guide for 
establishing reasonable and proper differentials between inter- 
coastal water and Group A rail rates,” he asserted, “may be 
the prewar differentials between the intercoastal water and the 
joint rail-water Group A-2 and D rates, since the Group A-2 
and D (Chicago) rates provided the real basis of prewar com- 
petition.” 

Differs with Canners 


Robert K. Hunter, traffic manager, Board of State Harbor 
Commissioners, for the San Francisco Harbor, presented a 
statement authorized by the board, which presented a position 
differing from that of earlier witnesses for the west coast can- 
ners. His prepared statement asserted in part: 


If testimony, as to the rates here involved, by the water carriers 
will be able to show that water-competitive rail rates are unreasonably 
low, and that water rates are by such competition depressed below the 
level at which efficient and adequate water transportation can be oper- 
ated—and I believe this is the case—then the revival of coastwise and 
intercoastal water transportation is impossible until a reasonable rate 
structure is established. 


The above statement was accepted over the objection of 
Mr. Barron, who asked Mr. Hunter if the latter believed that 
rail rates on canned goods to the east coast are depresed and 
should be increased. J 

“Yes,” replied Mr. Hunter, acknowledging that his position 
differed with that of the canners. 

Colonel Warren D. Lamport, general manager, Port of 
Seattle, also presented a statement which indicated concern 
with the future of port operations. He told the Commissioners 
that their final conclusions would be unjust “not only to the 
people of Seattle but to all others who believe in municipal de- 
velopment of their ports on the Pacific coast, if you deny: The 
effect of intercoastal and coastwise shipping upon the Port of 
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Seattle, and in turn its plans for future development which in- 
volve national defense; the effect loss of such trade will have 
upon payrolls in the Port of Seattle; and the effect of the loss 
of ee and coastwise trade on Pacific coast ports in 
general.” 

Mr. Lamport said the Seattle port authorities had in- 
structed him to take no position as to what the Commission’s 
decision should be, and all atempts by Commissioner Aitchison, 
Mr. Barron and Mr. Burchmore to learn what recommendations 
the Port of Seattle offered in the proceedings elicited no fur- 
ther response. 

A statement by M. A. Cremer, manager, Marine Exchange 
of the San Francisco Chamber of Commerce, was distributed, 
which contended that the domestic water services, intercoastal 
and coastwise, provided before the war over half the business 
of the port, and that the national interest required that the 
domestic shipping services be maintained. “It will be a sad day 
for the Port of San Francisco and for other ports on this coast, 
if the domestic shipping lines, to which they owe so much for 
their development and on which they have so long depended 
for a great part of their income, must reduce their activities 
to the vanishing point,” concluded the statement. 


Closing Day of Intercostal Hearing 


The hearing at San Francisco before Commissioners Aitchi- 
son and Alldredge and Examiners Hosmer and Pyne, in pro- 
ceedings involving competitive rates on transcontinental rail 
and intercoastal water traffic (Nos. 29663, 29664, and 29708) 
ended May 28, the morning of the third day of the hearing 
Commissioner Alldredge announced the hearing would be re- 
sumed for rebuttal testimony June 11 in Washington, D. C. 
Argument before the Commission would begin June 12, he 
said, and all briefs were to be in by that time. There will be no 
reply briefs. 

H. W. Prickett, transportation consultant, Utah Depart- 
ment of Industrial Development, Salt Lake City, completed 
his testimony on his 98-page exhibit introduced earlier in sup- 
port of his theory. In effect, Mr. Prickett said he had no 
objections to an increase in rail rates from and to Pacific coast 
points provided there are no increases in rates to and from 
intermediate points. However, he explained, if the increase 
in the rail rates to the coast carries with it an increase to the 
intermediate points, he is opposed to any increase. 

Mr. Prickett presented one witness, Harold H. Ellsworth, 
Salt Lake City, executive secretary of the Citizens Rate Asso- 
ciation representing 91 companies, who introduced a one- 
page exhibit showing the difference between class rates to the 
Pacific coast and class rates to Salt Lake City and other inter- 
mediate points from eastern origins, to support a proposal for 
a gradation in rates from Groups A, B, C, and D to Salt Lake 
City, Utah; Spokane, Wash., and Pacific coast points. 


Glass Industry Opposes Increase 


The closing witnesses were from the glass industry—H. G. 
Huhn, general traffic manager, Libbey, Owens, Ford Glass Co., 
Toledo; H. D. Musick, traffic manager, Blue Ridge Glass 
Corporation, Kingsport, Tenn.; J. H. Grossman, secretary, 
Thompson Glass & Paint Co., Los Angeles; and H. C. Kibbe, 
secretary-treasurer, Cobbledick-Kibbe Glass Co., Oakland, Calif. 

Mr. Kuhn explained the chief economic factors underlying 
the industry which make it impossible to build a plant to 
serve only one or two large consuming areas. His exhibit, he 
said, showed that the cost of laying down window glass on 
the Pacific coast from Antwerp exceeds the rail cost of ship- 
ping from Shreveport, La., by only 5.43 to 8.11 cents a 100 
pounds, and that the proposed rates of the transcontinental 
railroads would destroy most of this slim disadvantage and 
leave differences of only 1.31 cents at San Francisco, 2.09 cents 
at Seattle, and 4.99 cents at Los Angeles. “Running the prob- 
lem down to a logical conclusion results in but one answer,” 
he concluded. “That is, to serve the Pacific Coast from a 
Belgian factory of our own, if the time should come when we 
cannot serve the Pacific coast economically due to rate handi- 
caps from our present plant at Shreveport.” 


Mr. Musick explained that his company’s experiences in 
moving shipments of glass via the water route to west coast 
ports in 1935 and 1936 were unsatisfactory, due to considerable 
breakage and long delay in transit. He added: 


Our experience in rail and water shipments in the past proves to 
us that regardless of what that rate may be we could not stay in the 
Pacific coast market by using that route. Therefore, by increasing the 
rail rates it will not benefit the water lines, but will serve only to 
eliminate us from that market, and will deprive the transcontinental 
lines of this business. 


Mr. Grossman stated that glass companies “are very seri- 
ously concerned over the fact that increased freight rates are 
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tending to drive this business (of new uses for windowglass in 
the home and industrial fields) away from the glass companies.” 

Asked by William Radner, for the Gulf Intercoastal Con- 
ference, if the adverse conditions surrounding the transporta- 
tion of glass by water would be overcome if the spread between 
pe rail and water rates was wide enough, Mr. Grossman said, 
“No.” ; 

“Our position is,” he replied to a question from Commis- 
sioner Alldredge, “that if rail rates are raised, we still would not 
ship by water. . . . If rail rates from Kingsport, Tenn., become 
too high, we will get glass from Europe as we sometimes have 
in the past. 


Oregon and Washington Commissioners 


The verified statements submitted from several shippers 
during the proceedings were accepted into the record without 
objection. The statement of George H. Glass, public utilities 
commissioner of Oregon, on behalf of the Department of Trans- 
portation of Washington and the Public Utilities Commissioner 
of Oregon, asserted that “the large additional increase in reve- 
nue sought by the Intercoastal Steamship Freight Association 
and the Gulf Intercoastal Conference will, if granted, not only 
increase rates interstate in Oregon and Washington but indi- 
rectly will also affect our intrastate rates. . . . This would be 
especially harmful to our states because the Pacific northwest 
produces raw materials and partially manufactured products 
made from them far in excess of its own consuming capacity, 
and such raw materials and products are shipped largely to 
distant consuming markets in Official and other Eastern Ter- 
ritory in competition with similar sources of supply geograph- 
ically much closer to those markets.” 

Mr. Glass advocated that such increases in existing rates 
as the Commission may authorize be made in such manner as 
not to disrupt existing rate relationships. “Regardless of what- 
ever the Commission may find to be the needs of the water car- 
riers, we are also strongly opposed to any increases based on a 
percentage of existing rates,” declared the statement, adding: 

Even if the decision rendered in Ex Parte 148-162 can be over- 
turned by a Commission order in this case, we do not believe that it 
should be so done due to the .short time permitted, the few hearings 
allowed, and the sketchy testimony that of necessity will obtain in 
these proceedings. . . . We suggest a policy of moderation in any in- 
creases or changes in rates made during these unsettled times which 
we are going through, at least until we can all get our bearings. 


Longshoremen Declare. Holiday 


Echoing the comments made in the hearing, May 25, that 
labor difficulties of the water carriers are the basis of their 
present financial troubles, was the day’s news from the San 
Francisco waterfront that the C.I.O. International Longshore- 
men’s Union Local 10 had called a mass meeting in San Fran- 
cisco for the morning of May 29 which would result in a com- 
plete tie-up of the Bay Area waterfront. The union’s contract 
expires June 15. The Waterfront Employers Association has 
proposed that the current contract remain in effect until Sep- 
tember 30, the union countering with a proposal to extend the 
pact for another year. 


‘Luncheon Honors Commissioners 


A luncheon in honor of the two Commissioners and two 
examiners present in the city was held May 28 in the Bellview 
Hotel, by the San Francisco chapter, Association of I.C.C. 
Practitioners. Chairman Aitchison of the Commission de- 
scribed the heavy schedule of work confronting the Commission, 
and the burdens under which it is now working. 


Pacific Coast Increase Hearing 


Directly following the conclusion of the intercoastal water 
and transcontinental rail rate increase hearing in San Fran- 
cisco, May 28, the Commission began its resumed hearing in the 
proceedings in which Pacific coast water and rail carriers have 
filed rate increase proposals with the Commission pursuant to 
its directive in No. 29721, All-Rail Commodity Rates Between 
California, Oregon, and Washington, and No. 29722, Pacific 
Coast Water Rates. The water carriers, at the hearing in 
Washington, April 28-30 (see Traffic World, May 3, p. 1399) 
had said they proposed an increase in all commodity case rates 
via water (prior to September 26, 1946) of 50 per cent, the 
resulting rates to be subject to the Ex Parte’ 162 increases. 
The railroads there stated they had determined it would be 
feasible to increase the maximum rail rates between California, 
Oregon, and Washington to the extent sought in Ex Parte 162, 
but which they had not received, with certain exceptions. At 
the Washington hearing M. E. Boyd, of the Western Pacific 
Railroad, had explained that the water carriers’ proposals 
were unacceptable to the rail lines, but that the latter were not 
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averse to increased revenues nor satisfied with the existing 
revenue situation. 


Testimony of Water Carriers 


The first witness was Robert R. Doyle, Maritime Commis- 
sion, who introduced two one-page exhibits showing the esti- 
mated financial operating results of four round voyages made 
in the Puget Sound service after March 1, 1947, and of four 
round voyages made in the Columbia River service subsequent 
to the same date. The exhibits, he explained, fulfilled requests 
by Commissioner Aitcheson and others that the earlier Mari- 
time exhibit had not shown current results based on rates in- 
cluding the Ex Parte 162 increases. 

The exhibit covering the Puget Sound service showed that 
on the four round voyages the total voyage revenue was $234,- 
483; the total vessel expense, $74,908; the total voyage expense, 
$212,174; the profit before management cost, $22,309; the man- 
agement cost and cargo fees, $27,039; and the net loss, $4,730, 
or an average loss per voyage of $1,183. 

The exhibit covering a similar number of round voyages in 
the Columbia River service showed the total voyage revenue 
was $130,699; the total vessel expense, $63,040; the total voyage 
expense, $105,099; the loss before management cost, $37,440; the 
management cost and cargo fees, $17,906; and the net loss, 
$55,346, or an average loss per voyage of $13,837. 

Commissioner Aitchison asked the witness to prepare for 
later presentation statements showing the cost per 100 pounds 
dependent on length of haul and time, and to split up the costs 
to reflect terminal expenses, costs due to movement, and costs 
due to management. 

George E. Talmage, Jr., chairman of the Maritime Com- 
mission’s domestic shipping committee, testified on the total 
cost of vessel hire. The annual charter hiring rate per vessel 
is $104,079.30, the daily rate being $285.12, he said. In the 
Puget Sound service described by Mr. Doyle the statutory 
charter. hire expense was $7,698.24, and in the Columbia River 
service it was $5,987.52, he said. 

Asked by Commissioner Aitchison what items were in- 
cluded in the item termed “other cargo expense” in Mr. Doyle’s 
statements, the witness said it included such things as receiving 
the freight, cooperage, sorting, and delivery to consignee. 


Burley Presents Exhibit 


The testimony of Ramond Burley, freight traffic manager, 
steamship division, Pope & Talbot, Inc., appearing for the Pacific 
Coastwise Conference steamer lines, occupied the remainder 
of the day. At the Washington hearing, recalled Mr. Burley, 
he was asked for a statement showing the cargo handled on the 
first eight voyages begun and completed after March 1, 1947, 
which his exhibit (No. 19) did. The statement, he said, supple- 
mented Mr. Doyle’s exhibits and commented on the same eight 
voyages. Mr. Burley’s exhibit listed all the carload commodi- 
ties handled on both northbound and southbound runs. Com- 
menting on the various commodities, he observed that a carload 
of green coffee carried on one northbound run to the Puget 
Sound was the first car of green coffee forwarded by water in 
years, and went to the water carriers only because of the rail 
car shortage; several loads of green coffee from Latin America 
were transhipped at San Francisco, he said, adding: 


The principal commodities northbound on which we have lived in 
the past are food items and building materials. Southbound, they are 
paper and lumber. Bulk wheat also used to be important. 


The voyages originated in Los Angeles, proceeded to San 
Francisco, Seattle and Tacoma, then directly back to Los An- 
geles, coming into San Francisco again northbound to deliver 
cargo, he said. Asked by Commissioner Aitchison if it would 
be feasible to combine the voyages from Los Angeles and San 
Francisco and call on ports on the Columbia River and Puget 
Sound, and return the same way, the witness said it was not 
practical because such a route would take too long. “We are 
full on the southbound voyages from the Columbia River and 
reed not serve all of the southbound cargo offered us,” he 
added. 

The witness then introduced an 11-page exhibit entitled a 
“representative statement to reflect the proposal of the Pacific 
coastwise water lines (with respect to port-to-port traffic) and 
to modify the material contained in exhibits No. 11 and 12 (in 
part) in order to explain in more detailed particularity some 
of the questions developed in the hearing held in Washington.” 

The statement showed for some 84 items from and to points 
along the coast the present minimum weights, the water rates 
in cents per 100 pounds from June 30, 1946, to the present, the 
new proposed minimum weights, charges for intangible services, 
the total present rate via water, the proposed water rate, the 
present rail rate, and the proposed rail rate. The exhibit, said 
Mr. Burley, resulted from Commissioner Aitchison’s request to 
condense the facts presented in Washington. A later witness, 
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C. R. Nickerson, would present an exhibit showing rates to 
interior points, he said. 

Following the noon recess, Mr. Burley said that it would be 
observed in his exhibit that the proposed water rate in some 
cases is the same or only slightly higher than the present rate. 
“Our problem,” he said, “is to increase the spread between our 
rate and the rail rate.” 


Typical Example of Increase Sought 


The witness agreed with Commissioner Aitchison that a 
typical example of the increases sought was that on beverages. 
The exhibit showed the following with respect to this com- 
modity: 

Minimum weight, 20,000 pounds; rate in cents a 100 pounds on June 
30, 1946, from Group 1 ports (San Francisco) to Group 6 ports (Tacoma), 
35 cents; rate on July 1, 1964, 37 cents; on September 26, 1946, 43 cents; 
and on January 1, 1947, and at present, 49 cents, an increase of 40 per 
cent over the June 30, 1946 rate; proposed water rate, 64 cents, an 
increase of 83 per cent over the rate of June 30, 1946; proposed increase 
in the minimum from 20,000 pounds to 30,000 pounds. 


“Our theory of revenue is that we can increase our rates 
or we can obtain a greater volume of traffic and more diversi- 
fied traffic,” explained the witness. “We are increasing the 
June 30, 1946, rate by 50 per cent and then adding the Ex 
Parte 162 increase to that to obtain our proposed rate. We then 
estimate what we think is a proper spread between rail and 
water rates, and determine our proposal for rail rate increases.” 

Asked by Commissioner Aitchison if he had studied the 
Commission’s decision in the old Klamath Falls case to see what 
rates the Commission had there found reasonable and just, and 
to determine if the present proposals go beyond that finding, 
Mr. Burley said he had not. 


Did Not Consider Marketing Problems 


Under cross-examination from representatives of sugar 
companies, he said that the water carriers had given no con- 
sideration to questions of market competition in reaching their 
proposed rates. “We appreciate these rates may not be fea- 
sible,” he said. 

Asked if he believed that the water lines should get the 
sugar traffic at higher rates when the railroads can now handle 
the business profitably at present rates, the witness said his 
position is that rail rates are unreasonably low. 

Commissioner Aitchison inquired of Mr. Burley if he had 
had any misgivings about iron and steel and had thought over 
his earlier proposals on these commodities in Washington. The 
witness said that item No. 680, iron and steel, structural, in the 
present exhibit, covers more than 100 iron and steel items, and 
that his iron and steel proposals had been left in the same form 
as at the earlier hearing, because the water carriers were wait- 
ing for the Commission decision in the Geneva Steel case. 

Mr. Burley said the 83 per cent increase sought on bever- 
ages was typical of the water rate increases proposed. An 
increase of only 60 per cent was being produced on sulphur, he 
explained in response to a question, because of the accessorial 
charges on the latter. 

Asked by Commissioner Aitchison to list commodities other 
than paper and lumber which would put the ships “full and 
down” southbound, the witness mentioned wood pulp, bulk 
wheat, flour, feed, canned goods, scrap tin, and salmon. “Our 
hope is that with a proper spread between competitive rates, 
we would have a better chance of getting the movement of com- 
modities which we haven’t had for some time,” he said. 


Future of Coastwise Service 


The witness said that whether the coastwise service will 
continue after June 30 is “in the realm of conjecture.” 

“We have been notified the Maritime Commission service 
will cease after that date,” he said. “We have been given the 
alternative of chartering the vessels.” 

Commissioner Aitchison reminded him that there is now 
pending before the House committee on merchant marine the 
question of whether the present Maritime Commission service 
should be continued beyond June 30. 


Pacific Coastwise Testimony 


On the morning of the second day of the hearing, May 29, 
C. R. Nickerson, secretary, Pacific Coastwise Conference, ex- 
plained his 19-page exhibit reflecting proposals of the Pacific 
coastwise water lines with respect to traffic originating or des- 
tined to interior points in California, Oregon, and Washington. 
The exhibit modified the material contained in exhibits intro- 
duced by the witness at the earlier Washington hearing. The 
exhibit showed for 35 commodities the following: 


Rates in cents a 100 pounds from various inland points to the 
Pacific ports, the local rail rate to seaboard, the proposed water rate 
port-to-port, the rail-water combination, incidental costs of wharfage, 
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marine insurance and loading, and the present and proposed all-rail 
rates. 


Mr. Nickerson said he had considered the tariffs of the 
motor common carriers in his proposed all-rail rates. Cross- 
examined by John E. Hennessy, of the Western Pacific Railroad, 
as to his proposed citrus fruit rate from Santa Susanna to 
Portland (present all-rail rate, 72 cents; proposed, 77 cents; 
proposed port-to-port water rate, 49 cents), the witness said 
he did not think the proposed five-cent increase in the rail rate 
would be an important factor in deciding whether the traffic 
remained on the rails. 

When Commissioner Aitchison observed that the water 
carriers had appeared uninterested in citrus fruit at the Wash- 
ington hearing, Mr. Nickerson said that was because of the 
present vessel arrangement, and that the water lines used to 
handle citrus fruit. 


“Why should we raise rail rates on citrus fruit when you 
are not prepared to handle it?” inquired Commissioner Aitchi- 
son. 

“T think the water carriers are entitled to some of that 
traffic,” replied the witness. “When we own the ships, we will 
make the necessary changes to handle it.” 

Commissioner Aitchison suggested the hearing be confined 
to commodities which the ships are prepared to handle. 

Mr. Nickerson replied, in answer to Mr. Hennessy, that in 
building his exhibit he had given no consideration to possible 
third section violations. Mr. Hennessy closely questioned the 
witness on his proposed rates on meal, oil cake; walnuts; and 
plaster. 

“How do you propose to raise rates on plaster from Los 
Angeles to Portland by 17 cents in view of the Commission’s 
decision in the Gerlach case?” he asked. 

“If the decision freezes the rates, there is no possibility of 
increasing them,” replied Mr. Nickerson. ‘‘We would then can- 
cel out our water rates, because we couldn’t afford to handle 
such shipments.” 

The witness replied to Mr. Griffin, for the Department of 
Agriculture, that he had not considered railroad costs of per- 
forming service in his proposed rail rates. 

Commissioner Aitchison observed that the exhibit did not 
show water mileages, nor touch on the consideration given to 
the relationship of rates as to different classes of commodities, 
to see that the initial and resulting rates comply with the inter- 
state commerce act. “That is the principal reason we maintain 
the formula for our proposed water rates of a 50 per cent in- 
crease over the rates of September, 1946, plus the equivalent 
of the Ex Parte 162 increases, to maintain those relationships,” 
replied Mr. Nickerson. 

He said the Maritime Commission had never passed on 
the reasonableness of the water rates; that the water lines are 
parties to the Western Classification; and that the water lines 
maintain a system of class rates which will be put in the record 
as it was, as it is, and as it is proposed to make it. 


Costs of Water Service 


Commissioner Alldredge closely questioned the witness on 
the two exhibits introduced the previous day, showing costs of 
conducting water service to Puget Sound and Columbia River. 
Those exhibits, said the Commissioner, showed the cost in the 
Columbia River service to average approximately $12 a ton, 
with stevedoring averaging $6 a ton, the comparable figures in 
the Puget Sound service being $7 and $4. “Quite a few of your 
proposed port-to-port rates would barely exceed the terminal 
costs at Columbia River ports,” said Commissioner Alldredge. 
“Unless those costs could be reduced, you wouldn’t have a 
chance to make a profit. It wouldn’t yield out-of-pocket ex- 
pense.” 


“True, but we would have a chance to get a group of more 
varied commodities, some at a higher rate per ton,” replied 
the witness. 


“If the record should show,” stated Commissioner Aitchi- 
son, “that many of your proposed rates would still represent 
a loss to you if you got the business, and if we assume that the 
rail carriers are hauling some commodities at a loss, it would 
be a question of telling the railroads to give you a chance to 
share the loss.” 

The witness agreed that the water lines could not expect 
a profit on a rate of 32 cents a 100 pounds ($7.04 a long ton) 
when stevedoring costs at the Columbia River ports are $6.00 
a ton. 

Mr. Burley resumed the stand for cross-examination. He 
told Mr. Hennessy he was unaware of any maximum or mini- 
mum rate orders on the coastal water lines. He said he gave 
no weight to the motor truck competition from California north 
in setting his proposed rail rates. 

On redirect, Mr. Burley said that the volume of cargo han- 
dled does affect the handling costs per ton, and that the aim 
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of the water carriers is to get back to more efficient handling 
of cargoes. 

The witness said the water lines are making no proposal 
at present to adjust their class rates. ‘“We have today a non- 
descript scheme of class rates, which we want to work out 
equitably.” 

He told Commissioner Aitchison the water lines would 
seek, in working out classifications, to reflect the inherent ad- 
vantages and disadvantages of water carriage. The Commis- 
sioner asked if, based on the costs shown in the Columbia River 
service, the net rates do not yield as much as $10 a long ton, 
would the business be profitable. 

“We are trying to arrive at a reasonable rate structure,” 
replied Mr. Burley. “We do not want subsidies, we do not want 
rates designed merely to keep us in business. We want the 
Commission to prescribe reasonable rates. If we cannot com- 
pete, it is too bad for us.” 

The witness agreed with Commissioner Alldredge that, 
even on the added-traffic theory, business at $10 a ton in the 
Columbia River service would not cover “bare-bone’’ costs, 
unless the water lines obtained more volume, and further agreed 
that any proposed rates less than 44 cents a 100 pounds would 
contribute nothing toward continuing water service. 


Testimony of Doyle 


Robert Doyle returned to the stand following the noon 
recess to present the following breakdown of costs per 100 
pounds in the Columbia River and Puget Sound services: 


Columbia River: Vessel expense, 21.3 cents; voyage expense (includ- 
ing terminal costs), 33.9 cents; management costs, 5.8 cents; and char- 
ter hire, 19 cents. 


Puget Sound: Vessel expense, 12 cents; voyage expense, 20.3 cents; 
management costs, 4 cents; and charter hire, 1.2 cents. 


When Commissioner Aitchison pointed out some discrep- 
ancies, the witness agreed to rework the figures. 


Testimony of the Ports 


A number of port representatives then testified to the im- 
portance of the proceedings to port welfare. 

Mr. Helpling, traffic manager, San Diego Harbor Commis- 
sion, presented an exhibit showing the decline in commercial 
tonnage at that port, attributed partly, he said, to the fact that 
on shipments from Arizona for reshipment at the coast, Los 
Angeles has a rate preference of 20.5 cents a 100 pounds. 

Charles A. Bland, port traffic manager, harbor department 
at Long Beach, said that cargo handled over Long Beach 
municipal docks in coastwise and intercoastal traffic during 
1939 amounted to 545,000 tons, of which only 32,062 moved in 
intercoastal traffic; and that in 1946, despite a 90-day long- 
shoremen’s strike, the cargo amounted to 907,285 tons, of which 
only 35,542 tons moved in intercoastal traffic. He added: 


It is vitally necessary to the successful administration and use of 
port facilities of the city of Long Beach that coastwise and intercoastal 
water borne commerce be fostered. The Board of Harbor Commissioners 
is firmly convinced that the revival of and successful operation of water 
borne carriers by private enterprise will be seriously delayed, if not 
entirely thwarted, unless such carriers are placed upon a compensatory, 
competitive basis with rail carriers. It believes that the present condi- 
tions seriously discourage shipping by water carriers and the conse- 
quent use of port facilities, the successful operation and maintenance 
of which is dependent upon an efficient and prosperous domestic ship- 
ping industry. 


Others to testify similarly were M. G. Rouse, secretary, 
Board of Harbor Commissioners, Los Angeles, and Robert K. 
Hunter, traffic manager, Board of State Harbor Commissioners 
for San Francisco harbor. 

The latter said that in 1939 the revenues of the San Fran- 
cisco bay area terminals amounted to almost $4,000,000 in 
various terminal services, of which almost $2,000,000 was for 
coastwise and intercoastal operations, and that in San Francisco 
approximately 15,000 wage earners with an estimated annual 
wage of $30,000,000 were dependent for their employment dur- 
ing aa ae domestic intercoastal and coastwise water trade. 

e added: 


If testimony, as to the rates here involved, by the water carriers 
will be able to show that water-competitive rail rates are unreasonably 
low, and that water rates are by such competition depressed below the 
level at which efficient and adequate water transportation can be oper- 
ated—and I believe this is the case—then the revival of coastwise and 
intercoastal water transportation is impossible until a reasonable rate 
structure is established. 


Shippers Oppose Rail Increases 


Malcolm Meyer, traffic manager, Certain-teed Products 
Corporation, Richmond, Calif., also representing other manu- 
facturers of asphalt roofings, described the proposed rail rate 
from San Francisco to Seattle as representing a 31 per cent 
increase over the present rate. He explained that, while at 
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present the roofing plants can sell their entire output within 
areas close to the plants, that the proposed rates would. be 
detrimental to the California plants in the long run by depriv- 
ing them of long established markets in Oregon and Washington. 

Fred H. Tollen, representing the Northwest Produce Asso- 
ciation, Seattle, said that “we have proof that the water lines 
are not capable of handling citrus fruits. Since the war the 
boat lines maintain rates to Portland and Seattle 31-33 cents 
cheaper than the rail rates, yet not one case of fruit moved. 
It is now proposed by the water lines to cut the difference to 
22 cents from the. port, and 18 cents from the interior. That 
difference won’t achieve what the 31-33 cents difference failed 
to achieve.” 

An additional factor working against the water carriers, 
he said, is the 10-day transit time via water from Los Angeles 
harbor to the northwest, as against a rail schedule of five days. 
The water proposal, he said, would only add to the rail freight 
bill and would throw citrus fruit to peddler operators in Ore- 
gon. The witness also spoke against the proposal to raise rates 
on bags of soda ash. } 

Cross-examined by water carrier counsel, the witness said 
he —# not know what happened to the rail rate on citrus fruit 
in 1934. 

Harold T. Stoddard, traffic manager, Soundview Pulp Co., 
Everett, Wash., and F. M. W. Van Schaik, traffic manager, 
Everett Pulp & Paper Co., Everett, took the stand to oppose 
any further increase in rail rates. Mr. Van Schaik said he had 
nothing to say on the proposed increase in water rates. 


Paper and Paper Products 


The remaining witnesses May 29 represented the paper and 
paper products companies in the Pacific northwest. The Port- 
land Traffic Association, Portland, Ore., through a representa- 
tive testified that, for five Portland paper mills, the proposed 
water and rail rate increases to San Francisco, Los Angeles and 
San Diego, Calif., would add $391,547 annually to the trans- 
portation costs, an increase of approximately 80 per cent over 
present rates on newsprint, toilet tissue, pulpboard and wood- 
pulp. The proposed rail rate to Los Angeles is 67 cents a 100 
pounds, an increase of 30 cents, or $6.00 a ton. 


Hearing on Memorial Day 


At the start of the May 30 hearing, Commissioner Aitchison 
made a brief statement on the necessity of continuing the hear- 
ing that day, rather than joining in paying tribute to the dead 
of the nation’s armed forces. 


Position of Sugar Interests 


The remainder of the day was devoted to testimony of a 
number of shippers’ representatives, almost all of whom op- 
posed any increase in either rail or water rates involved in the 
proceedings. 

John G. Breslin, general traffic manager, California & Ha- 
waiian Sugar Refining Corporation, San Francisco, presented 
a statement and two exhibits, showing market competition in 
the territory involved, and transportation competition from 
Hawaii direct to destinations in Oregon and Washington and 
via Crockett, Calif., to the same destinations. Should the rates 
from Crockett be increased, his company would move sugar 
directly from Aiea, Hawaii, to Portland and Seattle, depriving 
both rail and water lines of the present movement from Crockett 
to the northwest, he said. 

Mr. Breslin said his company was in competition with two 
northwestern plants, at Toppenish, Wash., and Myssa, Ore. 
“Any freight differences in their favor works directly to our 
disadvantage,” he said, adding: 


If the differences proposed by the water carriers in the case become 


effective, the rail lines would get no sugar between San Francisco and 
Portland. 


Lowe Siddons, traffic manager, Holly Sugar Corporation, 
Colorado Springs, Colo., adopted Mr. Breslin’s testimony as to 
the competitive situation, stating that “in view of this we do 
not see how either rail or water rates can be increased in any 
substantial amount without loss of the sugar traffic.” 

H. L. Ansell, general traffic manager, Utah-Idaho Sugar 
Co., asserted that when things “become normal,” off-shore re- 
fined sugar will move to the coast ports from Hawaii and the 
Philippines, and “the higher the rates from San Francisco to 
the northwest, the more off-shore sugar will come in.” 


The economy of the northwest is based on converting raw 
materials to produce like canned goods and sugar, which can 
bear the freight rate to distant markets, he said. Mr. Ansell 
took a neu position on the proposed rate increases. 

E. L. Fisher, traffic manager, Amalgamated Sugar Co., 
stated that if rail rates are increased to northwest ports, more 
sugar would move by trucks. 


Washington Farm Cooperative 
L. L. Bates, traffic manager for the Washington Coopera- 
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tive Farmers Association, Seattle, entered a prepared statement 
indicating he was appearing on behalf of 30,000 farm families 
in opposition to the water carriers’ application. His statement 
said in part: 


We are very much opposed to these interim rate increases insofar 
as affecting rail rates solely for the purpose of affording the water 
carriers an opportunity to increase their rates, because they are not 
justified based on the Commission’s findings in Ex Parte 162; they lead 
to permanency; and while the commodities listed for interim increases 
are limited in number, the water carriers have indicated they are only 
a forerunner to all other traffic commodities. We are raising no objec- 
tions to the water carriers’ raising their rates> 


Boxboard and Flour 


R. O. Burnett, representing the Pacific Paperboard Co., 
Longview, Wash., asserted that the proposed rail rate increase 
would dry up the traffic. “In some cases the increases would 
represent a 100 per cent increase over the rates in effect on 
June 30, 1946. We vigorously oppose any attempt to increase 
the present rates. We do not use the water service, and do not 
care what the water rate is so long as it does not affect the rail 
rate. There is truck competition for the traffic. We have our 
own trucks and will use them to haul waste paper and boxboard 
if these increases become effective,” he said. 

F. W. Fullerton, traffic manager, Fisher Flour Mills Co., 
Seattle, appearing for the North Pacific Millers’ Association, 
presented a statement and exhibit emphasizing three points: 


That the proposed water rates would be in excess of the rail transit 


balances and consequently would not attract tonnage to the Pacific 
coastwise water carriers. 


That the proposed all rail port-to-port rates would be far in excess 
of the maximum rates applying from and to the same points. 

That the present maximum rates from Washington, Oregon, north- 
ern Idaho and Montana have been reasonably related to the rates from 
southern Idaho and Utah to California, and these rates cannot be dis- 
turbed without disruption of the relationship of grain and grain prod- 
ucts rates throughout the western district. 

J. H. Morrison, Public Utilities Commission of California 
took the same position that a representative of that body had 
expressed in the intercoastal cases, namely, no opposition to an 
increase in rail rates which are shown to be unduly low under 
normal tests of reasonableness, exclusive of water competition. 
“We strenuously object to increasing the rail rates for the ex- 
press purpose of permitting comparable increases by water 
lines,” he said. 

Thomas R. Speakman, transportation supervisor, Owens 
Illinois Glass Co., San Francisco, appeared in opposition to all 
proposed changes in rates, though “not altogether opposed to 
the increase in minimum weights proposed by the water lines. 
. .. Operators of our California plants would be seriously handi- 


capped by the proposed increases, and could not pass them on to 
customers,” said he. 


Pulp and PulpboOard 


A. M. Cloninger, traffic manager, Longview Fibre Co., 
Longview, Wash., said his plant produced 175,000 tons of pulp 
annually, most of which was made into pulpwood and converted 
into shipping containers. The company ships 100,000 tons to the 

alifornia market annually, paying total freight charges ex- 
ceeding $1,000,000, 95 per cent of the traffic moving via rail. 
Water service was succeeded by rail service in the early 1930’s 
because the latter is more satisfactory, dependable, swifter, 
offers better handling, and is preferred by customers, said Mr. 
Cloninger. He said rising freight costs may cause his company 
to construct a corrugated box plant in Los Angeles, thus elimi- 
nating the movement from Longview to California. The only 
result of the present proposals, he said, would be to add new 
rail freight charges on shipments to California, the penalty 
amounting to $750,000 annually. 


Dried Fruit Association 


John A. O’Connell, appearing for the California Dried Fruit 
Association, said the organization is opposed to any increases 
in present rate rates on dried fruits between California and the 
northwest, believing that present rates are on a very high level, 
particularly in view of the average. carloadings, which run 
about 15 per cent above the minimum weight of 70,000 pounds. 

In cross-examination, Mr. Hennessy brought out, as he did 
with many other witnesses, that the commodity under discus- 
sion was susceptible to movement via truck. Mr. O’Connell, on 
behalf of his own plant, Rosenberg Bros. & Co., opposed the 
proposed increases on brewers’ rice, dried beans ana edible 
nuts, all heavy-loading commodities, he said. 


California Canners 


Irving F. Lyons, for the Northwest Canners Association 
and the Canners League of California, said both organizations 
oppose any increase in rail rates on canned goods “because 
rates have already been increased 20 per cent in Ex Parte 162, 
and that case should not be reopened. We have no objections 
to increases in water rates.” 
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H. Brown, secretary and traffic manager, Parafine Com- 
panies, Inc., San Francisco, began to testify on plasterboard, 
but withdrew when Mr. Geary stipulated on behalf of the water 
lines that plasterboard was not involved in the present pro- 
ceedings, “though it may be subsequently.” 

A. B. Costello, Chicago, general traffic manager, Morton 
Salt Co., opposed any increase in the rail rate beyond that 
granted in Ex Parte 162, and said the Leslie Salt Co. concurred. 
Both companies have salt plants in Frisco Bay, shipping from 
there to Oregon and Washington. 


Position of Steel Mills 


H. M. Daschbaugh, Columbia Steel Co., a subsidiary of 
U. S. Steel, with plants at Pittsburgh and Torrance, Calif., 
testified that present rail earnings, as shown in his exhibits, 
“are fully compensatory and should not be increased.” The 
witness cited several examples of other rail rates on iron and 
steel in other sections of the country to disprove, he said, the 
claim of the water carriers that the present rail rates are 
unreasonably low. When he cited the rail rate from Galveston, 
Tex., to New Orleans, Commissioner Aitchison asked him if 
the rates weren’t competitive with the water rate via the Inter- 
coastal Canal, and similarly questioned him on water competi- 
tion to the cited rail rates from Chicago to Galveston and from 
Granite City, Ill., to Dallas, Tex. . 

The witness said his company competes in the northwest 
with the Bethlehem plant at Seattle, with eastern firms, and in 
pre-war days faced foreign competition. “The higher you get 
our rates from southern California to the northwest, the more 
the movement will be reduced,” he said. “Rail rates here have 
little relationship to water rates. We would have the same rail 
rates without water competition, because the rates are based 
on the competitive situation within the industry.” 

A. P. Heiner, general traffic manager, Kaiser Co., Inc., 
operator of the Fontana Steel Co., Fontana, Calif., said he 
opposed the proposal of the steamship lines to increase rates 
from Fontana to the northwest either by rail or rail-water. 
“For our rates to be competitive, we think the rate increases 
made since last June 30 will have to be eliminated,” he said. 

His exhibit showed that the steel rate from Fontana to 
Portland was 47.5 cents a 100 pounds on June 30, 1946; 67.5 
cents at present; 72 cents proposed, with rates of competitors 
lower than that. Mr. Heiner added: 


We shipped 32,269 net tons of steel products from Fontana to 
Oregon and Washington in 1946, all but 500 tons moving directly by 
rail. We undertook in February, 1946. to route a share of the traffic 
via water, but strikes, the undependable service and the steel shortage 
made us decide to keep the traffic on the rails. We feel steel is traffic 
the water lines could handle. They could get part of our movement, 
depending upon their rates and service. 


Commissioner Aitchison said during the recess that there 
will possibly be a prehearing conference in the Geneva Steel 
case, in Denver, the first week in August, but that arrangements 
must still be made. 

The last witness May 30 was S. Charles Knight, assistant 
general traffic manager, Permanente Metals Corporation. op- 
posing the rail rate increases on common lime from northern 
California origins to Portland and Seattle as proposed by the 
water carriers. “The pronosals uvset the historical reasons for 
the grouping of the northern California lime producing origins 
at the same level of rates .. . and would give certain mills an 
advantage over others.” he said. “The proposal gives no weight 
to the market comnetition from other major lime producers 
located at Evans. Wash., and Blubber Bav, B. C., from which 
origins the present rates are substantially lower than rates 
Proposed bv water lines for rail movement from northern 
California. Increase in any rates from northern California lime 
mills would result in diverting this traffic to northern mills, 
consequently both the rail and water carriers would lose rather 
than gain revenues.” 


Closing Day of Hearing 


The testimony of Harry Bridges, president, C. I. O. Inter- 
national Longshoremen and Warehousemen’s Union, and of 
— = witnesses highlighted the closing day of the hearing, 

ay 31. 

Mr. Hennessy on the previous day had moved to have the 
fourth section features of the proceedings separated and heard 
at a later time, on grounds that the rail carriers had not suf- 
ficient time to prepare the case, and that the orders of the 
Commission were not clear. Commissioner Aitchison announced 
that the two Commissioners conducting the hearing had no 
authority to pass on the motion, were present to hear the 
proceedings, and would proceed subject to notice. He suggested 
that if parties felt unable to present testimony, they should 
Say so upon the record. 

Mr. Bridges read a long prepared statement, in which he 
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opposed any rate increases proposed by the water carriers. 
Many costs of shipping are too high, he said. “The shipping 
industry should mechanize and modernize its cargo handling. 
The output per man hour has not changed in ten years. Until 
handling methods within the ship are improved, it will be 
difficult to reduce costs.” 

Commenting on the longshoremen’s dispute in San Fran- 
cisco, the witness said that in the current negotiations with 
the ship owners, the union had sought to extend the working 
agreement for another year, at the old wage rate, with a wage 
review next December, but that the ship owners had refused 
and were demanding concessions from the union. He added: 


The strike scheduled for June 15 can be avoided if the owners 
agree to arbitrate everything, and the ships can be kept in operation. 
The union has sought for years to reduce operating costs, by reducing 
night work, and work after eight hours. The employers have refused 
to make changes, Instead of appearing here to ask for rate increases, 
= — owners should spend more time in seeking stable labor 
relations. 


Mr. Bridges said that the ship owners had, during the war, 
sold their old ships at good prices and received new ships from 
the government, and that many of the ship owners were indus- 
trialists and only operated the ships as a sideline. He with- 
drew the statement when Commissioner Aitchison explained 
that the record showed no new vessels were in use and that 
procedings were concerned only with the Pacific coastwise 
service. Mr. Geary said that none of the ship owners in that 
service had received new vessels. 

Cross-examined by Mr. Geary, Mr. Bridges said there had 
been three longshoremen’s strikes on the Pacific coast since 
1934—in 1937, 1939 and in the fall of 1946, in addition to sev- 
eral hundred stoppages lasting up to five days. “The industry 
has overplayed its hand,” stated the witness. “It has talked so 
much about strikes and labor trouble that the shippers are 
beginning to believe it. The west coast shipping industry had 
a better record as to freedom from labor disputes, from 1940 
to 1946, than any other comparable industry.” 

Mr. Bridges said that lift trucks and pallets should be 
widely used in the holds of ships. “Years ago I sailed in sailing 
vessels, and packed sacks.on my back into the far corners of 
the hold—and damn it all, we do it yet,” he said. 

Shown by Mr. Geary the exhibits as to the losses sustained 
by the water carriers in eight round voyages this year in the 
Puget Sound and Columbia River services, Mr. Bridges said, 
“on the basis of these exhibits I don’t see what the ship owners 
are doing in business.” 

Asked the proportion of stevedoring costs paid for time not 
worked, the witness said that 15-20 per cent of the time the 


men were idle “but it is not the fault of the men nor of the 
union.” 


Railroad Testimony 


__ M. E. Boyd. assistant freight traffic manager, Western Pa- 
cific Railroad; George B. King, general freight agent, Seattle, 
Great Northern Railway; and H. C. Hallmark, freight traffic 
manager, Southern Pacific Lines, were placed on the stand by 
Mr. Hennessy to conclude the testimony by the seven railroads 
involved in the proceedings. 

Mr. Boyd presented four exhibits: One illustrating short 
and long operating routes and mileages; one of 10 pages show- 
ing the rail-proposed rail rates from and to points in Wash- 
ington, Oregon and California, and the per car and per mile 
earnings for 42 commodities; one showing comparative present 
rates on a representative list of commodities; and a one-page 
exhibit showing for each of the seven railroads the average 


Jength of haul, and the average earnings per car mile and per 
ton mile. 


: He answered Mr. Geary that the exhibit depicting the go- 
ing rate structure in Pacific coast territory referred to com- 
modities not discussed at Washington nor involved in the pro- 
ceedings, introduced merely to show a general picture of the 
rate structure. “The earnings from such present rates com- 
pare favorably with the earnings resulting from the rates pro- 
posed by the rail carriers,” said the witness. 


.., He testified as to the market competition on coffee, fer- 
tilizer, sugar, glassware, lime, oil cake and meal. and sulphur, 
in the three Pacific coast statés, and commented briefly on the 
dislocation of industry resulting from recent rail rate increases, 
and on truck competition. 


: Mr. King said a railroad investigation shows that several 
industries have developed plants in the Pacific northwest which 
produce commodities which have hitherto moved in volume to 
that area from California points. He named a number of such 
plants, producing alcohol, asphalt, glassware, roofing paper, 
silicate of soda, and sugar. 

Mr. Hallmark presented several exhibits, one of which 
showed the differentials proposed by the rail lines and water 
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carriers at the original hearing in fourth section application 
No. 13457 et al. for application on representative commodities 
between San Francisco and Portland and Seattle; the differ- 
entials prescribed by the Commission in fourth section order 
No. 10425 dated July 10, 1930; and the differentials proposed 
by water carriers in the instant proceedings, the latter pro- 
posals being substantially higher than the former. 

Commissioner Aitchison announced that oral argument in 
the Pacific coast cases will begin June 13 before the Commis- 
sion in Washington, D. C., the day following oral argument in 
the intercoastal and transcontinental cases. 


House Committee Issues Report 
on Rail Debt Adjustment Bill 


In its report on H. R. 2298, the Wolverton bill to amend 
the interstate commerce act so as to enable railroads in finan- 
cial difficulties to adjust their debt structures, under stated 
conditions, without resort to bankruptcy proceedings in the 
courts, the House interstate and foreign commerce committee 
said that the bill provided a procedure whereby voluntary reor- 
ganizations might be less expensively accomplished, subject to 
approval of the Commission, with proper safeguards and with 
the maximum of protection for the public, railroads, and in- 
vestors (see Traffic World, May 31, p. 1734). 

The committee report became available June 3. The bill 
frequently has been referred to as “the Mahaffie bill,” since 
Commissioner Mahaffie, of the I. C. C., first proposed it, to the 
79th Congress. It would add to the interstate commerce act 
a new section 20b. 

Under its provisions, as summarized in the committee re- 
port, railroads not in bankruptcy or receivership may, under 
certain specified conditions, with the Commission’s approval, 
alter or modify their obligations (bonds, debentures, or other 
evidences of indebtedness; or mortgages, indentures, or other 
like instruments under which obligations have been issued or 
by which obligations are secured) with the assent of the holders 
of 75 per cent of such obligations. 

“The purpose of the legislation,” said the committee, “is 
to aid in assuring the continuity of sound financial condition 
of railroads, by enabling them, so far as possible, to avoid 
prospective financial difficulties, inability to meet debts as they 
mature, and insolvency. It will aid in preventing the deteriora- 
tion of service and the interruption of employment which the 
threat of financial difficulties inevitably brings. The legisla- 
tion is in aid of carrying out the national transportation policy 
heretofore adopted by the Congress, and the bill contains a 
declaration to that effect.” 

The committee said that, with the expiration of the Mc- 

Laughlin act (extending Chapter XV of the bankruptcy act) 
in 1945, there was now no procedure under which a railroad 
facing difficulty in meeting a maturity or in paying heavy inter- 
est charges might voluntarily adjust its financial structure on 
a business basis, and that the only existing alternative was 
receivership or section 77 bankruptcy “with their attendant 
elaborate, expensive, and time-consuming proceedings, and the 
accompanying moratorium.” 
; “The procedure afforded,” said the committee, “will permit, 
in appropriate cases, attainment of the greater flexibility of 
more modern indentures in such matters as operation of sinking 
funds, call and redemption before maturity, sale and substitu- 
tion of property under the mortgage, and otherwise.” 


Importance of Railroads 
In further discussion, the committee said, in part: 


While the railroad industry is privately owned, perhaps no other 
industry is affected with a greater degree of public interest. In capital 
invested and revenues it is among the largest in the nation; in impor- 
tance to the nation in both peace and war, it is the first. The American 
people collectively have a tremendous personal financial interest in the 
railroads; they have an even greater interest in the continuity of effi- 
cient and adequate transportation of service the railroads provide. 
These interests will be better protected by the assistance to continuity 
of sound railroad financial structures provided by this bill. 

The railroads have just been through a period of expanded revenues 
and earnings occasioned by the war traffic which they handled so effi- 
ciently and expeditiously. They now are faced with declining revenues 
and increased costs. Testimony was offered that during the first two 
months of this year out of 126 Class I railroads, 39 had a deficit in net 
income, compared with 35 in 1946 and 26 in 1945. While it should not 
be inferred that all of these railroads will necessarily have to adjust 
their obligations, at least the possibility exists that some may have to 
do so, and some may soon be in such extremity. . 


Provisions of Bill Explained 


The new section 20b contains carefully worked out procedural and 
substantive safeguards to protect the interests of persons affected by 
proposed alterations or modifications of obligations or instruments. 

Before a proposed alteration or modification may be submitted to 
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the holders of the class of obligations involved, for approval of such 
holders, the Commission must hold a public hearing, and must make a 
finding that the proposed alteration or modification— 

(1) is within the scope of the new section 20b; 

(2) will be in the public interest; 

(3) will be in the best interests of the carrier, of each class of its 
stockholders, and of the holders of each class of its obligations affected 
by such modification or alteration; and 

(4) will not be adverse to the interests of any creditor of the 

carrier not affected by such modification or alteration. 
When the Commission has made such a finding, the proposed altera- 
tion or modification (subject to such terms, conditions, and amend- 
ments as the Commission may have prescribed as just and reasonable) 
will be submitted by the carrier to the holders of each class of its 
obligations affected, for acceptance or rejection by such holders, All 
communications, advertisements, or similar material, and all financial 
statements, used in soliciting assents or opposition, must be submitted 
to the Commission for its approval as to correctness and sufficiency of 
the material facts stated. 

The Commission will not be authorized to enter an order approving 
the proposed alteration or modification unless it finds that it has been 
assented to by the holders of at least 75 per cent of the aggregate 
principal amount outstanding of each class of obligations affected (or a 
greater percentage, as determined by the Commission, where 75 per 
cent thereof is held by fewer than 25 holders). Any such approval 
is to be subject to the terms and conditions, and with the amendments, 
prescribed by the Commission as just and reasonable. 

Any person adversely affected by an order of the Commission under 
the new section 20b will have the same full and adequate opportunity 
to obtain judicial review of such order which is available under present 
law in the case of other orders issued by the Commission under the 
interstate commerce act. It is therefore unnecessary to include specific 
judicial review provisions in the new section. 


The committee said that it had been suggested that a ques- 
tion might exist as to the validity of H. R. 2298 from the 
standpoint of the incidental effect it might have on existing 
contractual obligations. 

“It seems clear that the bill is not subject to successful 
attack on that ground,” it continued. “The prohibition against 
impairing the obligations of contracts (Constitution, Article I, 
sec. 10) runs in terms against the states and not against the 
federal government: While the Fifth Amendment bars 
arbitrary action by Congress having the effect of impairing 
the obligation of contracts, federal legislation having the collat- 
eral or incidental effect of impairing existing contracts has fre- 
“quently been sustained. . . . The provisions of the bill should 
without question prevail over any challenge under the due- 
process clause.” 


' CARRIERS AND FORWARDER OWNERSHIP 


Representative Lea, of California, has introduced H. R. 
3692, to amend the interstate commerce act with respect to 
ownership or stock interest in freight forwarders, so as to per- 
mit, subject to approval by the Commission, the holding of a 
financial interest in or the leasing of, a freight forwarder by 
officers, employes or agents of rail, motor or water carriers. 

Under existing provisions of section 411(c) of the act, such 
relationships of carriers to forwarders are prohibited. The Lea 
hw would amend subsection (c) of section 411 to read as fol- 
Ows: | 


““(c), After July 1, 1947, it shall be unlawful for any director, 
officer, employe, or agent of any ccinmon carrier subject to Part I, 
II, or III of this act or of any person controlling, controlled by, or 
under common control with such a common carrier, in his or their own 
personal pecuniary interest, to own, lease, control, or hold stock in, 
any freight forwarder, directly or indirectly, unless such ownership, 
lease, control or holding shall have been authorized by order of the 
Commission, upon due showing, in form and manner prescribed by the 
Commission, that neither public nor private interests will be adversely 
affected thereby, but this subsection shall not forbid or preclude the 
holding of a director’s qualifying shares of stock from which no per- 
sonal pecuniary benefit is derived by the holder.’’ 


APPROACHES TO TOLL BRIDGES 


Representative Welch, of California, has introduced H. R. 
3686, to permit allocation of funds under the federal highway 
act for the construction, reconstruction or maintenance of high- 
way approaches to any existing toll bridge which (1) is a part 
of the strategic network of highways, (2) is located in whole or 
in part on U. S.-owned lands, (3) was constructed and is owned 
maintained and operated by the highway department of any 
state or by a local governmental agency without provision for 
it to become a free bridge, and (4) because of the inadequacy 
of the highways which serve as approaches to it, does not effi- 
ciently serve the national interest. 


TRUMAN SIGNS LOCOMOTIVE BILL 


President Truman has signed H. R. 2123, the bill to fix the 
compensation of locomotive inspectors of the Bureau of Loco- 
motive Inspection of the Commission. 
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Senate Subcommittee Continues Its 
Hearings on Rail Reorganization 


Opposition to portions of the legislation or request for 
exemption from certain of its provisions were offered by some 
railroads undergoing reorganization proceedings as the Reed 
Senate subcommittee resumed hearings on S. 249, which would 
make available a method of railroad reorganization without 
going into bankruptcy courts, and amendments thereto proposed 
by Senators Reed and Myers which would extend this principle 
to roads now in a process of reorganization. 

H. J. Wells, vice-president and general counsel of the New 
Haven railroad, observing that that road had been in reorgani- 
zation proceedings for more than 11% years, said the New 
Haven believed that if the proposed legislation were to be 
passed it would set at naught all that had been accomplished 
in the New Haven proceedings and would again delay the 
reorganization which, he said, was about to be completed. He 
said proceedings with respect to the New Haven reorganization 
plan would, in the words of the bill, “be forthwith suspended 
and discontinued” so that the road could not be reorganized 
under section 77 of the bankruptcy act. It was the New Haven’s 
considered opinion, he said, that the road could not be reorgan- 
ized under the bill. 

A reorganization committee was now preparing to put the 
reorganization plan into effect, said Mr. Wells, adding that all 
that now stood in the way of a consummation was the fact that 
certain Old Colony railroad bondholders and Boston Terminal 
Co, bondholders had filed petitions for writs of certiorari with 
the Supreme Court of the United States asking for a review of 
the action of the U. S. Circuit Court of Appeals in affirming a 
district court confirmation of the plan. 

There were approximately 20,000 holders of New Haven 
stock, said Mr. Wells, adding that the proposed legislation 
appeared to be essentially for their benefit. He said there were 
well over twice as many persons interested in the protection of 
the bonds as were interested in the stock, and that the bond- 
holders’ investment was much greater. 


No Equity Seen for New Haven Stockholders 


George T. Carmichael, New Haven vice-president, said 
many proponents of the bill before the Senate committee had 
claimed that it should be passed because of the large war-time 
earnings and the great increase in assets of various roads under 
reorganization, and that statements had been made that there 
was sufficient cash on hand to pay off senior mortgages and 
leave some equity or even full equity for stockholders. This, 
he said, was not the situation as far as the New Haven was 
concerned. 

Mr. Carmichael offered figures which he said clearly indi- 
cated that there was no equity for the stockholders of the New 
Haven railroad and said he did not see how the proposed legis- 
lation could “pump any value into the property either by antici- 
pated earnings or increase in the value of the assets.” 

“It is regrettable that this is the situation,” he said. ‘It 
is hard fact, however, for which neither the present manage- 
ment nor the Interstate Commerce Commission can be held 
responsible, but which must be taken into account on any plan 
of reorganization, whether voluntary or involuntary.” 


James Lee Loomis, chairman of the board of directors of 
the Connecticut Mutual Life Insurance Co. of Hartford and a 
New Haven trustee, said the bill appeared to him as being 
unsound in principle with far-reaching implications that might 
cause more difficulty in the future than that which the bill was 
now calculated to remove. He said the judicial denial of equities 
alleged to exist might be no more unfortunate than to assume 
by statute the presence of equities that did not exist. 


Mr. Loomis said the findings of the Commission approved 
by the federal courts were “at least presumptive evidence that 
the plans approved are fair and equitable,” and added: 


The bill in effect substitutes the Congress for the courts of last 
resort in overruling findings of fact reached by a procedure our form 
of government has consistently followed from the beginning. The in- 
ference of judicial error on the part of the Interstate Commerce Com- 
mission or the United States courts covering the cases within the bill 
in their findings of no equity does not warrant Congress assuming a 
clear judicial function. 


Mr. Loomis said that to turn the management over to stock- 
holders having no financial stake in the property was unwise 
in the public interest, and unjust to the creditors who had 
the entire interest. 

“If this bill passes, I shall despair of ever realizing the 
hope of living to see the New Haven reorganized,” said Mr. 

omis, 

On questioning by Senator Reed,.Mr. Loomis said that he 
Stated opinions and that they were argumentative. He also said 
he thought the New Haven bankruptcy proceedings were the 
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most complicated of their kind before the courts. Senator Reed 
ree that in equity proceedings he would “nominate the Sea- 
oard.” 


Robert J. Fletcher, general counsel of the Boston & Maine, 
said that railroad was very much in favor of the proposed sec- 
tion 20b which S. 249 would add to the interstate commerce 
act. He advocated passage of the bill with amendments that 
would have the effect of expending the legislation’s scope so 
as to cover the voluntary reorganization of the stock structure 
of a railroad as well as the voluntary adjustment and modifica- 
tion of its debt, “under the same conditions and with the 
same safeguards as are provided in the present draft with 
respect to modification of debt.” 

Thomas Mayhew Cunningham, of Savannah, Ga., counsel 
for M. P. Callaway, trustee of the properties of the Central 
of Georgia Railway Co., in bankruptcy under section 77, said 
that under S. 249, as proposed to be amended, there was no 
provision for the issue of new stock and the surrender of the 
old stock, and that if bankruptcy proceedings of the Central 
of Georgia were dismissed, it was a problem as to what. dis- 
position could be made of the capital stock. Reviewing the 
situation with respect to the road’s three leased lines and men- 
tioning the burden that would continue to be thrown on the 
corporation, Mr. Cunningham said the fact that the leased lines 
had all agreed to accept the provisions of a plan looking to the 
merger of the properties was an important reason for the 
railroad being allowed to remain in bankruptcy under sec- 
tion 77, and to carry out the plan of reorganization to which 
the leased lines had agreed. 

Mr. Cunningham said the company considered none of the 
reasons on which the proposed amendment was predicated was 
applicable to its situation and that it should be excepted from 
the act. If it were not preferable to eliminate it by name, he 
said, the elimination could be accomplished by an amendment 
of 20 (c) (1) which he suggested. 


C. of Ga. Trustee Testified 


M. P. Callaway, trustee on behalf of the Central of Georgia, 
observing that that railroad was within the terms of the bill 
requiring discontinuance of bankruptcy and reorganization pro- 
ceedings in the United States court, said he was present to 
present facts showing that it should be exempted under the 
proposed legislation. He said Central’s request for exemption 
was based on the fact that its situation differed materially 
from those of the railroads reviewed in the Wheeler-Reed 
reports, on which, he said, S. 1253 in the last Congress was 
based, and on which H. R. 3237 and S. 249 were largely predi- 
cated. One material difference, he said, was that in the Cen- 
tral’s case there were no stockholders whose interest was to be 
considered. 

Mr. Callaway said his road believed the probabilities for 
consummation of the Central’s reorganization plan in a reason- 
ably short time were very bright, and that to discontinue the 
proceedings under section 77, and attempt to go forward under 
H. R. 3237, or under S. 249, would cause much delay, and 
not result in any material changes in the plan. 

W. R. C. Cocke, counsel for the Seaboard Air Line Railroad 
Co., made a statement on behalf of the Seaboard as to the 
effect of S. 249 on the reorganization of the Georgia, Florida 
& Alabama Railroad Co., a Seaboard subsidiary. In its present 
form, he said, S. 249 would completely nullify the pending 
reorganization of the G. F. & A. He said the only interest that 
could possibly benefit would be speculative purchasers of 
$1,000,000 of first preferred stock for $5,000. 

“Nothing would be gained,” said Mr. Cocke, “by a nullifica- 
tion of the present reorganization proceeding of the G. F. & A. 
through S. 249 and it is respectfully submitted that the bill 
should be amended to exclude such a situation from the purview 
of the bill.” 

Mr. Wells, of the New Haven, and Senator Reed embarked 
on a lively discussion when the senator stopped the reading of 
Mr. Wells’ prepared statement to question his assertion that 
the bill “attempts to create an artificial equity for stockholders 
where no such equity exists in fact.” 


Senator “Resents” Witness’ Statement 


Senator Reed said the bill did not do anything of the kind 
and insisted on knowing where there was anything in the bill 
like the quoted passage. 

“It does not say so in words, but that is the effect of it as 
applied to the New Haven proceedings,” said Mr. Wells. 

Senator Reed then asked, “Are we proposing a deception 
of the people?” Mr. Wells replied, “If this bill is applied to 
the New Haven proceedings, that is right.” Senator Reed said 
there was no such thing and that he “categorically and em- 
phatically and vigorously” denied and objected to any imputa- 
tion of that kind against the Senate committee, He said that 
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on Mr. Wells’ “basis and assumption” the whole Congress was 
engaged in an attempt at deception and that he resented that. 
Mr. Wells insisted he was giving only facts in the New Haven 
case and said he did not want the senator to get the impression 
he was in any way impugning your motives in connection with 
the bill.” Senator Reed said he would stop Mr. Wells’ testimony 
again if he made any more statements of the same kind. 


J. Harlin O’Connell, representing a group of general mort- 
gage bondholders of the New York, Susquehanna & Western 
Railroad, now in reorganization under section 77, said that 
S. 249, as it now read, would apply to the Susquehanna. He 
said he did not oppose the purposes intended to be accom- 
plished by the bill, but was appearing to point out to the com- 
mittee that it would not be in the public interest to include the 
Susquehanna within the provisions of the bill and to suggest 
that the bill be amended to exclude that railroad from its 
effects. After detailing the company’s stock situation and as- 
serting that the Erie Railroad owned a preponderant share of 
the Susquehanna’s common and preferred stock, Mr. O’Connell 
said that under the bill as now drawn, control of the Susque- 
hanna would be returned theoretically to the Erie, but that 
under certain provisions of the proposed amendments the Erie 
would be unable to vote its stock and “actual control of the 
road would then pass to unknown and, perhaps, non-existent 
stockholders owning .014 per cent of the common stock and .003 
per cent of the preferred stock.” 


Suggests Amendment 


Mr. O’Connell said that by a juggling of accounts and by 
reason of unfair operating contracts and agreements the Erie 
had accumulated an alleged claim against the Susquehanna of 
approximately $7,000,000 at the time Susquehanna’s reorganiza- 
tion petition was filed and that by virtue of the claim Erie 
attempted to continue its control of the Susquehanna. He said 
the Susquehanna trustee was able to settle the entire claim of 
the Erie for $250,000 and as a part of the settlement recaptured 
an important and valuable line of road along the west bank 
of the Hudson River. Mr. O’Connell suggested the following 
amendment: 


The provisions hereof shall not apply if no objections to a plan 
of reorganization certified to the court by the Interstate Commerce 
Commission shall have been filed by any stockholder of the debtor 


* within the time limit by law or the order of the court. 


Henry K. Norton, of New York, sole trustee in charge of 
the Susquehanna property, said representatives of the holders 
of junior bonds had requested that the road, now undergoing 
reorganization proceedings, be exempted from the provisions 
of S. 249 and had requested him to present certain history of 
_the reorganization. He said the Susquehanna, in 1897, 26 years 
after it commenced operation, was leased to the Erie which at 
once arranged for the exchange of its stock for Susquehanna 
stock, and that it was operated as a part of the Erie system 
until 1937, when the reorganization petition was filed. He said 
the obvious purpose of the Erie in placing the Susquehanna in 
reorganization was to free the road from as many of its obli- 
gations as possible and thereafter to resume its operation as 
a part of the Erie system. 

Mr. Norton said it seemed apparent by a mere statement 
of the legal relations between the Erie and the Susquehanna 
that to terminate the Susquehanna trusteeship as provided in 
the bill, would be to hand the Susquehanna back to the Erie 
“lock, stock and barrel” and thus enable the Erie to realize 
the purposes disclosed in its original 1938 plan of reorganiza- 
tion. This, he said, would seem to be the exact opposite of 
the announced purpose of the bill, namely, to protect public 
security holders against loss in reorganization proceedings. He 
said that in the case of the Susquehanna the public was repre- 
sented not by the stockholders but by the junior bondholders. 
Mr. Norton offered two suggested amendments for exemption 
of the Susquehanna and other railroads that might be in a 
similar situation, from the provisions of the bill. 


Seatrain’s Position 


Wilbur La Roe, appearing for Seatrain Lines, Inc., in con- 
nection with the Susquehanna phase of the hearing, said the 
position of Seatrain was that if Susquehanna were permitted 
to be independent of the Erie it would be virtually a terminal 
belt line so that Seatrain vessels would thereby have direct 
connection with every trunk line serving New York. On the 
other hand, he continued, if Susquehanna were merged with the 
Erie and lost its identity, steamship lines like Seatrain would 
be confined to the Erie service. 

Arthur Jansen, of New York, a writer on railroad finance 
and instructor on that subject at New York University, said 
that of major importance in the whole subject of the reestab- 
lishment of railroad credit was the question of whether work- 
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ing out of voluntary adjustment plans should be extended to 
railroads already in bankruptcy. 

“The principal argument advanced for not doing so is that 
reorganization plans already have been brought to the point of 
comparatively early consummation,” said Mr. Jansen. “It is 
true that early reorganization of most of these roads seems 
highly probable if they are not included in the proposed legis- 
lation. However, it clearly would be a miscarriage of justice 
to exclude them for such an arbitrary reason. Far more im- 
portant than immediate reorganization is fairness to the secu- 
rity holders involved. Every act which recognizes fairness to 
holders of railroad securities is a step in the direction of pro- 
moting investor confidence.” 


Sees Higher Traffic Level 


Mr. Jansen said that when consideration was given to the 
many changes that had taken place since pending reorganiza- 
tion plans were conceived, it was “as illogical to expect the 
much more mature “bankrupts’ to fit into out-dated plans as to 


expect a grown-up man to fit into the clothes of hi ” 
He added: of his youth. 


It is especially important to consider that most of the roads that 
went into bankruptcy during the 1930s served sparsely settled areas of 
light traffic density. In the ensuing years most of these areas of light 
traffic density have enjoyed robust growth, largely, it is true, because 
of war developments, Nevertheless, the fact remains that the traffic 
potential had increased so vastly that it is well nigh inconceivable that 
traffic volume could decline again to the low levels of the 1930’s. In 
fact, just as traffic was lifted to a permanently higher plateau follow- 
ing World War I so there is reason to believe that it has been cata- 
pulted to a permanently higher base once again. Paradoxically, the 
same Interstate Commerce Commission that has based its recapitaliza- 
tion plans upon the low traffic levels of the 1930’s looks for boom con- 
ditions for several years to come, according to calculations of its 
Bureau of Transport Economics and Statistics. 


Mr. Jansen gave the title of several of the bureau’s traffic 
studies and said that while these studies were clearly marked 
as not having been considered or adopted by the Commission, 
they must represent a waste of valuable time and money if 
they do not have the tacit approval of the Commission.” 

Frank B. Hand, Jr., of Washington, said he represented 
the Georgia, Florida & Alabama Railroad Co., and appeared 
in Opposition to the request of Mr. Cocke, counsel for the Sea- 
board, that the G. F. & A. be exempted from provisions of the 
bill under the proposed amendments. He said there was a differ- 
ence of opinion between the two roads and that his road did 
not agree with the Seaboard that the G. F. & A. could not be 
operated separately from the Seaboard at a profit. He said 
the G. F. & A. was a “profitable little road” and could make 
money. He said the G. F. & A. wanted to be under the pro- 
posed bill as amended. 

J. Carter Fort, vice president and general counsel o 
Association of American Railroads, said the A. A. R. itscnets 
supported S. 249, the bill that would make available a method 
of railroad reorganization without going into bankruptcy courts, 
and believed that it should not be “imperiled” by adding 
amendments that would introduce controversial issues. 


A. A. R. Opposes House Bill 


__“We think that S. 249 should stand on its own merits,” 
said Mr. Fort, “and that any legislation such as that reflected 
by section 2 of H. R. 3237 should be considered in a separate 
bill and should likewise stand or fall on its own merits.” 

Mr. Fort described section 2 of H. R. 3237 as dealing with 
a few railroads now in process of reorganization under section 
77 of the bankruptcy act concerning which roads, he said, the 
section would provide for a suspension and discontinuance of 
pending section 77 proceedings and for special reorganization 
treatment of some six or seven railroads. He said the contro- 
versial character of this proposed legislation, “involving as it 
does conflicting interests of security holders of different 
classes,” was clearly shown by the history of similar legislation 
in the last Congress. 

“No doubt,” said he, “a bill providing for voluntary ad- 
justments of railroad debt, similar to the bill now under con- 
sideration, would have become law last year if it had not been 
tied in with the controversial features now reflected in section 
2 of H. R. 3237.” 

He said S. 249 was general in its application and was de- 
signed as permanent legislation, but that section 2 of H. R. 
3237, relating only to a few particular railroads, was designed 
only to reach a temporary situation. 

Mr. Fort said the A. A. R. believed that enactment of 
S. 249, or H. R. 2298, a similar bill, would bring about a whole- 
some and much needed reform in the procedures looking to 
readjustments, under proper circumstances, in the debt struc- 
tures of railroad companies. He added: 


If enacted, in our opinion the bill would provide’ a practical, ex- 
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peditious and inexpensive method for the voluntary readjustment, under 
governmental supervision, of the bonded indebtedness of railroads. 
Thus the bill would make it possible to avoid unnecessary judicial 
railroad reorganizations under section 77 of the bankruptcy act. No 
one, I am sure, will dispute the statement that it is highly desirable 
in the public interest and in the interest of railroad security owners 
that unnecessary bankruptcy proceedings be avoided. 


Further Opposition to Amendments 


Additional opposition to amendments of S. 249 to make it 
conform to H. R. 3237 was registered by Wilkie Bushby, New 
York attorney, who said he had represented holders of first 
and refunding bonds and secured 4% per cent bonds in the 
Rock Island railroad’s section 77 proceeding since its incep- 
tion in June, 1933. He said he also represented a bond com- 
mittee for these issues and a group of insurance companies 
owning bonds of these issues of which companies the Metro- 
politan Life Insurance Co. of New York, which held between 
$9,000,000 and $10,000,000 face amount of the bonds, was the 
sole company remaining in the group. The two mentioned 
issues together, he said, constituted the largest creditor inter- 
est in the Rock Island system, about $150,000,000 in face 
amount, 

Most of the Rock Island stock, said Mr. Bushby, had been 
sold in the period of bankruptcy to speculators at “penny 
prices.” He said the amendments to the Senate bill as pro- 
posed would benefit the speculators, not the original investors. 
He said that if the holdings of the Frisco railroad and the 
nominee of the Chase National Bank of New York were ex- 
cepted, more than 90 per cent of the Rock Island stock had 
been “transferred out” since the road went into bankruptcy. 

Mr. Bushby referred to a motion of bondholders to have 
Judge Michael L. Igoe, of the federal district court in Chicago, 
where the Rock Island reorganization proceedings were pend- 
ing, replaced in the proceeding by another judge, and said they 
would ask for removal of Aaron Colnon as co-trustee of the 
Rock Island (see Traffic World, May 31, p. 1719). He said 
Mr. Colnon had sought to obstruct the reorganization plan 
following action of the circuit court of appeals ordering the 
plan put in effect. 


Rock Island “Free Cash” Discussed 


Some of the witnesses appearing in support of the amend- 
ments, said Mr. Bushby, had made misstatements of fact before 
the subcommittee that had given rise to considerable misunder- 
standing of the situation in the Rock Island proceeding. 


One_“fallacy” advanced by witnesses, “principally Co- 
trustee Colnon,” said Mr. Bushby, was that the Rock Island 
had accumulated sufficient cash through large earnings to pay 
off its first mortgage bonds. The cash figure generally used by 
these witnesses, he said, was $83,000,000. He said Mr. Colnon, 
with his co-trustee, Mr. Fleming, filed a statement dated June 6, 
1946, in the district court, showing only approximately $11,- 
000,000 available in free cash, as of June 1, 1946, after retaining 
$10,000,000 for working capital. He said Mr. Colnon later filed 
a petition in the court stating that $15,000,000 should be re- 
served for working capital, and that this would reduce free 
cash as of June 1, 1946, to $6,000,000. To this, he said, could 
be added $19,000,000 reserved in the Fleming-Colnon state- 
ment of June 6, 1946 to service new securities from January 1, 
1944, under the Commission’s Rock Island plan, making total 
free cash as of June 1, 1946, of only $25,000,000. He said no 
contention could be made that such $25,000,000 had increased 
to $83,000,000 since June 1, 1946, because the earnings for the 
whole year 1946 were only $16,000,000 and were not at a 
substantially greater rate for the early part of 1947. He said 
that if the earnings for the full year 1946, $16,000,000, were 
added to the $25,000,000 free cash as of June 1, 1946, which he 
described as a “liberal assumption,” there would be only 
$41,000,000 of free cash. ; 


Mr. Bushby said “we can be reorganized in the Rock 
Island in from four to six months,” but that if the proposed 
amendments to the Senate bill were adopted, there would be 
suspension and delay because of two or three years of litiga- 
ant een by further negotiation between stockholders and 
creditors. 


A. C. L.-F. E. C. Position 


C. McD. Davis, president of the Atlantic Coast Line Rail- 
road Co., also opposed the amendments to the Senate bill 
applying to pending railroad reorganizations and said he fa- 
vored the provisions of S. 249 itself. He said the A. C. L. was 
especially interested in the proposed amendments because they 
would “apply apparently” to the Florida East Coast Railway 
Co. The F. E. C., he said, would be merged with the A. C. L. 
under an F. E. C. reorganization plan approved by the 
Commission in Finance No. 13170 (see Traffic World, May 24, 
Pp. 1633). He said the effect of the proposed amendments to 
the Senate bill would be that control of the F. E. C. would 
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revert to trustees under the will of Mary Lily Flagler Bingham, 
widow of Robert W. Bingham, former Ambassador to Great 
Britain.. Mrs. Bingham’s estate, he said, owned the company’s 
entire common stock. 

“So far as I know,” said Mr. Davis, “no one interested in 
the Florida East Coast Railway favors the proposed amend- 
ments to S. 249.” 

He said he thought it self-evident that the effect of the 
amendments, if enacted into law, would be to delay further, 
for an unforseen number of years, a reorganization on which 
more than 15 years of receivership and trusteeship had already 
been spent, and “even then a satisfactory reorganization would 
be highly problematical.” 


Rail Security Owners Favor Senate Bill 


Fred N. Oliver, New York City, said he appeared on behalf 
of the Railroad Security Owners Association, Inc., whose mem- 
bers held a par amount of railroad securities of about two bil- 
lion, 500 million dollars, representing approximately 25 per cent 
of the country’s railroad bonds. He said he also appeared on 
behalf of the railroad committee of the National Association of 
Mutual Savings Banks. 

These two organizations, said Mr. Oliver, “favor whole- 
heartedly” the Senate bill. He said there could be no serious 
objection by anyone to the enactment of S. 249 as a separate 
measure without the proposed amendments and that such enact- 
ment would tend to improve railroad credit. He said the two 
organizations were strongly opposed to the amendments sug- 
gested by Senators Reed and Myers; that they believed the 
=e were unsound and would be damaging to railroad 
credit. 

Mr. Oliver said section 20c in the proposed amendments 
adopted an arbitrary test that if a road earned its fixed charges 
in the period of high wartime earnings, 1939 to 1945, inclusive, it 
was able to take advantage of the proposed relief. He said it 
seemed “so patently unsound” to the organizations he repre- 
sented to base a test on the exceptional earnings in these years 
“as to require no argument.” 

Senators Reed and Hawkes engaged in a discussion of the 
use of the wartime earnings as a basis, Senator Hawkes saying 
such earnings were not representative. Senator Reed said the 
bill only provided that the’ war earnings should be considered 
but that “another look” was to be taken. He said he knew of 
no instance in which wartime earnings had entered into future 
capitalization of railroads and criticized the Commission for not 
taking the initiative in the distribution of assets that had ac- 
tually accrued. He said “all we’ve tried to do is to get the 
increased assets equitably distributed.” He said the proposed 
legislation would require the Commission to “take another look” 
to see if increased assets were equitably distributed. 

__ Mr. Oliver said the Commission had “done a good job.” He 
said he did not think Congress should lay down a specific rule in 
reorganizations any more than it should prescribe a specific rate 
for wheat, adding that “we have an agency for that.” Senator 
Reed said, “We are not doing that.” Mr. Oliver said that if 
“another look” was desired the Congress should provide ma- 
chinery that would not destroy the existing procedures. Sen- 
ator Hawkes said he agreed with Mr. Oliver in that he feared 


the proposed legislation would destroy what had been done in 
the past. 


TRANSPORTATION TAX REPEAL 


Robert Ramspeck, executive vice-president of the Air 
Transport Association of America, in testimony before the 
House ways and means committee, has urged repeal of the tax 
of 15 per cent on amounts paid for transportation of persons 
and of 3 per cent on amounts paid for the transportation of 
property except coal on which the tax is 4 cents a short ton. 

Asserting that transportation taxes were “regressive” 
taxes, Mr. Ramspeck said that as he understood the term “re- 
gressive” it referred to taxes which decreased the purchasing 
power of the public for necessary commodities and services and 
which obstructed and impeded the normal functioning of our 
economy. So viewed, said he, transportation taxes were clearly 
“extremely regressive.” 

Frederick G. Hamley, general solicitor of the National 
Association of Railroad and Utilities Commissioners, appeared 
for western state commissioners who take the position that the 
transportation taxes discriminate against the west because of 
the long distances to and from the west and that, if continued, 
revision should be made so as to remove this discrimination. 


SHIP WARRANTS ACT REPEAL 


The House has passed and sent to the Senate H. R. 673, 
repealing the act of July 14, 1941, entitled “an act to provide 
for priorities in transportation by merchant vessels in the in- 
terests of national defense, and for other purposes,” and known 
as the ship warrants act (see Traffic World, May 10, p. 1475). 
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St. Lawrence Self-Liquidation 
Plan Favored at Senate Hearings 


With former President Hoover and Secretary of State 
Marshall among the proponents of S. J. Res. 111, embracing 
the so-called Vandenberg proposal for a. self-liquidating St. 
Lawrence seaway project, Senator Wiley, of Wisconsin, chair- 
man of a subcommittee of the Senate foreign relations commit- 
tee, conducted hearings May 28 and 29, on the joint resolution, 
marking, he said, the third time that the seaway project had 
been considered by the committee (see Traffic World, May 31, 

. 1735). 
. Chairman Wiley strove to hew to the line of his announced 
determination to confine the discussions largely to what he 
described as two new phases of the legislation: (1) Self liquida- 
tion through the imposition of tolls on vessels, and (2) national 
defense in the atomic age. 


Opponents of the bill would be heard later, said Senator 
Wiley, who requested both sides to restrict the number of wit- 
nesses and the range of subjects covered in their testimony, in 
the interest of conserving time and the taxpayers’ money, and 
to refrain from putting in the record material printed in pre- 
vious hearings. He said the subcommittee “will not tolerate 
dilatory tactics,” and that he hoped for Senate action on the 
bill this session. 


Besides Chairman Wiley, the subcommittee consists of 
Senator Hickenlooper, of Iowa; Senator Smith, New Jersey; 
Senator Thomas, Utah; and Senator Hatch, New Mexico. 
Among members of the full committee who attended portions 
of the hearings were Senator Vandenberg, of Michigan, chair- 
man of the full committee, who introduced S. J. Res. 111, 
Senator Lodge, of Massachusetts, and Senator Aiken, of Ver- 
mont, 


S. J. Res. 111, said Senator Wiley, was identical with S. J. 
Res. 104 introduced last year, except for provisions affecting 
the self-liquidation of the project by charging tolls. He said 
the effect of a proviso in the current resolution was that before 
a pending agreement on the St. Lawrence project between Can- 
ada and the United States became effective, the President must 
have firm assurances that Canada agreed to the imposition of 
tolls for the purpose of liquidating the costs of the navigation 
project. He said that by this mean the desires of opponents to 
make tolls a firm part of the agreement would be achieved be- 
cause the agreement would not take effect until Canada agreed 
to the tolls. 


Section 3 of the bill was entirely new, said Senator Wiley, 
adding that it provided for the second stage of the undertaking 
to charge tolls by establishing machinery for negotiation of the 
issues raised by the tolls proposal. Among other things, he said, 
it set a maximum limit of the equivalent of $1.25 a short ton 
of laden cargo, and it provided, however, that agricultural, min- 
eral and industrial raw materials might have lower rates. He 
added: 


The intent of section 3 is clear: The two governments will strive 
to bring about a rate structure which will, as much as practicable, 
equalize the advantages of the seaway to different types of traffic. 


Senator Wiley said the joint resolution also excepted from 
the approval of Congress article VIII(c) of the international 
agreement that dealt with the diversion of water from the 
Great Lakes. He said it was not pertinent, therefore, to spend 
time discussing the Chicago diversion in the hearings. 

Secretary Marshall Testifies 


__ 


Secretary Marshall supported the principle of self-liquida- 
tion by means of tolls levied on traffic, using the new deep 
water works, saying the tolls agreement matter had been dis- 
cussed with Canada by the State Department and that the de- 
partment had been informed that the Canadian government 
was prepared to agree to the principle, subject, however, to the 
conclusion of arrangements satisfactory to both governments 
for the implementation of the principle. 


National defense advantages of the St. Lawrence project, 
said the Secretary of State and former Chief of Staff, were 
four-fold. He said that the project would: 


1. Make it possible for the U. S. to build and repair ocean-going 
vessels in the relatively secure area of the Great Lakes. 

2. Provide vital new lines of communication in the heart of the 
industrial area of the U. S. and Canada, complementing the existing 
rail transportation and port facilities of the east and Gulf coasts and 
serving incidentally as a reserve route in case other routes should 
be crippled. 

3. Create a tremendous source of electric power in an area that 
had no power development comparable to the T. V. A. and the Colum- 
bia and Colorado River projects. 

4. Provide an over-all economical and industrial advantage, 
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The Secretary introduced for the record a supporting letter 
from Secretary of War Patterson for the joint chiefs of staff. 


Hoover Discusses Rail Competition 


Mr. Hoover, who was chairman of the St. Lawrence com- 
mission of 1924,and was active in the St. Lawrence negotiations 
when President, said that if the St. Lawrence treaty of 1932 
had been confirmed there would have been a St. Lawrence 
waterway for use in World War II, and that such a waterway 
would now enable the country to move the present full volume 
of American surplus food to foreign ports. 


The question of competition of the seaway with the coun- - 


try’s railway systems, saia Mr. Hoover, should be investigated 
on a basis of the present traffic system because previous in- 
vestigations were 10 years old. He said he believed the only 
trade involved in the St. Lawrence issue was probably export 
trade as it did not appear the waterway could be used for 
other than a few bulk commodities in transporting goods from 
the Great Lakes to Atlantic seaboard ports. The rail-seaway 
competition was not likely to be very large in domestic move- 
ment, he said. Further investigation with respect to actual 
amounts involved was needed, said Mr. Hoover, adding that it 
was his impression this competition would not affect the railway 
traffic between the east and west more than about five per cent 
of their total traffic “at the outside.” 

There appeared to be unnecessary alarm on this subject 
among transportation people, especially considering that the 
U. S. was a growing country, said Mr. Hoover. He said he felt 
that what the railways needed was not to put the St. Lawrence 
waterway out of action, but to have more reasonable treatment 
from the Commission with respect to rates, because they were 
not able at present earnings to maintain themselves in their 
ability to handle the present traffic. He said he thought their 
interest lay in “another quarter than in worrying about the 
St. Lawrence waterway.” 

Mr. Hoover said he had no doubt that tolls, plus earnings, 
or at least the participation, of the power development, would 
carry the project. He said he “guessed” that a tonnage of 30 
million on the waterway would be possible in the future. 

Senator Hickenlooper asked Mr. Hoover if, with the in- 
creased use of products over the country generally, it were 
reasonable to assume that the country, even with “this canal”, 
would probably have to increase its rail and truck facilities in 
the future to meet that internal demand. Mr. Hoover said the 
thought might be phrased as follows: “That if the waterway 
is not built, we will have to have an enormous expansion of our 
railway facilities connecting the midwest and the east.” 

Leland Olds, member of the Federal Power Commission, 
discussed the project with special reference to its value in terms 
of national defense. 


N. Y. State Officials Support Proposal 


Francis B. Wilby, chairman of the Power Authority of the 
State of New York, said all principal ports of the Great Lakes- 
St. Lawrence system would be affected by the imposition of tolls 
since they were located above the St. Lawrence canals and 
locks, at which toll imposition was contemplated. He said the 
power authority had striven for completion of the project as 
a “toll-free natural highway for commerce” but that if, under 
S. J. Res. 111, an.agreement was reached between the two 
nations with respect to tolls, the power authority would coop- 
erate fully in carrying out its part in the project’s completion. 

Gerald V. Cruise, a member of the New York state power 
authority’s board of trustees, also testified in favor of the 
project, and Frank C. Barnes, a member of the Michigan Great 
Lakes Tidewater Commission, said his organization supported 
just and equitable tolls in the public interest. 


Julius Barnes Testifies 


Julius Barnes, president of the National St. Lawrence Asso- 
ciation, and a former president of the United States Chamber 
of Commerce, described the St. Lawrence enterprise as the 
“greatest project left in America,” and presented in general his 
organization’s support of the enterprise. With respect to tolls 
he said there was no question that early in the use of the 
seaway the project would be able to earn the full maintenance, 
interest, and the amortization charges on the volume that would 
be transported through the waterway “at an insignificant toll.” 
He predicted a great shift of bulk grain movement but added 
that the stimulation of national production and earning power 
would more than make up any difference caused by diversion 
of bulk cargo from rail and east coast ship lines. 

Mark McKee, of the Port of Austin, Mich., who said he had 
been vice-president of several short line railroads and active 
in aviation and the steamship business, asserted that the water- 
way and power project were “already long years overdue” and 
that the toll feature took the effect out of the “subsidation 
argument.” In answer to a question of Senator Aiken as to 
whether he recalled that 20 years ago a large number of the 
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railroads favored the seaway, Mr. McKee said he did and men- 
tioned the western roads. He answered “Yes” to a question by 
Senator Aiken whether it was after the railroads got in the 
control of a “couple of eastern banks” that they changed their 
attitude. ; 


Daniel W. Hoan, president of the Great Lakes Harbors 
Association, Milwaukee, Wis., and of the U. S. Conference of 
Mayors, said he believed the mayors’ conference would take a 
stand in favor of self-liquidation of the seaway at its June con- 
vention in Toledo, and J. T. Sanders, legislative counsel of the 
National Grange, Washington, D. C., supported self-liquidation. 

Harry C. Brockel, municipal port director of the Board of 
Harbor Commissioners, Milwaukee, said he believed reasonable 
tolls in the neighborhood of a dollar a ton “will not discourage 
the movement of ocean traffic through the St. Lawrence gate- 
way, as the margin of freight-rate savings is sufficiently high 
to permit absorption of a reasonable toll and still provide rate 
savings sufficient to offer a good incentive to shippers.” 

W. C. Cowling, executive director of the Port of Detroit 
Commission, and former assistant traffic manager of the Ford 
Motor Co., said that from his experience it would appear that 
a maximum charge of $1.25 a ton could be imposed as a toll, 
having due regard for proper classification of the various com- 
modities moved. He said he was sure such a toll would not 
diminish the amount of traffic in automobiles and parts that 
would utilize the seaway. 


Sees Increased Tonnage 


Referring to future traffic, Mr. Cowling said that if the 
shallow channel could permit transportation of between seven 
and nine million tons in 1937 with a restricted number of ships, 
it was fair to assume that with the opening of the seaway for 
boats drawing 25 feet or more the traffic would, within five to 
ten years after completion and operation of the project, have 
a minimum tonnage of between 14 and 15 million tons. 

“Experience in transportation,” said Mr. Cowling, “has 
taught that increased facilities are, with very few exceptions, 
an incentive for additional traffic. In other words, boats desir- 
ing to show a profit will make it a point to reach the area in 
which traffic originates.” 

Mr. Cowling said the railroads would in time, as they had 
always done, readjust themselves to newer ideas, better equip- 
ment, and possibly complete new feeder lines. 

F. Hugh Burns, president of the Northern Federation of 
Chambers of Commerce, Ogdensburg, N. Y., said he favored tolls, 
if necessary, but at any rate, “Let’s authorize the St. Lawrence 
project now.” The toll question, he said, was now in a “most 
nebulous state,” and added that at a meeting of his organiza- 
tion in February, “we could not and did not take a decisive 
stand on the question.” ; 

Herman E. Ekern, chairman of the Wisconsin Deep Water- 
ways Commission, Madison, Wis., said he supported S. J. Res. 
111 and a fair and equitable toll. 


Senator Wiley said the subcommittee, in the hearings, 
had developed the point that if the industrial plants of the 
midwest were to continue operations after the exhaustion of 
the Minnesota ore mines, the ore would apparently have to 
move through the seaway locks. He said the ore for such 
shipment would then be in the east, “either from other coun- 
tries or in Labrador.” 


Henry LaLiberte, chairman of the seaway committee of the 
Duluth (Minn.) Chamber of Commerce and a director of the 
Soo Line railway, supported the resolution, particularly self- 
liquidation through tolls, he said. He said Mr. Hoover’s esti- 
mate of a future 30-million-ton traffic for the seaway was not 
exaggerated when it was remembered that the Panama Canal 
developed total traffic of 26 million tons in its first 10 years 
of existence. It was likely, said Mr. LaLiberte, that within 
10 years of operation the St. Lawrence seaway traffic would 
mount up to 20 million tons. On that basis, he continued, the 
average charge a ton would have to be something less than 
one dollar, more nearly 75 cents. He said that if the traffic 
moved beyond that, up to 30 million tons, the average revenue 
a ton would have to be around 50 cents a ton. 

Mr. LaLiberte said he was convinced that even if the 
seaway cost were $500,000,000 and the total expenses were 
$20,000,000 annually, the prospective traffic of 20 million tons 
or more “would certainly make it possible to meet its cost.” 


Under Secretary Royall Testifies 


Under Secretary of War Royall, speaking on the national 
defense phase, said rail transportation would be of less concern 
in a future emergency than it was in World War II if water 
transport were available for the entire haul from the Great 
Lakes to transatlantic destinations and that all or a part of 
the rail haul from the Lakes to eastern ports would be thereby 
eliminated. He said that the additional water power available 
as a substitute for steam plants would also reduce the trans- 
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portation of coal and other fuels and would thereby relieve 
the threat of a rail bottleneck to some extent in the event 
of a future war. The avoidance of transshipments, he said, 
would also serve to conserve personnel and time. 

In the War Department’s opinion, said Secretary Royall, 
the St. Lawrence project, “while not vital to national defense, 
would be helpful to national defense.” 

Further support of the seaway project came from Governor 
Fred G. Aandahl, of North Dakota, and Edward A. O’Neal, 
president of the American Farm Bureau Federation. Mr. 
O’Neal said the federation contemplated a study of the tolls 
question and that he believed it would endorse the St. Law- 
rence tolls proposal. 

Governor Aandah! said estimates had been made indicat- 
ing that the seaway project would give the middle north 
wheat area a transportation advantage of at least five cents 
a bushel to the coast and from there shorten the distance to 
European markets by perhaps 500 miles. He added: 


This would give us material assistance in competing with other 
nations in the world market. We could well afford to pay from 1 cent 
to 1% cents per bushel for the transportation of this wheat through the 
seaway as the price of securing congressional approval of the project. 


That would be our contribution to the principle of making the project 
self-liquidating. 


N. J. Traffic League Voices Opposition 


The New Jersey Traffic League at its May meeting, held 
in the Robert Treat Hotel, Newark, bitterly assailed the St. 
Lawrence Waterway Project, now being considered in Congress. 
Terming the prospects “dangerous,” because “it has more in 
poe of it than ever before,” the League pledged itself to oppo- 
sition. 

It was charged from the floor that Senator Vandenberg, 
who introduced the measure, had appointed the subcommittee 
to hear testimony and had selected only men favorably com- 
mitted, with the sole exception of Senator Smith of New Jersey, 
who has not yet announced his stand. 

The newly added self-liquidating feature of the measure 
evoked the largest share of discussion. It was agreed that the 
league would oppose the project, whether self-liquidating or 
not, because “it will by-pass a number of states, including New 
Jersey.” However, self-liquidation was termed an impossibility. 
It was charged that the waterway could liquidate only 25 per- 
cent of its cost under the most favorable circumstances. 

It was further charged that the whole project was “political 
ballyhoo for a big contracting job”; that it would cost at least 
three times preliminary estimates; and that possibly one-tenth 
the estimated number of vessels would actually use the system 
after its construction. It was also pointed out that the steam- 
ing distance from the Atlantic to Chicago would be 1200 miles 
and would take five days, which would tie up a vessel for ten 
additional days on a round trip, adding greatly to expenses and 
making the expected lower rates impossible. 

The prediction was made that “there will be no action this 
year, but the hand-picked committee will report the measure 
out favorably.” 

It was reported that Walter Heddon, of the Port of New 
York Authority, was scheduled to appear in opposition before 
the subcommittee; that he had been approached by the league 
to register their opposition as well as that of the Port Author- 
ity, and that Mr. Heddon had agreed to do so if it proved im- 
possible for the league to send a representative of its own. 

After a full discussion, the league voted to empower Mr. 
Heddon to record its opposition before the subcommittee; to 
write letters to both New Jersey senators; and to write Gover- 
nor Driscoll, of New Jersey, requesting him to oppose the 
project, and also asking him to notify both senators that the 
state of New Jersey opposed the project. 

Other business of the meeting consisted largely of com- 
mittee reports. The loss and damage committee reported that 
the Perfect Shipping campaign had been a success. The rate 
committee cautioned members to check on the commodity rates 
in express tariffs. The committee pointed out that competitors 
in other parts of the country might have commodity rates as 
low as, or lower than truck rates to certain points while in the 
meantime, there might be no commodity rates to the same 
destination from New Jersey points. It was pointed out that. 
in some cases, express commodity rates from New Jersey points 
had been cancelled. At this juncture, a member announced 
from the floor that “our company was faced with this situation, 
and we started shipping on our own trucks. That’s the way to 
beat this thing. Take the business away from them.” 


HANDLING PERCHLORIC ACID SOLUTION 
The Manufacturing Chemists’ Association, Washington, 


D. C., announces the publication of Preliminary Chemical Safety 
Data Sheet SD-11 on perchloric acid solution (20 cents a copy), 
the eleventh in the series of chemical product safety manuals 
being prepared by them. 
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Army Ship Service Rates, Costs 
Outlined for House Committee 


A comparison of “costs per measurement ton” with the War 
Department carrying its own freight in Army Transport Service 
vessels, as against corresponding costs of freight carriage by 
commercial steamship lines, was included in testimony pre- 
sented before the House appropriations committee by Major 
General Edmond H. Leavey, army chief of transportation. His 
testimony appeared in printed hearings on the military estab- 
a appropriation bill for the fiscal year ending June 30, 


The Budget Bureau’s estimate of appropriation for trans- 
portation service of the army for the next fiscal year was $400,- 
000,000, including $124,588,442 for “personal services (field),” 
$156,702,400 for “transportation of things;” $74,469,310 for 
“other contractual services,” and $41,119,819 for supplies and 
materials. The House appropriations committee reduced the 
Budget estimate by $52,422,733, leaving a balance of $347,577,- 
227 for army transportation service. It said the reductions in- 
cluded $21,832,873 in civilian personnel; $553,400 in depart- 
mental personnel, and “a straight reduction of $30,000,000,” 
which was made “flexible” rather than “specific.” 

The comparison of commercial ocean rates to army trans- 
port service costs which General Leavey placed in the hearing 
record was based, in the case of the army transport figures, 
on a full load out and half load returning. It set forth, also, 
elements of cost included in the army rates. 

From the port of New York to Bremerhaven, he said, the 
average army transport service costs were $10.90 a measure- 
ment ton, while the average commercial rate a measurement 
ton was $18.25. Corresponding figures for other ship movements 
were shown as follows: 


San Francisco to Hawaii—commercial, $13; army, $10.13. 
Seattle to Hawaii—commercial, $13; army, $9.67. 

San Francisco to Yokohama—commercial, $22.25; army, $12.19. 
Seattle to Yokohama—commercial, $22.25; army, $11.77. 

Seattle to Manila—commercial, $22.25; army, $13.27. 

San Francisco to Manila—commercial, $22.25; army, $14.63. 


General Leavey said the army rates included the following 
elements of cost: 


(a) Ship operating costs: Crew wages, fuel and lubricants, sup- 
plies, maintenance and repairs, crew subsistence and an allowance for 
bareboat-hire charges as established by the U. S. Maritime Commission, 


plus potential additional earnings of U. S. Maritime Commission $200 
a day. 


(b) Stevedoring costs: Loading aboard ship, checking, dunnage, 
shoring, lashing, and unloading at theater port. 


(c) To the total costs specified above was added 10 per cent for 
shore side installation overhead. 


Extent of Ship Operations 


General Leavey reported that the number of troop ships in 
the Army Transport Service had decreased from a total of 316 
on VJ-Day to an estimated total of 55 ships, with 77,000 troop 
capacity, as of June 30, 1947, while the number of cargo ships 
had declined from a total of 1,302, with capacity of 13,652,000 
measurement tons, on VJ-Day, to an estimated total of 33, with 
capacity of 184,000 measurement tons, as of June 30, 1947. He 
indicated that there would be no revision in the number of 
troopships and cargo ships in the fiscal year 1948. 

“The next fiscal year,” he said, “will see the War Depart- 
ment operating only 52 government-owned troop ships, three 
hospital ships, 10 Victory ships, five smaller cargo ships, one 
small “reefer” vessel, two special freighters, plus 15 ships in 
inter-island service. The greater part of army cargo, about 75 
per cent, will be carried by commercial operators and it is not 
expected to drop below that percentage.” 


He said that $17,500,000 had been included in the trans- 
portation service estimate for the work required to bring army 
vessels up to the safety standards fixed by law for commercial 
vessels. He stated that the army, as of February 1, 1947, had 
on bareboat charter a total of 14 troop carriers and 14 cargo 
carriers, and chartered on a per diem basis 12 troop carriers 
and 52 cargo carriers. 

“The bareboat chartered boat,” he explained, “is one in 
which the army charters the boat without any crew and fur- 
nishes the crew on its own pay rolls and furnishes the sub- 
sistence, fuel, and so on. The per diem chartered boat may be 
either a Maritime Commission vessel or a commercial vessel 
which has its own crew, and the owner or operator furnishes the 
fuel, subsistence and other furnishings, and the army pays so 
much a day for the use of the ship.” 


It was stated to the committee that the army also had 
voyage charters; that the charters were arranged by daily ad- 
vertising to various ship owners, through the National Federa- 
tion of American Shipping and other means, who had vessels 
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available of a type suitable for the freight in question; that 
rates paid under voyage charters and time charters had been 
established from actual operating costs plus a normal profit; 
that ship operators contacted the Army Transport Service office 
to offer a particular ship for the job, and that acceptance was 
made on a “first come, first served’”’ basis. 

General Leavey placed in the hearing record a tabulation 
showing the pay of each grade of crew members on army trans- 
ports. According to this tabulation, the pay scale, including an 
“area bonus” of $161.58 and (except in the cases of the master 
and chief engineer) overtime pay, ranged from a high of $8,- 
217.58 a year for the chief officer to a low of $2,223.58 for the 
bellboy. Base pay ranged from a high of $7,740 for the master 
to a low of $1,620 for the bellboy. 

to the number of personnel in the Army Transport 
Service, General Leavey reported that “for the fiscal year 1947, 
our annual average including all of the Transportation Corps 
activities in the army areas, Army Air Forces and overseas 
commands, was 69,343 civilians and 50,482 military.” He added 
that in the next fiscal year “our average civilian strength is 
— at 48,064 and our average military strength at 

Trade Publications Necessary for Army 


He explained that of a total of $100,112,000 sought for 
“transportation of supplies” by the War Department in the 
fiscal year 1948 (as against $552,783,552 in 1946 and $153,791, 
813 in the current fiscal year), the army proposed to use 
$96,116,200 for payment of freight charges for transportation 
in the “zone of interior’”—within continental United States. 

Representative Kerr, of North Carolina, wanted to know 
for what the Transportation Corps used trade publications. 
General Leavey asked Colonel Edmond C. R. Lasher, chief of 
the commercial traffic service division of the Army Transpor- 
tation Service, to answer that question. 

“The news of the trade, regardless of the business, is al- 
ways pertinent to the operating personnel in order to keep 
current with the trends of the trade and to keep abreast of the 
transportation developments,” said Colonel Lasher. “There is 
only one way to do that, and that is by the exchange of infor- 
mation. We are not able to mingle with the trade, and, there- 
fore, we have to obtain this information through the trade 
publications. It is very valuable information to us. 

“Synopses of meetings, decisions of the courts, and the 
commissions involved in our work, and so forth, are all briefed 
in those trade publications, and they are invaluable informa- 
tion to us in keeping abreast of what is going on in the trans- 
portation industry as a whole.” 

“As a matter of fact,” commented Representative Kerr, 
“the trade publication is more valuable than the technical 
books you have, because there is very little use for them after 
you have used them one time.” 

“That may be so,” remarked General Leavey. 

“Again,” Colonel Lasher resumed, “this transportation 
business is not only literally a moving job, but it is a moving 
job figuratively as well, and the advances made in it result in 
constant revisions of the technical publications on the subject, 
and we feel that in order to do a good job we must keep abreast 
of those things.” 

He explained that, because the Transportation Corps was 
operating fewer installations now than in 1946, it would need 
only $19,000 for trade publications in the next fiscal year as 
against $46,533 in 1946. 

General Leavey said that the Transportation Corps char- 
tered ships “when we cannot move the commodity in our own 
ships” and that it did not have enough ships of its own at the 
present time. He said it handled, “for example,” Foreign 
Liquidation Commission equipment and War Assets Adminis- 
tration materials, but that it kept close track of the costs and 
was reimbursed for these services. He said he knew of n0 
services the Transportation Corps was performing for ager- 
cies other than the War Department without reimbursement. 


TRAINING AIR-TRAFFIC CONTROL OF OPERATORS 


Senator McCarran, of Nevada, has urged the Senate com- 
mittee on interstate and foreign commerce to take early actiol 
on his bill S. 3, to provide for the training of air-traffic control- 
tower operators under the supervision of the Civil Aeronautic 
Administration. In a letter to Chairman White, Senator Mc 
Carran said that the bill had received favorable reports from 
the State Department, the War Department, the Navy Depart: 
ment, the Bureau of the Budget, the Civil Aeronautics Board 
and the Civil Aeronautics Administrator. 


AVIATION COUNCIL BILL PASSED BY HOUSE . 

The House has passed and sent to the Senate H. R. 3587, 
to establish a National Aviation Council for the purpose # 
unifying and clarifying national policies relating to aviatio? 
(see Traffic World, May 31, p. 1731). ; 
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Congressional Studies of Overseas 
Airline Problems Go Forward 


The aviation subcommittee of the Senate interstate and 
foreign commerce resumed its hearings on S. 987, the bill intro- 
duced by Senator Brewster, of Maine, subcommittee chairman, 
for himself and three other senators, proposing establishment 
of a “chosen instrument” airline to represent the United States 
in international air transport services (see Traffic World, May 
31, p. 1736). 

Witnesses before the subcommittee on June 2 were C. R. 
Smith, chairman of the board of American Airlines, Inc., and 
president of American Overseas Airlines, and John E. Slater, 
chairman of the board of American Overseas Airlines. The 
testimony they presented was generally the same as the testi- 
mony they had given before the House committee on interstate 
and foreign commerce in its hearings on legislation similar to 
S. 987 (see Traffic World, May 31, p. 1737). 

As Mr. Smith was testifying, Senator Hawkes, of New 
Jersey, interjected the thought that if he were in the domestic 
airline business and Congress passed a law setting up a mo- 
nopoly in foreign aviation, he would be fearful that Congress 
might establish a monopoly in the domestic airline field, “re- 
versing its form completely” after the civil aeronautics act of 
1938, if a few domestic airline companies went into bankruptcy. 

“There have been companies going into bankruptcy every 
year in all types of business since I was born,” Senator Hawkes 
said. “This is a profit and loss system. Everybody talks about 
it being a profit system. It is a profit and loss system, an ex- 
perimental system. .. . Yes, the American system has been a 
hard system. That is the reason it has been a great system, 
because it has been a hard system... . In my opinion, genuine 
competition sustained without monopoly is the reason the 
United States of America became the leader of the world... .” 

Senator Brewster said that A. A. Berle, former Assistant 
Secretary of State, who was chief of the American delegation 
to the international aviation conference in Chicago in 1944 and 
whom Senator Brewster described as “the chief architect of 
the method (of reciprocal aviation agreements) under which 
we are operating internationally,” had written an article “point- 
ing to monopoly as the ultimate.solution” of the overseas air 
transport problem. SURE 

“Why we, with 80 per cent of the world traffic originating, 
should go out to all the world and say, ‘Boys, don’t you want a 
piece of this pie?’ is something I don’t understand,” he said. 

Lieutenant Commander Langdon P. Marvin, Jr., U. S. N. R., 
of New York City and Hallowell, Me., who said he had served 
as chief of air cargo priorities in the State Department in 
World War II and was now engaged in research into interna- 
tional air cargo potentials, told the subcommittee that assump- 
tions that there would be a shortage of future international 
air traffic were incorrect. 


Air Cargo Outlook 


“My studies indicate a likelihood of an air cargo traffic 
potential from imports and exports at least as big as the pas- 
senger prospects,” he said. 

The potential of air cargo inbound from China, he said, 
amounted to 3,000,000 pounds a year and would yield revenues 
of $2,600,000 for the air carriers. He believed that if the U. S.- 
flag airlines were alert and sought to build up such business 
for themselves, they would get the “great bulk” of that vol- 
ume. The revenue from 3,000,000 pounds of air cargo would 
equal that from 13,333 passengers, he said. He stated that 
experience in World War II had shown that military air cargo 
outweighed military air passengers, “whereas at present our 
international airlines are 85 per cent passenger carriers.” 

“It is more in the interest of the United States to concen- 
trate on developing new cargo business in the international 
sphere than to try to legislate a ‘consolidated carrier’ on the 
basis of only passenger information,” he said. 

As to a proposal in S. 987 for setting up sales agency 
agreements with water carriers, Lieutenant Commander Mar- 
vin said he did not think the water carriers would develop air 
cargo business for the “chosen instrument” airline, and that 
such business would be developed more effectively by some 
“new or independent group of air freight forwarders.” He 
averred that S. 987 was “certainly not the best method to han- 
dle United States international air transport.” 


C. A. B. Chairman’s Testimony 


In testimony before the Brewster subcommittee June 3, 
Chairman Landis, of the Civil Aeronautics Board, opposed the 
“chosen instrument” legislation with the assertion, among oth- 
ers, that if the “chosen instrument” policy should prove to be 
a failure, it would be impossible to recreate the individual com- 
panies that had been “destroyed” as a result of adoption of 
that policy. pt: 


. . 
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He averred that data which sought to establish “the pot- 
ency of British power plant developments and the threat of 
Russian air supremacy” were unsupported, and added: 


I believe it is a mistaken policy which would link the organization 
of airlines and their routes to the encouragement of aircraft manufac- 
turing. Each industry is equally vital to our commerce and to our 
national security. . . . It would be most unfortunate to seek to expand 
the market by subsidizing our air carriers to operate unwanted sched- 
ules, to serve unnecessary routes, or to employ an excessive number 
of aircraft, for that program would undermine an economically sound 
air transport industry and place the carriers on a demoralizing dole. 
The maintenance of adequate manufacturing capacity and the advance 
of research and technological progress must be approached on a dif- 
ferent basis. If it requires government support, as it seemingly does, 


that support should be given directly and not indirectly through the 
airlines. 


“Threat” of Foreign Progress 


He voiced the view that this country need not fear that 
either Great Britain or Russia would develop a better commer- 


cial aircraft than anything the United States now had or could 
be expected to have. 


“As for the British producing in the near future any jet 
transport capable of being used on regular services by an air- 
line, this is simply out of the question,” Chairman Landis said. 
“Although the (British) Minister of Supply said that there 
might be something available in 1950, no one knows what this 
would be, and to have a transport jet airplane ready for air- 
lines by then would require every possible break and then 
some. When the British have not yet produced a conventional, 
first-class civil airplane, it seems fantastic to think they will 
be able to do something no United States manufacturer has 
ever succeeded in getting done—that is, produce a revolutionary 
type without bugs straight off the drawing board... . 


“T have yet to see any facts or figures which prove either 
that the Russians are capable of competing with us in civil 
aviation today or that they will be capable of outflying us on 
the commercial air lanes in the foreseeable future.” 

Enactment of S. 987, Chairman Landis said, would bring 
chaos into the existing international aviation picture and would 
bring to an abrupt halt the advancing programs of different 
companies in the international field—a development that, he 
said, would be exceedingly serious, “at a time when we are just 
beginning to assume our leadership in world transport.” 


“To enact this legislation is to destroy at its inception a 
development that has made us great and from all indications 
promises to continue to do so,” he concluded. 


Braniff Voices Objections 


Earlier T. E. Braniff, president of Braniff Airways. Inc., 
told the Senate subcommittee of his opposition to the bill pro- 
posing creation of a single United States international air car- 
rier. His testimony was along the lines of that previously pre- 
sented by him before the House interstate and foreign com- 
merce committee (see Traffic World, May 24, p. 1665). 


Harrison’s Union Supports Bill 


Appearing before the Brewster subcommittee on June 4, 
Hartman Barber, of Washington, general representative of. the 
Brotherhood of Railway and Steamship Clerks, etc., testified 
on behalf of George M. Harrison, grand president of the 
brotherhood, in support of S. 987, saying that a prime way to 
assure that American-flag air transport service was strong 
enough to stand up against low-wage foreign competition was 
“to see that our carrier is in a favorable position to get all 
possible traffic of American origin.” 

“In our opinion,” he said, “the only way to make certain 
that this vital degree of strength is reserved for the American 
flag is to throw our combined resources behind a unified 
American flag airline abroad.” 

He proposed amendments to S. 987 to provide what he 
described as “a specific formula for the protection of employes” 
affected by enactment of the bill. 

“It may seem strange,” he said, “that this brotherhood 
and the American Federation of Labor with whom we are 
affiliated and which has stood firmly against monopoly through- 
out the years should be supporting the seemingly monopolistic 
feature of these pending bills. On the merits, it is plainly in- 
accurate to say that a monopoly can exist in a field of com- 
merce characterized by the keenest sort of competition, but we 
must put the best interests of the country ahead of our imme- 
diate problems. However, we do feel that international air 
transportation under the American flag should continue to be 
regarded as a public utility and the bill so provides. We are 
not concerned with protecting the interests of any one airline 
company, hence we are glad that the original board of directors 
is subject to approval by the Civil Aeronautics Board and that 
no one individual or group may own more than 3 per cent of 
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the stock, thereby precluding the possibility of control by any 
one individual or group.” 


Presentation for A. A. R. 


J. Carter Fort, president and general counsel of the Asso- 
ciation of American Railroads, said that the A. A. R. took no 
position with respect to the “broad policy question” involved 
in S. 987, but that it saw no reason why the domestic air car- 
riers or the water carriers should be given the right to sub- 
scribe to a greater percentage of the shares of the consolidated 
international airline than the railroads. Under S. 987, there 
would be offered to domestic airlines 25 per cent of the initial 
common stock of the consolidated airline, while 20 per cent 
would be offered to water carriers and 10 per cent to railroads. 
Mr. Fort suggested that the bill be amended to conform with 
H. R. 1698, under which each of those three types of carriers 
would have opportunity to acquire 20 per cent of the stock of 
the consolidated international air carrier. 

Donald W. Hornbeck, attorney, of Cleveland, O., repre- 
senting A. F. Whitney, president of the Brotherhood of Rail- 
road Trainmen, said that the considered ‘chosen instrument” 
legislation would provide “the foundation for a global air sys- 
tem capable of meeting all of the defense, trade and transport 
requirements of the country.” He said that by unification of 
efforts along the lines proposed in S. 987, this country would 
be able to save for the American flag “an adequate proportion 
of our air transport market—the greatest in the world.” He 
averred that “America’s future in world aviation and the na- 
tional welfare of American labor, the American people, and 
American air industries rest largely upon the decision which 
Congress is about to make on this important matter.” 


Opposition by State Department 


Garrison Norton, Assistant Secretary of State, testifying 
as an opponent of the bill, suggested that foreign countries 
would probably view its enactment as evidence of “imperial- 
istic” activity by the United States. He presented adverse 
criticism with respect to various sections of the bill. 

“This bill,” said Mr. Norton, “establishes subsidy for a 
monopoly. The merchant marine act established subsidy for a 
highly competitive industry, with many operators, a great 
number of which do not claim the subsidy. That the subsidiza- 
tion of a monopoly is a much more extreme step than the 
subsidization of competitive enterprise is apparent. 

“Many of the safeguards of the merchant marine act do 
not appear in the bill: e. g., limits on salaries, control of 
accounting practices,-a ban on operations through subsidiaries, 
purchase of equipment on competitive-bid basis. 

“Particularly with respect to section 1210, which permits 
the rentention of subsidies until earnings reach 10 per cent 
per annum return on capital, and the return of 50 per cent of 
surplus earnings to the extent subsidies have been paid, the 
incentive to reduce costs of goods sold and services by im- 
provement of efficiency and fair bargaining is impaired. A 
similar effect on the aircraft production industry would follow 
under the bill. 


“Although certain subsidization of the air transport indus- 
try and the aviation industry is at present necessary, the De- 
partment (of State) does not favor subsidy which constitutes 
unfair competition between the air carriers of the various na- 
tions. Section 1212, which provides for subsidies to compete 
with subsidies paid by other nations, is particularly objection- 
able, and the department feels that the control of subsidies 
between nations must be effected by understandings between 
governments to the end that subsidy should be limited to the 
necessary minimum, rather than by forcing this government 
into competition with other countries as to the amount of sub- 
sidy to be paid. This section, it is believed, would be construed 
by other governments as evidence of cut-throat competition 
and economic warfare by the United States in the field of 
aviation.” 


ALASKA AIRPORT PROPOSALS 


In a hearing on June 2 in which it received testimony of 
House members with respect to bills introduced by those mem- 
bers which had been referred to this committee, the House 
committee on interstate and foreign commerce heard brief ex- 
planations by Representative Howell, of Illinois, of H. R. 3509, 
proposing authorization of construction of a Class IV airport 
at Fairbanks, Alaska, the estimated cost of which would be 
about $5,000,000, and H. R. 3510, proposing construction of an 
$8,000,000 international airport at Anchorage, Alaska. Mr. 
Howell told of advice he had received as to commercial and 
military air transport needs for the proposed airports. 

Senator Magnuson, of Washington, has introduced S. 1371, 
to authorize construction of a Class IV airport for the city of 
Fairbanks, Alaska, and a public highway or bridge from the 
city to the airport, at a cost of $5,000,000. 
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House, Senate Groups to Take 
Part in Air Crash Inquiries 


After Chairman Wolverton, of the House committee on 
interstate and foreign commerce, had announced in the House 
on June 2 that he had appointed a five-man subcommittee to 
attend hearings of the Civil Aeronautics Board’s safety bureau 
concerning the causes of two airliner crashes May 29 and 30 
in which 95 persons were killed, Chairman Brewster, of the 
aviation subcommittee of the Senate interstate and foreign com- 
merce committee, announced appointment of a technical ad- 
visor to the subcommittee who would take part in the airliner 
accident investigations. 

In the first of the two accidents to be investigated, in which 
a United Air Lines DC-4 plane overran a runway on its take-off 
at LaGuardia Field, New York City, the evening of May 29 and 
caught fire as it overturned in a pond outside the field, 42 
persons were killed but the pilot survived. The other crash 
to be subjected to investigation was that of an Eastern Air Lines 
DC-4, which occurred the evening of May 30 near Port Deposit, 
aw Sagat Maryland. All 53 occupants of the plane were 

illed. 

The subcommittee designated by Chairman Wolverton com- 
prises Representative Hinshaw, of California, chairman; Repre- 
sentatives O’Hara, of Minnesota; Scott, of Pennsylvania; Bul- 
winkle, of North Carolina, and Priest, of Tennessee. Mr. Wol- 
verton said that “this committee is instructed after ascertaining 
all procurable facts to report to the full committee . . . with 
such recommendations as may seem appropriate.” 

Senator Brewster announced that his subcommittee’s tech- 
nical advisor in its air accident inquiries would be Charles H. 
Dolan, Worid War I army flier, president and general man- 
ager of the Commonwealth Aircraft Co. from 1940 to 1944, 
American manager of The Intercontinental Corporation, air- 
craft export organization, from 1936 to 1940, and advisor to the 
United States Senate air safety committee for two years prior 
to 1936. 

C. A. A., C. A. B. Assailed 


Speaking in the House, Representative Ross, of New York, 
said he regarded the United Air Lines plane crash as “inex- 
cusable.” 

“I charge the Civil Aeronautics Administration and the 
Civil Aeronautics Board with gross negligence, irresponsible 
administration, and dereliction of duty,” he said. “I urge that 
there be an immediate full-dress, gloves-off congressional in- 
quiry into the causes of these accidents and into these two 
agencies.” 

Representative Hinshaw said that “we are going to have 
some accidents regardless,” that air accidents were particularly 
spectacular but were not to be unexpected, but that “the insur- 
ance companies are willing to bet you $5,000 of their money 
against your 25 cents that you will be safe when you take a 
ride on either railroad, bus, or airplane.” He added that “it 
does not make any difference; they make you the same bet on 
all of them.” He said it might be of interest to observe that 
in the truck and bus field there had been 4,239 accidents in the 
first three months of this year which had resulted in the death 
of 373 persons and the injury of 4,600 others. He stated that 
railroad accidents had resulted in the death of 1,101 persons 
and 13,896 injured, and that “32 of those persons killed were 
passengers and 995 of the persons injured were passengers.” 

Appearing before the Brewster subcommittee on June 3, 
primarily for the purpose of stating his views on a legislative 
proposal for merger of American-flag international airlines into 
a “community company” (see elsewhere), Chairman Landis, of 
the C. A. B., in reply to questions from subcommittee members, 
discussed the causes of the United and Eastern airliner crashes. 
He said he thought that the C. A. B. knew, from the evidence 
it had on hand, what caused the United Air Lines plane crash 
on May 29. He indicated that it had been concluded, on the 
basis of the evidence, including a statement made by the pilot 
who survived, that a sudden shifting of the wind from the south 
to the northwest as the plane was taking off led the pilot to 
decide against continuing the take-off attempt on the No. 18 
runway, about 2,500 feet long, on which it had then reached a 
speed of between 90 and 100 miles an hour, and to attempt to 
bring the plane to a stop before it reached the end of the run- 
way. The attempt was unsuccessful, and the plane did not 
ascend more than a few feet above the ground, if it ascended 
at all, Chairman Landis said. 


In discussion of the Eastern Air Lines plane crash, he noted 
that the plane had been converted to civilian service after 
having been flown 800 hours as an army plane, and that it had 
been placed in airline service last September. He said that 
two C. A. B. safety board employes, en route by plane from 
Washington to New York for investigation of the United Air 
Lines plane crash, had witnessed the crash of the Eastern Air 
Lines plane in Maryland and had reported that the latter plane 
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had suddenly dived toward the earth, turning eastward and 
inverting itself before it fell into a wooded area at an angle 
of about 45 degrees, after which it burst into flame. Mr. Landis 
said that pieces of the tail assembly of the plane had been 
found about a quarter of a mile away from the scene of the 
crash. The probable cause of the crash, he said, was a struc- 
tural defect of some kind. The plane was flying at an altitude 
of 4,200 to 4,600 feet when it began its dive to the earth, 
he said. 
Harriman’s Testimony 


In a statement submitted to the Senate subcommittee on 
appropriations handling the appropriation bill passed by the 
House with a cut of $70,487,000 under the Budget estimate for 
the Civil Aeronautics Administration, Secretary of Commerce 
Harriman said the amounts approved by the House would seri- 
ously disrupt and retard a carefully developed program for a 
federal airways system equipped with modern safety devices 
and adequate landing areas and aids. 

Mr. Harriman referred to the statement in the report of 
the House appropriations committee that, “Air accidents will 
only be eliminated, it seems to the committee, when people 
stop flying.” _ 

“While it is entirely true that air accidents cannot be en- 
tirely eliminated,” said Mr. Harriman, “the important consid- 
eration is that air accidents can be reduced and air service 
improved by installation of new and proven devices. Commercial 
travel is still eight times as dangerous as railroad or bus travel. 
Furthermore, with the increase in traffic, larger planes, and 
higher speeds, air accidents are likely to increase unless im- 
proved facilities are installed.” 


Pilots Plan Own Investigation 


Air line pilots have assigned their own crash investigators, 
from the engineering and air safety department of the A. F. L. 
Air Line Pilots Association, to investigate the two recent air 
line crashes involving United and Eastern air lines planes. The 
association will make its findings public “irregardless of whose 
toes are stepped on and whether or not they coincide with those 
of the Civil Aeronautics Board or anyone else,” announced 
David L.-Behncke, association president. 

Mr. Behncke criticized the C. A. B. for statements “already 
inferring pilot error before any chance of adequate investiga- 
tion,” and urged that Congress revive the independent air safety 
board “to give the true facts about air line accidents.” He said 
that pilots have frequently recommended 10,000-foot runways 
as a proper margin of safety for the modern-day giant airliners. 


Rail and Air Fatalities Compared 


“The statement attributed to the Air Transport Association 
that the rate of passenger fatalities per 100 million miles of 
travel was substantially the same on airlines as on railroads 
during the years 1943-1945 is not correct,’ said the Association 
of American Railroads, adding: 


The passenger fatality rate on railroads, even including persons 
killed in getting on and off trains, or falling from trains, as well as 
those killed in collisions, derailments and other train accidents, was 
0.16 for each 100 million miles- traveled in 1945. The fatality rate on 
scheduled domestic airlines in the same year was 2.17, or more than 
13 times as high. In the three-year period referred to, the average an- 
nual number of passenger fatalities on the railroads: was 0.25 per 100 
million miles traveled and on the airlines 1.97, or 8 times as many. 

In the year 1946, the latest for which figures are available, the rate 
of passenger fatalities on airlines was 7 times as high as on railroads. 

These figures are from the reports of the Interstate Commerce 
Commission and the Civil Aeronautics Board. 


It was stated at the Air Transport Association that the 
association had not issued a “statement” but that inquiry to 
the association by a newspaperman with respect to the state- 
ment of Secretary of Commerce Harriman that commercial air 
travel “is still eight times as dangerous as railroad or bus 
travel,” had resulted in the giving of information that was in- 
correct—that the rate of passenger fatalities per 100 million 
miles of travel was substantially the same on airlines as on rail- 
roads for a stated period of time. It was stated that the state- 
ment of Secretary Harriman as to air and rail travel was not 
challenged by the association. 


FREIGHT CAR REPORT j 


U. S. railroads reported an average daily surplus of 5,854 
freight cars and an average daily shortage of 13,216 freight 
cars for the week ended May 24, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 2,031; 
auto box, 393; flat, 103; gondola, 7; hopper, 25; and miscel- 
laneous cars, 3,295. 

The shortage was made up as follows: Plain box, 3,354; 
auto box, 18; flat, 152; gondola, 4,099; hopper, 5,537; and 
Miscellaneous cars, 56. 
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Berge Would Have I. C. C., Rather 
Than A. A. R., Supervising Cars 


Testifying before a caucus of House members from western 
states in one of a series of hearings held by that group for 
investigation of freight car shortages in the west, Wendell 
Berge, former Assistant Attorney General in charge of the Jus- 
tice Department’s anti-trust division, now engaged in private 
law practice in Washington, recommended enactment of legis- 
lation to require the Commission, not only in times of emer- 
gency but at all times, “directly to establish, and thereafter 
to supervise, the conditions and terms upon which all the rail- 
roads of the country, without fear of the A. A. R., may partici- 
pate in the interchange of freight cars with each other’’ Repre- 
sentative King, of California, chairman of the caucus com- 
mittee, presided at the hearing. Two other members of the 
committee were present. 

“Such legislation,” he said, “would eliminate one basis of 
the A. A. R.’s power over railroad affairs and would permit 
western railroads to share in the available car supply, not 
according to the private standards of the A. A. R., but accord- 
ing to public standards prescribed and enforced by a public 
body responsible to this Congress, and through the Congress, 
to the people of the United States.” 

He contended that “the presently discriminatory allocation 
of available cars” was merely symptomatic of “a more basic 
condition.” He thought it would be “unfortunate” if the com- 
mittee of House members from the west should “overlook the 
basic cause of this scarcity: the plenary power of the Associa- 
tion of American Railroads to discriminate against the west.” 


Mr. Berge averred that the “fact”? that there were more 
western owned cars in the east than there were eastern owned 
cars in the west was itself indicative of “the desire of the 
eastern railroads and their industrial and financial allies to 
preserve the west as a source of raw materials for eastern 
fabricators.” 

“In pursuance of this paramount objective of perpetuating 
the economic and industrial status quo,” he said, “the western 
railroads have served only as handmaidens of eastern interests, 
carrying western grist to eastern mills, and the people of the 
west have continued as drawers of water and hewers of wood.” 


Reference to Bulwinkle Bill 


Referring to charges made by the Justice Department in 
its anti-trust suit against the western railroads at Lincoln, 
Neb., and to an allegation that those charges were “the vapor- 
ings of a bunch of crackpots in the Department of Justice,” 
Mr. Berge said that “the proof of the pudding is the unwilling- 
ness of the A. A. R. to test the facts in the time-honored, tradi- 
tional American way in a court of law.” He said the “powerful 
lobby of the A. A. R.” was now working night and day to “per- 
suade this Congress to exempt the transportation industry from 
ae anti-trust laws by passing the so-called Reed-Bulwinkle 

i Em” 

“If you are going to allow the railroad lobby to persuade 
you to cut off the jurisdiction of the courts to try the charges 
brought by the government against the railroad combination, 
then you can hardly discharge your obligation to the great mass 
of the American people unless you, yourselves, examine the 
evidence which the government brings forward to support its 
charges.” 

He charged that the evidence of the government’s suits at 
Lincoln showed that the “‘conspirators” who formed the A. A. R. 
early recognized that the power to control car exchange would 
be the most effective way of disciplining recalcitrant railroads 
which balked at “‘any terms of the conspiracy.” He then cited 
some of the evidence introduced by the government at Lincoln 
to support its contention that the plan of organization of the 
A. A. R. contemplated its having power to coerce its members. 
He said he understood that Ralph Budd, president of the Bur- 
lington, had told the caucus committee that he knew of no 
possession of power by the A. A. R. to dictate policy for the 
Burlington. Mr. Berge declared that that testimony was hard 
to reconcile with the Burlington’s recognition of “the authori- 
tative power of the A. A. R. when it was organized,” and that 
“the exclusive control over car exchange and per diem agree- 
ments possessed by the A. A. R. compelled the C. B. & Q. to 
join, despite its grave apprehensions.” He said that “this same 
control today compels the C. B. & Q. discreetly to refrain from 
charging the A. A. R. with responsibility for the discriminatory 
allocation of cars.” Mr. Budd, he said, did not “deny the dis- 
crimination.” 

“He (Mr. Budd) does not believe that any such discrimina- 
tion is intentional,” Mr. Berge continued. ‘Neither do I, in the 
sense that the discriminatory allocation of cars by the A. A. R. 
is consciously intended as a deliberate infliction of injury upon 
the west. But under the Sherman act men are held to have 
intended the natural consequence of their acts. And certainly 
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serious injury to the west is a natural consequence of the exer- 
cise by the A. A. R. of its power to preserve the national 
economic status quo.” 


A. A. R. and Rates 


Mr. Berge discussed what he regarded as disadvantages of 
the west because of freight rate “differentials” and said the 
government’s evidence showed that these differentials had been 
perpetuated by the operations of the “combination and con- 
spiracy of which the A. A. R. is the head and front.” 

“The vice of the combination and conspiracy headed by the 
A. A. R. is its power to fix freight rates,” he said, adding that 
that power conveyed in a large measure the power of life and 
death over ‘‘our competitive economy.” 


He maintained that because “industrial price-fixing 
schemes” involving pricing systems constructed on multiple bas- 
ing points would be nullified if competitive transportation 
charges were permitted, “powerful industrial and financial in- 
terests desire that the industrial basing point agreement be fort- 
ified by a rigid freight rate structure.” He charged that rail- 
road conferences had collaborated with the steel and cement 
industries in maintaining uniform delivery prices for their prod- 
ucts and had conspired with petroleum producers to hold high 
the retail prices on petroleum and petroleum products in the 
south. He alleged that the railroads had done the bidding of 
eastern steel producers by refusing to grant rate reductions on 
steel from the war-built steel plant at Geneva, Utah. 


Influence of A. A. R. 


“T have attempted to show you,” he said, “that the 
A. A. R.’s power is rooted in its control over the interchange of 
freight cars between railroads, and that a very large degree of 
influence over the development of the national economy inures 
to the A. A. R. from its control of railroad affairs. 


“I would suggest that no really effective solution to the 
freight car shortage can be developed by this caucus without 
circumscribing the power of the A. A. R. I would suggest that 
you gentlemen begin at the beginning by striking down the 
power of the A. A. R. to control car interchange agreements be- 
tween railroads. This power is too pivotal to be tolerated in 
private hands. I am aware that the Interstate Commerce Com- 
mission possesses the authority in time of emergency to exercise 
control over interchange arrangements and the allocation of 
freight cars. I understand that the Commission has in the 
present emergency delegated its authority to the A. A. R. Such 
a delegation, of course, merely serves to increase the power of 
the A. A. R. by adding the sanction of Commission approval to 
the exercise of the power which the A. A. R. has already il- 
legally usurped. If individual western railroads were formerly 
afraid to challenge the A. A. R. I think you will find that they 
are now even more afraid.” 

Representative King noted that the Attorney General had 
announced institution of anti-trust action against freight car 
builders, and inquired whether Mr. Berge thought that restric- 
tion of freight car production was in any way responsible for 
the present car shortage. Mr. Berge said he did not have ade- 
quate information on this point, but that if there had been illegal 
restriction in such production, either through direct agreements 
to restrict or through price-fixing agreements, the end result 
would be to “aggravate the present crisis.” If prices were out 
of line, certainly the railroads would be reluctant to place or- 
ders for cars, he averred. It was a safe generalization that any 
agreements in the car building indutry would over a period of 
time create a car shortage, he said. 


A. A. R. Responsibility 


Asked by Mr. King whether he believed the A. A. R. was 
responsible for the shortage, Mr. Berge said that it was, “in a 
considerable measure.” The kind of control the A. A. R. had 
exercised had had the effect of causing individual railroads to 
seek to live ‘‘within their particular departments” and to main- 
tain their status quo, he averred. He said he would not assert 
that it was a duty of the railrods to keep a peak supply of cars, 
that he would not undertake to say how many cars there should 
be, but that if there was competition in the railroad industry, 
certainly more could be done than had been done. 

He said that “a lot of the trouble” stemmed from “‘the pri- 
vate rate-making machinery of the A. A. R.,” whereby control 
of the filing of rate proposals with the Commission was effectu- 
ated. He noted that the government was asking, in the suit at 
Lincoln, for dissolution of the A. A. R. He said that power to 
divert traffic was also an important power of coercion exercised 
by the A. A. R. 

Asked by Mr. King whether he believed that the American 
railroad industry could continue as an integral part of the 
American system under private ownership, Mr. Berge said he 
believed it could, but was not sure that it would. Whether or 
not they remained under private operation, he said, would de- 
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pend on “the policies we follow in the next half dozen years.” 
He said that if the railroads’ “move to legalize their retreat from 
private economy” by enactment of the Reed-Bulwinkle bill suc- 
ceeded, it would probably be ‘“‘the last straw,” and that sociali- 
zation of the American railroads would be the ultimate result. 

At the conclusion of the hearing, Representative King said 
that when the caucus committee’s activities began, the Great 
Northern had only 59 per cent of its car ownership on its own 
lines, but that now it had 110 per cent of its cars on its lines. 
He said that when he had called President Gurley, of the Santa 
Fe, to appear as a witness, the Santa Fe had 80 per cent of its 
cars “on line,” but that within the next seven days the cars on 
its lines had increased to 95 per cent of its ownership. 

Representatives Mansfield, of Montana, and Miller, of Cali- 
fornia, were the other caucus committee members present at the 
hearing. W. C. Kendall, chairman of the A. A. R. car service 
division, also was present. 

The committee planned to hear testimony by Director 
Johnson, of the Office of Defense Transportation, on June 5. 


Faricy Derides “Berge’s Bogeyman” 


William T. Faricy, president of the Association of American 
Railroads, issued the following statement in reply to the state- 
ments made by Mr. Berge before the caucus of House members 
from the west: 


In a statement before a group of western congressmen considering 
the freight car situation, Mr. Wendell Berge, late of the anti-trust 
division of the Department of Justice, tried to conjure up a bogeyman 
of alleged discrimination against the west through alleged control of 
railroad operations by the Association of American Railroads, in the 
supposed interest of eastern railroads, industrial and financial interests, 

In his attempt to do this, Mr. Berge had to misstate some facts, 
misinterpret others, and generally distort the picture of the actual 
relationship between the Association of American Railroads and its 
members. The association is not the master of its members, but is 
their agent in carrying on the work which makes possible the daily 
flow of commerce on this continent. The association acts only in ac- 
cordance with the policies of its members, expressed by majority 
action. Its affairs are directed by the board of eighteen members, of 
whom only one-third are from eastern railroads. 

In none of its actions does the association have either the power, 
or the desire, to discriminate against its western railroad members, or 
against the west, or any one other part of the country, in any sense, 
Indeed, Mr. Berge himself disclaimed any belief that the A. A. R. con- 
sciously intends deliberate infliction of injury upon the west. Obviously, 
the very existence of the association depends upon its preserving scru- 
pulous fairness in dealing with the railroads of all sections. 


Cars “‘On Line’’—West vs. East 


The alleged facts cited by Mr. Berge to support his charge of dis- 
crimination against the west simply are not true. He says, for example, 
that there are more western owned cars in the East than there are 
eastern owned cars in the West. The exact reverse is true. On May 15, 
1947, the latest date available, there were in the east 160,698 western 
owned cars of all types, and in the west 182,201 eastern owned cars. 
The western railroads had on their rails 102.2 of their ownership of cars 
while the lines in the east had 94.2 per cent. 

Mr. Berge refers to the pending Reed-Bulwinkle bill as an attempt 
to exempt the transportation industry from the anti-trust laws, which 
it is not. It is an attempt to clarify, through expression of congressional 
intent, a conflict which the anti-trust division has asserted to exist 
between those laws and the interstate commerce act, under which the 
railroads are regulated by the Interstate Commerce Commission. The 
necessity for such a clarification was well expressed by one of the 
authors of the bill -when he said the railroads cannot serve two masters. 

Mr. Berge says that the overwhelming shipper support of this bill 
is due to a selfish interest in preserving the status quo. If that were 
true—which it is not—Mr. Berge is including in his indictment virtually 
all the shippers of the United States, for almost without exception 


shippers and shippers’ organizations have expressed their support of 
the bill. 


Allegation of ‘“‘Control’” by A. A. R. 


Mr. Berge cites at length extracts from letters written before the 
A. A. R. was organized, discussing various proposals for the organiza- 
tion which, he says, indicate: an intention to vest in the A. A. R. a 
super-control of railroads. Regardless of what was said in these pre 
liminary letters, extracts from which have been taken out of context, 
the fact remains that nothing of the sort was done, and that the 
A. A. R. has not exercised, or sought to exercise, any such control 
over its members. 

Mr. Berge talks about sectional differentials in the class rates, on 
which only about 5 per cent of the total traffic moves. He does not 
mention the fact that there is little difference in the level of rates as 
a whole in the different sections, or the further fact that in every in- 
stance the class rate scales were worked out and set up by the Inter- 
state Commerce Commission itself, all of them before the A. A. R. 
even existed. 

Mr. .Berge further alleges that the A. A. R. has power to fix freight 
rates. It has no such power. It cannot even initiate a rate, that being 
a function of the individual railroads. It has no control over the rate 
conferences of the railroads. And certainly, it cannot fix and establish 
a rate, that authority being in the Interstate Commerce Commission. 


Functions and Objects of A. A. R. 
What, then, is this Association of American Railroads which Mr. 


Berge sought to conjure up into so fearsome a bogeyman? It is a work- 
ing agency of the railroads, set up by them to deal with the many 
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things which they must do together if this country is to enjoy the free 
interchange of freight cars, from railroad to railroad, which is the 
basis of our continental commerce. It exercises certain powers of dis- 
tribution of these cars, but they are powers authorized by its members 
as being essential to the efficient use of the available car supply. Its 
object—and its only object—in distributing cars is to help its mem- 
bers, and the shippers whom they serve, to get the most use out of 
the cars which are available. 

In recent months there have not been enough cars to handle cur- 
rently as offered everything which everybody wished to ship. For that 
situation, there are reasons connected with the late war, which were 
beyond the railroads’ control. But it should not be forgotten that under 
the system which the railroads have set up to handle this phase of 
their business, they successfully handled the tremendous transporta- 
tion requirements of the war. And it should not be overlooked that 
today, they are moving more tons of freight more miles than ever 
before in peace time. No industry is coming closer to meeting all de- 
mands upon it in this time of shortages than are the railroads, and as 
more new cars become available they will do better. The test of the 
railroads’ system for handling their business—which Mr. Berge would 
have congress scrap—is that it works. 


O. D. T. Head Charges Car Builders 
with Falling Down on Deliveries 


Director Johnson, of the Office of Defense Transportation, 
in a press conference following a meeting with steel producers, 
said freight car builders had not furnished an adequate ex- 
planation for failure to deliver more cars in May, although, 
he said, 202,000 tons of steel had been shipped to them by the 
producers in March. That should have resulted in the produc- 
tion of about 8,000 cars in May, he said, while deliveries in 
=? im would probably not exceed the 4,123 cars delivered 
in April. 

The steel industry, he said, had more than fulfilled its 
promises, observing that the 202,000 tons of steel delivered to 
car builders in March was 39,000 tons more than was promised, 
in connection with the plan agreed on in February by which 
the steel industry would furnish a sufficient amount of steel 
for the production of 7,000 cars a month in June, with a pro- 
gram of 10,000 cars a month due to begin in July. That 10,000- 
car program, the O. D. T. head said, would probably now be 
pushed back to September. He expressed himself as “more 
than pleased” with the cooperation of the steel industry, and 
said the railroads had nearly 100,000 cars on order. 

He said the falling off in deliveries might be partly ex- 
plained by the fact that car builders had unbalanced inven- 
tories, some having too many parts of one kind, and others 
having too many parts of another kind, without having com- 
pletely “matched sets” for the production of the required 
number of freight cars. He also said the failure to deliver the 
expected number of freight cars in spite of the stepped-up 
deliveries of steel might be due to the fact that car builders, 
having set their production schedules, could not shift them 
when the steel industry began deliveries in excess of the 
promised volume. 

The O. D. T. head said Senator Reed, chairman of a sub- 
committee of the Senate interstate commerce committee, was 
keeping in close touch with developments. He added that, if 
the planned production of 10,000 cars a month, scheduled to 
begin in July, did not materialize, the sub-committee would 
probably call for explanations. 

According to the O. D. T. director, there was a net loss to 
the railroads of freight cars, because each month they were 
taking from 5,000 to 7,000 freight cars out of service because 
of age and bad order, while they were receiving only a little 
more than 4,000 cars. 

_ He expressed confidence that increased efficiency of opera- 

tion would enable the railroads to meet an expected 10 per 
cent increase in traffic volume this fall, with fewer cars. How- 
ever, he added, if the improvement were not achieved, the 
railroads would be able to meet only 75 per cent of the coun- 
try’s demand for transportation as contrasted with satisfac- 
tion of 85 per cent of the demand last fall. 


Facts about the delivery of steel to the car builders were 
made known to the O. D. T. at a meeting with the industry 
advisory committee on distribution of steel for freight cars, 
May 27, Director Johnson, said, and that the O. D. T. had 
documents to show that that 202,000 tons in March and 206,000 
tons in April had been shipped. 


PUBLIC MERCHANDISE WAREHOUSING 


_ “Occupied space in public merchandise warehouses showed 
Slight change, April compared with March,” says the Bureau 
of Census, Department of Commerce. “The April ratio of oc- 
Cupied to occupiable space was 88.7 per cent compared with 

‘9 per cent as of March 31. The corresponding index for 
April 30, 1946, was 87.0 per cent. Space occupancy trends for 
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the trade are charted below permitting a comparison of present 
with pre-war warehousing activity. 

“A total of 603 cooperating firms reported 1,881 merchan- 
dise warehouse buildings as operated during April, with a total 
of 46,708,000 square feet of occupiable space intended for pub- 
lic warehousing of general merchandise, of which 41,430,000 
square feet were reported as occupied.” 


Grand Jury Investigation of 
Freight Car Builders Asked 


Attorney General Tom C. Clark has announced he has au- 
thorized a grand jury investigation into alleged restraints of 
trade and violations of the antitrust laws by certain corpora- 
tions and individuals in the railway freight car building indus- 
try. Subpoenas will be issued calling for the production before 
a District of Columbia grand jury of certain documents and 
records of the freight car building companies, railway and car 
building trade associations and others, according to the an- 
nouncement. 

“This action,” said Attorney General Clark, “is the result 
of investigation by the Federal Bureau of Investigation of com- 
plaints that railway freight car building companies have en- 
tered into agreements with each other to fix non-competitive 
prices for freight cars built by them for railroads and other 
purchasers, and have allocated prospective railway freight car 
manufacturing business among the various companies in the 
industry according percentage quotas assigned to the various 
members of the industry. From that investigation it appears 
that four freight car building companies have in recent years 
secured approximately 80% of the freight car building busi- 
ness.” 

Assistant Attorney General John F. Sonnett, head of the 
antitrust division, said: 

“Freight cars are normally purchased by individual rail- 
roads and others in large quantities, and it is customary for 
purchasers to solicit bids from the car building companies. The 
bids submitted in response to such solicitation become the 
basis for negotiations leading to the execution of contracts for 
the manufacture of the cars desired by the purchaser. It ap- 
pears from the investigation to date that through collusion in 
the preparation of bids and through agreements on prices and 
on the allocation of business, the freight car building companies 
have suppressed competition among themselves and have re- 
tarded the growth of small car building companies and the 
development of the industry.” 

To a very large extent the distribution of available freight 
cars by the railroads was controlled by the Association of 
American Railroads, said the announcement. Evidence con- 
cerning the power of the Association of American Railroads to 
control freight car distribution was presented by the Depart- 
ment of Justice to the federal district court at Lincoln, Neb., 
on April 23, 1947, it added, and that this control was one of the 
issues involved in the government’s antitrust action against the 
Association of American Railroads, which it said, sought to 
eliminate unlawful restraints in the transportation industry. 

Car builders are currently operating at less than one-third 
of the industry’s capacity, said the announcement. 

“It is recognized,” stated Assistant Attorney General Son- 
nett, “that the current low rate of production is due in part to 
the steel shortage and to factors other than the trade restraints 
indicated by the preliminary investigation of the industry. The 
discovery and prosecution of illegal restraints in the industry 
is, however, necessary to permit the reestablishment of com- 
petitive opportunuities and the functioning of free enterprise in 
the freight car building industry.” 

The grand jury investigation will be conducted by Joseph E. 
McDowell and Earl Hevers as special assistants to the attorney 
general under the immediate supervision of James E. Kilday, 
head of the transportation section of the antitrust division of 
the Department of Justice. 


RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $37,660,311 in coaches and $27,866,986 in parlor and 
sleeping cars for February, 1947, as against $62,220,410 in 
coaches and $47,546,979 in parlor and sleeping cars for Febru- 
ary, 1946, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of passenger 
traffic statistics, other than commutation, statement M-250. 

For the two months ended with February, 1947, passenger 
revenues amounted to $81,547,213 in coaches and $60,772,291 
in parlor and sleeping cars as compared with $137,124,427 in 
coaches and $105,061,638 in parlor and sleeping cars for the 
like 1946 period. 

Revenue passengers carried for February, 1947, totaled 
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24,440,986 in coaches and 2,645,890 in parlor and sleeping cars, 
as against 33,935,074 in coaches and 4,170,248 in parlor and 
sleeping cars for February, 1946. For the two months ended 
with February, 1947, revenue passengers carried totaled 52,- 
196,843 in coaches and 5,782,843 in parlor and sleeping cars 
as compared with 72,561,533 in coaches and 9,103,391 in parlor 
and sleeping cars carried for the like period of 1946. 


Revenue Freight Loading 


Revenue freight loading the week ended May 31 totaled 
830,383 cars, according to the Association of American Rail- 
roads. This was 6.8 per cent below the preceding week; 32.5 
per cent above the corresponding week last year, and 9/10 of 
1 per cent below the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 39,764 cars, 4,892 below preced- 
ing week and 461 above corresponding 1946 week. 

Livestock, 11,008 cars, 1,186 below preceding week and 
2,437 below corresponding 1946 week. 

Coal, 175,858 cars, 12,863 below preceding week and 114,067 
above corresponding 1946 week. 

Coke, 13,707 cars, 582 below preceding week and 8,959 
above corresponding 1946 week. 

Forest products, 43,127 cars, 2,742 below preceding week 
and 1,317 above corresponding 1946 week. 

Ore, 80,560 cars, 1,211 above preceding week and 43,160 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 105,239 cars, 14,387 below preceding 
week and 2,276 below corresponding 1946 week. 

Miscellaneous, 361,120 cars, 24,799 below preceding week 
and 40,247 above corresponding 1946 week. 


Week of May 24 


Loading by groups of commodities the week ended May 24 
was reported as follows: 

Grain and grain products, 44,656 cars, 2,370 above preced- 
ing week and 9,751 above corresponding 1946 week. 

Livestock, 12,194 cars, 1,031 below preceding week and 
2,045 above corresponding 1946 week. 

Coal, 188,721 cars, 698 below preceding week and 68,355 
above corresponding 1946 week. 

Coke, 14,289 cars, one above preceding week and 10,670 
above corresponding 1946 week. 

Forest products, 45,851 cars, 2,505 below preceding week 
and 13,457 above corresponding 1946 week. 

Ore, 79,349 cars, 6,752 above preceding week and 50,708 
above corresponding 1946 week. : 

Merchandise, L. C. L., 119,626 cars, 1,416 below preceding 
week and 27,898 above corresponding 1946 week. 

Miscellaneous, 385,919 cars, 1,076 below preceding week 
and 136,248 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 

Four Weeks of January........ 3,168,397 2,883,863 3,003,655 
Four Weeks of February....... 3,179,198 2,866,876 3,052,487 
Five Weeks of March........... 4,170,420 3,982,240 4,022,088 
Four Weeks of April........... 3,232,947 2,604,049 3,377,335 
WOE OF DEA Savi. 8 cocci ce cee 882,684 671,311 866,034 
Week of May 10. .........ccc00. 884,242 684,942 838,764 
Week Of May 17. ........02 0080. 888,208 688,210 868,914 
BS” Pee 890,605 571,473 882,753 

grenades t= strainers soy 17,296,701 14,952,964 16,912,930 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a preliminary summary, desig- 
nated as statement No. 479, prepared by its Bureau of Trans- 
port Economics and Statistics, of freight commodity statistics 
of Class I steam railways for the calendar year 1946, showing 
freight traffic originated, freight traffic terminated, total freight 
traffic carried, and freight revenue, by classes of commodities 
and regions. 

The compilation showed, as to both carload and less-car- 
load traffic, a total of 1,366,616,636 tons of revenue freight 
originated, 1,279,806,329 tons terminated, total freight traffic 
(including duplications) of 2,602,185,618 tons, and freight rev- 
enues amounting to $6,111,819,863. 

Carload traffic accounted for 33,930,273 carloads, or 1,342,- 
229,912 tons, of revenue freight originated, 32,586,293 carloads, 
or 1,255,802,825 tons, of revenue freight terminated, total freight 
traffic (including duplications) of 68,324,961 carloads, or 2,554,- 
098,288 tons, and freight revenues amounting to $5,631,981,906. 

As to forwarder traffic, included in the carload manufac- 
tures and miscellaneous, n. o. s. item, the compilation showed 
a total of 204,179 carloads, or 3,625,103 tons, of revenue freight 
originated, 221,162 carloads, or 3,830,100 tons, of revenue freight 
terminated; total freight traffic (including duplications), of 
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463,737 carloads or 8,098,199 tons, and freight revenues amount- 
ing to $85,217,055. 


Pacific Coast Advisory Board 


Robert S. Henry, assistant to president, Association of 
American Railroads, Washington, D. C., will be the guest 
speaker at the June 19 luncheon meeting of the Pacific Coast 
Transportation Advisory Board, Biltmore Hotel, Los Angeles. 
David G. Shearer, president of the Los Angeles Transporta- 
tion Club which is sponsoring the luncheon, will be toast- 
master. 

The board meeting will be called to order by General 
Chairman T. F. McCue, traffic manager, Crane Co., Los An- 
geles. Report of the executive committee will be given by 
General Secretary J. W. Witherspoon, assistant general traffic 
manager, United States Rubber Co., Los Angeles. Wilfred 
Eldred, research specialist, Federal Reserve Bank, San Fran- 
cisco, will analyze the commodity reports. E. W. Coughlin, 
assistant to chairman, car service division, A. A. R., will re- 
port on national transportation conditions, and W. C. Griffin, 
San Francisco, will give the district manager’s report. 

The following committee chairmen will report: 


, Car efficiency, George D. Cron, traffic manager, Chevrolet-Oakland 
Division, Oakland, Calif.; railroad contact, C. H. Grant, superintendent 
of transportation, Southern Pacific Co., San Francisco; legislation, 
Walter A. Rohde, manager, transportation department, San Francisco 
Chamber of Commerce; freight claim prevention, Austin C. Street, 
manager, Barclay Traffic Service, San Francisco; and port traffic, 
Charles A. Bland, port traffic manager, Board of Harbor Commissioners, 
Long Beach, Calif. 


_ Meetings of the freight claim prevention, central car effi- 
clency, executive, legislative, and railroad contact commit- 
tees will meet June 18. 


CENTRAL WESTERN ADVISORY BOARD 


_ The twenty-fifth annual meeting of the Central Western 
Shippers Advisory Board will convene at the Hotel Colorado, 
Glenwood Springs, Colo., June 17 and 18, according to General 
Chairman H. W. Ansell, general traffic manager, Utah-Idaho 
Sugar Co., Salt Lake City, Utah. 

__ A. M. Riddle, Colorado Fuel & Iron Corporation, Denver, 
will speak on ‘Forward Development of Western Industry” at 
the luncheon session June 18, sponsored jointly by the board 
and the Glenwood Springs Chamber of Commerce and local 
service clubs. 

The general board session that day will be called to order 
by Lowe P. Siddons, Colorado state chairman. R. E. Clark, 
manager, closed car section, car service division, Association of 
American Railroads, will report on the national transportation 
situation. P. K. Yonge, director of agriculture, Denver & Rio 
Grande Western Railroad, will speak on the Colorado peach 
industry. The district manager’s report will be given by G. D. 
Davis, Omaha. The following committee chairmen will report: 


Executive, General Secretary, Walter M. Wharton; resolutions, 
Harry S. Dickinson; banking, J. A. Reed; freight loss and damage 
prevention, H. H. Ellsworth; car efficiency, J. C. Niemeyer; 1. c. 1. 
transportation, Frank R. Russell; and railroad contact, F. E. Sperry. 


The executive railroad contact, car efficiency, loss and 
damage prevention, and l. c. 1. transportation committees will 
meet June 17. At a dinner meeting that day, F. C. Hogue, 
vice president traffic, Denver & Rio Grande Western, will 
speak. A motion picture provided by that railroad will be 
shown. Special music will be provided by the Denver Traffic 
Club singers. Mr. Siddons, traffic manager, Holly Sugar Cor- 
portation, will be toastmaster. 


A. M. A. PAMPHLETS ON PACKING, CONTAINERS 


Five pamphlets, reproducing papers presented at packaging 
conferences held by the American Management Association in 
1946, have recently been published by the A. M. A. and are 
available at its headquarters, 330 West 42nd St., New York 
City. Following are the titles: 


1. ‘‘Peacetime Application of Wartime Packaging Developments,” 
with special sections on moisture protection, foils and laminations, 
fragile articles, metal articles, and pharmaceuticals. 

2. “Modern Shipping and Materials Handling,’’ with papers on 
packaging for air cargo shipment, and specifications for adhesives. 

3. ‘Progress Toward Safer Packing,’’ including a paper on packing 
for export shipment by John Mount, and a discussion by Don L. Quinn 
on performance standards for shipping containers. 

4, “‘The Package as a Selling Tool,’’ devoted to package design 
trends and standards. 

5. “Shipping Container Materials Testing,’’ discussing the G-E 
puncture tests, and the compression, Conbur incline impact, revolving 
drum, and vibration tests for shipping containers. 


_ The pamphlets contain from 24 to 56 pages each and are 
priced at 50 and 75 cents. 
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B * TRANSPORTATION 


C. A. B. Action on Latin America 
Air Services 


The Civil Aeronautics Board has issued two opinions af- 
fecting air service in Latin America. 


By an opinion in No. 2423, Pan American-Panagra Agree- 
ment, the board approved a through-flight agreement between 
Pan American Airways, Inc., and Pan American-Grace Airways, 
Inc., providing for through one-plane service between the prin- 
cipal points on the latter’s routes and the United States. Under 
the agreement, according to the board, Pan American will char- 
ter any aircraft operated by Panagra into the Canal Zone from 
Lima, -Peru, or points further south, for through operation on 
Pan American’s certificated routes from the Canal Zone to con- 
tinental United States. It said the operation of Panagra air- 
craft and crews over Pan American’s routes north of the Canal 
Zone was to be under Pan American’s responsibility and control 
for its account, while the operations south of the Canal Zone 


were under the control of Panagra. In approving the agree- 
ment, the board said: 


The evidence of record is convincing that passengers between the 
United States and points on Panagra’s routes are greatly inconvenienced 
both in time and expense by the necessity of changing planes at Balboa. 
The proposed through-flight service would eliminate immediately that 
inconvenience for all traffic using the Miami gateway—about 60 per cent 
of the travel during the first half of 1946 between the United States 
and points on Panagra’s route. The convenience to passengers will in- 
crease in the future with the use of larger and faster equipment and 
especially sleeper equipment. In addition, the participating carriers 
would derive substantial benefit and economies from the arrangement: 
Panagra, from the use of Pan American’s maintenance bases and train- 
ing facilities, and more extensive use of Pan American’s sales organ- 
ization and advertising coverage; Pan American will profit by the 
maintenance of Panagra aircraft permitting a further spread of over- 
head costs, while both will benefit from the improved service enabling 
them to develop more traffic and to compete more effectively with other 
carriers operating in the area, 


Controversial Issues: Settled 


The board said it felt that the agreement settled outstand- 
ing difficulties between the Pan American Corporation _and 
W. R. Grace & Co. which had created an unhealthy condition 
in the internal affairs of Panagra. It pointed out that Pan 
American, a wholly-owned subsidiary of Pan American Corpo- 
ration, and Panagra, owned 50 per cent by Pan American and 
50 per cent by W. R. Grace, operated an extensive system of 
air transportation in Latin America, the former serving U. S. 
points and the latter’s service confined to the Canal Zone and 
South America. It explained that in the course of Panagra’s 
history, differences had developed between the owners of Pan- 
agra having urged that Panagra should apply for an extension 
to the United States, which proposal was not acceptable to the 
Pan American representatives. Since Pan American and Grace 
held equal stock-ownership and representation on the Panagra 
board, the board said the proposal of the Grace representatives 
had always failed for lack of majority. It added that the 
Panagra extension was the subject of investigation by the board 
which terminated in a dismissal on the ground that the board 
was without power to accomplish the compulsory extension of 
Panagra to the United States. The opinion said the case was 
remanded to the board by the Circuit Court of Appeals for the 
Second Circuit for further consideration, and added that the 
Supreme Court granted petitions for review of the appeals 
court decision but on request of the parties the case had not 
been docketed for argument, pending disposition of the instant 
proceeding. The board said: 


The contrast between conflicting views and actions of these parties 
in the Panagra Terminal Investigation (docket Na. 779), the record of 
which is admitted into this proceeding, and their espousal of this 
agreement as a satisfactory solution of their difficulties, is impressive 
as to their intent to resolve the controversy. We cannot... disregard 
such a manifestation and conclude that the agreement is not a settle- 
Ment and will not work because an internal conflict has heretofore 
existed. Any action eliminating conflict and looking toward harmony 


is an improvement over the past situation and as such is beneficial to 
the public. 


Approval of the agreement was limited to a period of three 
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years, the board said, rather than the term of 99 years contem- 
plated by the parties. 


Latin American Service Denial 


By a supplemental opinion on reconsideration of the 
so-called Latin American Case, issued in No. 525 et al., Addi- 
tional Service to Latin America, the board denied petitions of 
Colonial Airlines, Inc., Eastern Air Lines, Inc., and National 
Airlines, Inc., for authority to provide new one carrier services 
between cities in the eastern part of the United States and the 
Canal Zone. However, the board amended the certificates of 
Pan American Airways, Inc., to include Curacao, Netherlands 
West Indies, as an intermediate point between the intermediate 
point Ciudad Trujillo, Dominician Republic, and the terminal 
point Caracas, Venezuela, but denied a request of the carrier 
for authority to serve Havana as an intermediate point on the 
airline’s Miami-Balboa and Miami-Barranquilla routes. It also 
amended the certificate of Western Air Lines, Inc., to include 
San Diego, Calif., and La Paz, Mexico, as intermediate points 
on the route between Los Angeles and Mexico City, and cor- 
rected the certificate of Pan American-Grace Airways, Inc., to 
include Riobamba, Ecuador, as an intermediate point between 
Esmeraldas and Quito, Ecuador. In denying further service in 
the Latin American area, the board said: 


While we recognize the advantages which generally obtain in a 
single-carrier operation between important traffic centers, there are 
other factors which must be weighed in the substitution of such a 
service for an existing connecting service. The traffic volume moving 
through Miami to the Caribbean would not, in our opinion, justify addi- 
tional service at this time which would most likely impose a heavy 
burden on the government in the form of mail payments not only to 
support the new operation but also the operations of the existing car- 
riers whose traffic would be diluted. Further, we believe that against 
the advantages of a single-carrier operation where, as here, a long 
journey involving customs and immigration clearance is required, must 
be weighed the advantages of Miami as a gateway for international 
travel. The operation of many domestic schedules by carriers serving 
the entire eastern part of the country should insure to the traveller 


destined to or from South America a choice of schedules for service to 
or from Miami. 


Lee Dissents 


Josh Lee, board member, dissented from the majority opin- 
ion, saying that public convenience and necessity required di- 
rect one-carrier service from the heavy traffic developing cen- 
ters of the east to the Canal Zone. He recommended that 
Colonial be awarded a route between the co-terminal points 
New York-Washington-Philadelphia-Norfolk, and the terminal 
point Balboa via Charleston, Nassau, Camaguey, Kingston, and 
Barranquilla. The majority opinion, said he, did not provide 
the major cities in the eastern part of the United States with 
one-carrier service to the Canal Zone and other Caribbean 
points, but instead relied on the Pan American-Panagra agree- 
ment to “meet this traffic demand.” 


Panagra to Start Service June 1 


Following the board’s approval of the agreement, Pan 
American Grace Airways announced it was prepared to start 
operating one-plane through flight service between Miami and 
Buenos Aires via the west coast of South America on or about 
June 1. It was stated that the flights to be operated with 
Panagra planes and crews, would fly over Pan American Air- 
ways routes between Miami and Balboa and thence over Pan- 
agra’s own routes from Balboa to Guayaquil, Equador, Lima, 
Peru, Antofagasta, Chile, and Santiago Chile, to Buenos Aires. 


Separate Ownership of Air and 
Surface Lines Urged by Ramspeck 


Joint ownership of air and sea transport under the Amer- 
ican flag would damage both our air transport system and our 
merchant marine, Robert Ramspeck, executive vice-president 
of the Air Transport Association, said in an address before the 
National Aeronautics Association at Fort Worth, Tex., June 3. 

Speaking on the subject, “Should the Surface Carriers 
Stay Out of the Airline Business?” Mr. Ramspeck said that 
Congress for 35 years had followed the policy of not permitting 
one form of transportation to participate in another. It was a 
sound policy when it was adopted, he said, and it was a sound 
policy today. 

There was an ever-widening area of competition between 
air transport and surface carriers, Mr. Ramspeck said. If the 
two forms of transportation, inherently in competition, should 
be joined under one management, the greater investment re- 
quired for surface transportation would consciously or uncon- 
sciously lead a steamship company to retard development of 
the airline, the conflict of interest robbing both of the vigor 
and initiative they should have, said he. 
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“The concept of freedom of competition pervades our whole 
economic life and particularly in transportation it has given 
us beneficial results,” said he. “Through competition the public 
has received better service and reduced rates, and the airlines 
hold that it is better for there to be competition between forms 
of transportation than between units of the same form of trans- 
portation. te 

“The passenger business is the mainstay of any airline 
operation. In view of the fact that before the war American 
steamship lines carried only eight per cent of the passenger 
traffic over the heaviest-traveled route, the North Atlantic, 
their poor record in their business is refutation of any claim 
that they could aid in the development of scheduled air trans- 
port.” 


Commercial Helicopter Service 
Authorized by C. A. B. 


The Civil Aeronautics Board has announced that, for the 
first time in commercial aviation history, it has issued a cer- 
tificate of public convenience and necessity authorizing air 
transportation of property and mail by helicopter. 

In a decision made public June 2 in dockets Nos. 896 and 
1821, Los Angeles Helicopter Case, the board authorized Los 
Angeles Airways, Inc., to operate helicopters under a temporary 
certificate for a period of three years over three circular routes, 
totaling approximately 200 miles radiating out of the Los 
Angeles municipal airport to 30 post offices in the Los Angeles 
area, as follows: 


(a) To and from Los Angeles municipal airport via South Gate, 
Montebello, Whittier, El Monte, Monrovia, Alhambra, Pasadena, Glen- 
dale, Burbank, North Hollywood, Van Nuys, Beverly Hills, and Culver 
City; (b) to and from the Los Angeles municipal airport via Torrance, 
Wilmington, San Pedro, Long Beach, Santa Ana, Orange, Anaheim, 
Fullerton, Norwalk, Downey, and Compton; (c) and to and from the 
Los Angeles municipal airport via the Post Office terminal annex build- 
ing, station ‘‘S,’’ Hollywood, Wilshire-La Brea Station, West Los An- 
geles, and Santa Monica. 


The board said that prior to public hearing before it, the 
Post Office Department, with the cooperation of the War De- 
partment, conducted an experimental helicopter mail service 
in the Los Angeles area, which demonstrated to the Post Office 
Department the desirability of a temporary helicopter service 
in that area. Experimental services have also been conducted 
«in the New York and Chicago areas, according to board officials, 
and the question of authorization is pending. 


Time Saving Factor 


“While air transportation speeds air mail to Los Angeles, 
the Post Office found that in many instances the slowness of 
local surface transportation to and from the airport detracts 
from or even destroys the benefits afforded by flights from dis- 
tant cities,” said the board. “The major time savings in the 
transit of inbound mail to Los Angeles would be effected by 
synchronizing the helicopter schedules with letter-carrier de- 
partures from the various post offices which at present precede 
the arrival of mail transported by surface carriers. In this way 
4% to 19% hours’ transit time would be saved on weekdays 
and 24 hours over week-ends and holidays.” 


Operating Cost Comparison 


Compared with the cost of present airline operations by 
means of conventional aircraft, the cost of operating the heli- 
copter appeared to be disproportionately high, said the board, 
adding: 


The Post Office Department maintains, however, that the primary 
consideration which should determine public convenience and necessity 
for the proposed service is its value to the postal service in expediting 
the movement of mail. It expects that the establishment of the service 
will greatly increase the volume of mail and asserts. that while the cost 
per mile may be high, the total annual cost will be low from the stand- 
point of service rendered. 


The board said that although the Post Office-Army heli- 
copter experiment furnished no information on which to esti- 
mate costs_of operation of the proposed routes, Los Angeles 
Airways projected its capital requirements at $221,000, with 
operating expenses aggregating 90.99 cents a mile, or $226,831 
annually. These estimates, it said, appeared to be reasonably 
accurate on the basis of information available. Data of record 
covering the movement of express were wholly inadequate as 
a basis for projecting the potential volume of air express over 
the proposed helicopter routes, said the board, and after em- 
phasizing that “rotary-wing” aircraft were in a very early stage 
of development, added: 


It is questionable whether the present helicopter, after allowance 
for fuel, can transport loads much in excess of those anticipated for 
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handling mail alone. However, it is typical of all scheduled transporta- flight be 
tion that loads vary from schedule to schedule and we believe that the § for seek 
carriage of express is desirable not only from a standpoint of expedit- § tween vs 
ing its delivery with space which might otherwise remain unused, but § within t 
as a source of revenue to help defray a part of the cost of the experi- § stops or 
ment to the government. the boa 

Efficiency of Operation wm, _” 
After stating that the Post Office Department represented § #4 2°” 
that maximum efficiency would be achieved in initial operations 
by circular routes instead of linear routes proposed, the board 
said that “since the department has the primary information Th 
relating to the needs of the postal service, and will be the § supplen 
principal user of the service and will bear a major share in § local pé 
the cost of operation, its recommendations should be followed § agent, 
as to the routes which will best serve the public interest.” said it : 
The board attached a temporary exemption order to its § violatio 
opinion, authorizing the carrier to serve with rotary-wing air- § section 
craft (helicopters) any point within a radius of 50 miles from 
the Post Office Terminal annex building in Los Angeles, and 
stated that this was to permit maximum flexibility of operations. 
The exemption, it said, would relieve the carrier of formal pro- Thi 
ceedings to obtain authority to serve new points or to vary its § Bounces 
flight pattern every time the Post Office Department requested and No 
it. Thus, it added, changes in the initial flight pattern might § #8™eem 
be effected at any time by the carrier filed with it (the board) § ment w 
an amendment thereto approved by the Post Office Department, § ™@Ppre 
In limiting the carrier’s certificate to three years, the board 
said “the potential of the helicopter in commercial transport 
is unknown and whether the service proposed can be main- Chai 
tained on an economically sound basis with substantial public § Corpor: 
benefit is a matter which can be established only by ex- § a $16,6 
perience.” Md. Tt 
The board denied an application of Southwest Airways Co. § needs c 
for authority to operate helicopter service in the Los Angeles § workin: 
area, stating that at this time it believed Southwest should § oq) tra 
concentrate on the development of its feeder system, authorized §f tion is 
in the so-called West Coast Case, to establish the feasibility  fnanciy 


of that service. To award both a feeder and a helicopter to 
Southwest, said the board, would be to place on this company ' 
responsibility for conducting two experiments having unusual 


national significance. Int 
all-time 
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Air Service Applications on of 
The following new applications for air rights and services § ‘reign 
have been filed with the Civil Aeronautics Board: sewed ; 

No. 2935, Cloud-Lane, Fort Worth, Tex., for a certificate or exemp- § four his 
tion order authorizing transportation as a freight forwarder over sched- § Browns 
uled international lines. 

No. 2936, Braniff Airways, Inc., Dallas, Tex., for amendment to its 
certificate for route 9, to include Tulsa, Okla., as an intermediate point STUI 
on its alternate route between Kansas City and Dallas. Th 

No. 2937, Bekins Van Lines Co., Salt Lake City, U., for a certificate Pate 
or exemption order authorizing non-scheduled transportation of prop- ministr: 
erty between points with the United States and Canada and Mexico. petition 

Nos. 2938, 2939, 2940, and 2941, Bekins Van Lines Co., Salt Lake § the adv 
City, U., for a certificate or exemption order authorizing transportation § an anal 
of property as a freight forwarder over scheduled and non-scheduled ing deg 
domestic and international lines. what e 

No. 2942, Pan American-Grace Airways, Inc., New York, N. Y., for De , 
amendment to its certificate to permit abandonment of scheduled trans- an D 
portation of persons, property and mail between the intermediate point tor of r 
Quito, Ecuador, and the terminal point Ipiales, Colombia. be unde 

No. 2944, Northwest Airlines, Inc., St. Paul, Minn., for amendment § mMembe} 
to its certificate for its ‘‘North Pacific’’ route to include Okinawa 4s § office o 
an intermediate point between Shanghai and Manila. State r 

No. 2945. Trans-Canada Air Lines, Winnipeg, Man., Canada, for 4 Gill wl 

7 ’ 


foreign air carrier permit authorizing scheduled transportation of per 
sons, property and mail between Winnipeg and Toronto, Ont., via s. 
Sault Ste. Marie, Mich., with additional intermediate stop at Fort Wil- 








liam, Ont., Canada. PANAC 
No. 2947, Eagle Air Freight, Burbank, Calif., for a certificate av 
thorizing scheduled transportation of property on a route over the 1 Par 
following area to area territory: Phoenix, Tucson, Nogales: Imperial § ‘eeper 
Valley; Los Angeles; San Joaquin; San Francisco; Portland, Seattle, Buenos 
Spokane. Separat 
No. 2948, West Coast Airlines, Inc., Seattle, *Wash., for amendment J the trip 


to its certificate for route No. 77, to redesignate the intermediate point 
— as Chehalis-Centralia, and to substitute Coos Bay for Marsh- 
eld. 

No. 2949, Mid-Continent Airlines, Inc., Kansas City, Mo., for amend 
ment to its certificate for route No. 26, to include Lincoln, Neb., as a 
intermediate point between Omaha and St. Joseph. 

No. 2950, Mid-Continent Airlines, Inc., Kansas City, Mo., for amend 
ment to its routes Nos. 26 and 48, to designate Minneapolis, Minn., and 
St. Paul, Minn., as co-terminal points. 

No. 2952, Braniff Airways, Inc., Dallas, Tex., for exemption from 
provisions of section 401 to permit service to Rio de Janiero, Brazil. 

No. 2953, Pan-American Airways, Inc., New York, N. Y., for ament- 
ment of certificate authorizing trans-Pacific air transportation betwee! 
the United States, on the one hand, and points in India, Asia, and the 
South Pacific Area, on the other, by consolidating /such certificates, 
eliminating provisions requiring stops at junction points or preventing 
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flight between points on different linear route, eliminating necessity 
for seeking special permission temporarily to suspend local service be- 
tween various intermediate points, and providing that additional points 
within the areas assigned can be included as regularly scheduled traffic 
stops on compliance with procedures established by section 238.4 of 
the board’s economic regulations. 


No. 2954 and 2955, Airborne Flower Traffic, Inc., San Francisco, 


Calif., for a certificate to operate as a freight forwarder over scheduled 
and non-scheduled domestic air line routes, or for exemption. 


AIR TARIFF REJECTION 


The Civil Aeronautics Board has issued an order rejecting 
supplement No. 3 to Wm. M. McCowan, alternate agent’s 
local passenger tariff No. EX-1, C. A. B. No. 5 (R. P. Brinkley, 
agent, series), submitted for filing on May 16. The board 
said it found the schedule, containing no effective date, was in 
violation of section 403(a) of the civil aeronautics act and 
section 224.1 of its economic regulations. 


P. C.-N. A. MERGER OFF 
The Pennsylvania-Central Airlines Corporation has an- 
nounced that the contemplated merger between that corporation 
and Northeast Airlines, Inc., has been called off by mutual 
agreement. It said changes that had occurred since the agree- 
ment with regard to the merger was entered in 1945 made it 
inappropriate in the opinion of both parties. 


R. F. C. LOAN TO PLANE BUILDER 

Chairman John D. Goodloe, of the Reconstruction Finance 
Corporation, announced June 3 that the R. F. C. had approved 
a $16,600,000 loan to the Glenn L. Martin Company, Baltimore, 
Md. The R. F. C. said that the loan was made to meet current 
needs of the Martin Company and would be used primarily for 
working capital in the production of the Martin 2-0-2 commer- 
cial transport plane. Mr. Goodloe stated that further considera- 
tion is being given to the company’s application for additional 
financing of $8,400,000. 


INTERNATIONAL AIR EXPRESS SHIPMENTS 


International air express shipments in April reached an 
all-time monthly high, the air express division of Railway Ex- 
press Agency has announced. A total of 52,659 shipments were 
dispatched to and from foreign countries during the month, a 
gain of 28.5 per cent over April 1946. Traffic consigned to 
foreign destinations in April exceeded air express imports by 
better than 5 to 1. The international airport of Miami ranked 
highest in April with a total of 25,111 shipments. The next 
four highest ports were: New York, 8,435; San Francisco, 3,827; 
Brownsville, Tex., 3,413; San Antonio, Tex., 2,807. 


STUDY OF COMPETITION IN AIR TRANSPORTATION 

The Harvard University Graduate School of Business Ad- 
ministration has announced the undertaking of a study on “Com- 
petition in Air Transportation.” The study, recommended by 
the advisory committee on aviation research, will be based on 
an analysis of the actual experience of the airlines under vary- 
ing degrees of competition, and will attempt to determine to 
what extent competition is necessary in the public interest, 
Dean Donald K. David and Professor Melvin T. Copeland, direc- 
tor of research, Harvard Business School, said. The study will 
be under the direction of Professor George P. Baker, former 
member of the Civil Aeronautics Board, more recently director, 
office of transport and communication policy, Department of 
State. The staff working on this project will be headed by F. W. 


ow who leaves a seven-year association with American Air- 
s. 


PANAGRA’S NEW RECORD FLIGHT TO BUENOS AIRES 


Pan American-Grace Airways has announced that its DC-6 
sleeper plane has completed a survey flight from Miami to 
Buenos Aires breaking all commercial records for the five 
separate hops involved in the flight. The total flying time for 
the trip was 16 hours, 15 minutes, for the 5,221 miles of com- 
mercial airways, Panagra officials said. This compares with 
present scheduled flying time of 25 hours, 45 mintes. 


Cc. & S. SOUTH AMERICAN SERVICE 


_The Chicago & Southern Airlines and the Peruvian Inter- 
national Airways have signed a direct ticketing agreement, 
according to Roland Neff, C. & S. public relations director. 
- S. passengers may board planes at any of the 18 domestic 
Stations of Chicago & Southern with all plane reservations 
completed to their South American destinations, he said. Space 
Ss guaranteed and all ticketing is completed by C. & S. per- 
sonnel, and the passengers then fly direct to Havana, Cuba, 
Where they transfer to P. I. A. for Lima, Peru, from where 
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airline connections are available to all other important west 
coast South American areas, he said. 


CHICAGO-LOS ANGELES NON-STOP FLIGHTS 

Inauguration of the first non-stop scheduled air service be- 
tween Chicago and Los Angeles will occur on June 8 when 
American Airlines will put into service its Five Star Flagships 
between Chicago and the West Coast, Norman L. Hess, Chicago 
district sales manager, has announced. The seven-hour non-stop 
flight clips one and one-half hours from any schedule now flown, 
Mr. Hess said. American DC-6 Flagships have a capacity of 
52 passengers in addition to 5,000 pounds of cargo, he said. 


SLICK ADOPTS FUSELAGE SPRINKLER SYSTEM 

Slick Airways, Inc., first airfreight line in the nation to 
perfect cargo cabin cooling for protection of airborne perish- 
ables from summer heat, has installed an improvement on its 
fleet of ten six-ton capacity planes in the form of a fuselage 
sprinkler system, according to a company announcement. The 
exterior water sprinkling system will reduce the metal fuselage 
temperature as much as 70 degrees while the planes are being 
loaded or off-loaded on the ground, the announcement stated. 


FLORIDA AIR FARE REDUCTION COMPLAINT 


National Airlines, Inc., Miami, Fla., has filed a complaint 
with the Civil Aeronautics Board, docketed as No. 2946, against 
a proposal of Eastern Air Lines, Inc., to establish round-trip 
passenger excursion fares between points in the state of Florida, 
contained in local passenger tariff C. A. B. No. 12, effective 
June 1. It asks suspension of the tariff. 

The complainant said the effect of the excursion fares was 
to reduce the present round-trip fares, which was the sum of 
two one-way fares, by amounts ranging from 25 to 42 per cent. 
National said it competed with Eastern between Florida cities, 
and by reason of the fare reduction, which would result in di- 
version of traffic, it would sustain substantial operating losses 
to the extent that it might require subsidy mail payments. 

“With its tremendous air transportation system, Eastern is 
easily able to withstand losses from operations between points 
within the state of Florida but it knows that National, whose 
operations are completely and vitally dependent on traffic 
within and to and from the state of Florida cannot withstand 
such losses for any period of time,” said the complaint. 


AIRLINE CEASE AND DESIST ORDERS 

The Civil Aeronautics Board has issued cease and destist 
orders against Union Southern Airlines and Skyline, Inc., re- 
quiring them to cease engaging in -certain air transportation 
without certificates, and to stop advertising such services. 

The order directed against Union, No. 2637, dealt with the 
public holding out and operations of Union between New York, 
N. Y., and San Juan Puerto Rico, via named intermediate points, 
and combinations of such points, and representations to the 
public that it performed regular air service between Miami, 
Fla., and Havana, Cuba, which services, the order said, were not 
in fact performed by Union. 

The order in No. 2635, addressed to Skyline, had to do with 
holding out and operations of that company between New York 
and Miami, and between New York and San Juan and Miami 


and San Juan, and representations to the public concerning such 
service. 


AIR SERVICE TO KEY WEST, FLA. 

The Civil Aeronautics Board has issued an opinion, and 
order approved May 23 by President Truman, in No. 2356, 
National Airlines, Inc., Key West Service, permitting the car- 
rier to serve Key West, Fla., on its route from Miami and 
Tampa to Havana, Cuba. 

The board said that Key West, Florida’s southernmost 
city, was an island 100 miles off the Florida mainland and was 
connected to the mainland by highway to Miami but it had no 
rail service. The population in 1940 was 13,285 with approxi- 
mately 40,000 winter tourists. A Cuban air carrier, Aerovias 
“Q,” was authorized by the board on January 29, 1940, to oper- 
ate between Havana and Key West. 


Cc. A. A. RECORDING FEE REDUCTION 

The Civil Aeronautics Administration is emphasizing in its 
publicity that its fee for recording ownership papers and air- 
craft liens has been reduced from $5 to $4. The emphasis is 
deemed necessary because plane owners continue to send the 
C. A. A. $5 instead of $4. 

“We receive between $27,000 and $30,000 each month in 
these fees, and about half of the applicants send in the wrong 
amount,” said Administrator T. P. Wright. “Sending back the 
extra dollars increases the cost of our paper work considerably. 
We plan to reduce these charges still more if we find our costs 
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for providing the service permit, but this tendency to send in 
more money than is needed makes a reduction more difficult.” 


PACIFIC NORTHERN AIR MAIL RATE FIXED 


The Civil Aeronautics Board has issued an order in No 
2884, fixing a base air mail rate of 59 cents an airplane mile 
up to 1,159 miles a month for Pacific Northern Airlines on and 
after July 31, 1946, as an interim basis of payment over its 
Anchorage-Juneau route until such time as a fair and reason- 
able final rate is fixed. ; 


PRESERVATION OF AIRLINE ACCOUNTS 


The Civil Aeronautics Board has issued a revision of sec- 
tion 202.3 of its economic regulations relating to the preserva- 
tion of accounts, records and memoranda of air carriers. 


N. M. U. TURNS DOWN CONTRACT EXTENSION 


Contract discussions between the National Maritime Union 
and the Atlantic and Gulf Coast Steamship Owners and Oper- 
ators Committee, headed by Frank J. Taylor, continued with a 
conference held at the offices of the American Merchant Marine 
Institute last week. The Committee requested more time to 
discuss the 64-page document containing the union demands. 
The Committee also requested that the union extend the con- 
tract from its expiration date, June 15, to September 30. 

Joseph Curran, N. M. U. president and head of the union 
delegation, refused the extension. Some time ago, Curran 
hinted that the union might consider extending the contract. 
At the same time, west coast unions declared that a strike 
would be called on June 15 in the absence of a new contract. 
Later, Curran conferred with Harry Bridges, leader of the 
west coast, longshoreman’s union. There had been acrimonious 
exchanges between the two men and a struggle for power which 
wrecked the CIO super-union, the Committee for Maritime 
Union. Curran charged that a communist minority was leading 
the super-union, and that the N. M. U., with the largest 
membership, had little to say about policies adopted. 

The conference between the two men, followed by Curran’s 
refusal to extend his union’s contract with the operators, indi- 
cated that some of the differences might have been composed. 


Mediation Board Calls Conference 
on §. P. Strike Threat 


The National Mediation Board has called a meeting of the 
chief executives of the Southern Pacific Company, Pacific Lines, 
the Texas & New Orleans Railroad Company, the Northwestern 
Pacific Railroad Company and the San Diego & Arizona Eastern 
Railway Company, and the chief executives of the four train 
and engine service organizations, in Washington, June 9, to 
discuss the situation arising from the fixing of 4 p.m., June 6, 
for beginning of a strike of locomotive engineers on the western 
lines of the Southern Pacific. Other strikes have been threat- 
ened on the S. P. lines, it was stated. 

The disputes, according to the board, have reached the point 
of the employes threatening to strike because of the breakdown 
of the machinery provided by the railway labor act for the 
adjustment of grievance cases before Division No. 1 of the 
National Railroad Adjustment Board in Chicago. Following the 
decision of the Supreme Court of the United States in Elgin, 
Joliet & Eastern case in 1945 with respect to authority of 
unions to represent railroad employes before the adjustment 
board, the train and service organizations had generally refused 
to submit grievance cases to the first division of the board and 
had resorted to the setting of strike dates to enforce the settle- 
ment of grievances, said the mediation board. 


George H. Dugan, chairman, and M. G. Leach, vice-chair- 
man, of the first division of the adjustment board, have been 
invited to attend the Washington conference. In its statement 
the mediation board added: 


Since February, 1945, there have been eight separate emergency 
boards created under section 10 of the railway labor act to consider 
emergency situations on various railroads arising from the setting of 
strike dates by one or more of the train and engine service organiza- 
tions on dockets involving grievance cases. These emergency boards 
in their reports and recommendations have all stated the consideration 
of grievance cases is not a function of the emergency boards, but that 
such matters should be submitted to the National Railroad Adjustment 
Board for disposition. 

As a result of the above situation a heavy burden has been placed 
on the staff of the National Mediation Board, which has attempted to 
mediate such matters during the period of the war emergency to pre- 
vent interruptions to essential transportation. 

The purpose of the meeting commencing June 9 is to endeavor to 
find some means of restoring the first division of the National Railroad 
Adjustment Board to a functioning basis or to find other appropriate 
methods of disposing of grievance cases. 
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Judge Frank P. Douglass, chairman of the National Mediation 
Board, in commenting on the above situation, said: ‘‘The mediation 
board expects to have top-flight officials of the carriers and the organi- 
zations sit down in Washington and discuss this whole situation. These 
men have the capacity and the power to meet the emergency and I am 
confident they will not fail.’’ 


A. C. L. DISPATCHER DISPUTE 

Frank P. Douglass, chairman of the National Railway 
Labor Panel, has appointed an emergency board from the panel 
to investigate and report on a dispute between the Atlantic 
Coast Line and certain of its employes represented by the 
American Train Dispatchers Association. The board is com- 
posed of Grady Lewis, Norman J. Ware and Robert Wickliffe 
Woolley. 


ALTON TELEGRAPHERS’ DISPUTE 


Chairman Douglass, of the National Railway Labor Panel, 
has appointed H. H. Schwartz, John W. Yeager and John A. 
Lapp to serve as members of an emergency board to investi- 
gate and report on a dispute between the Alton Railroad (con- 
solidated with the Gulf, Mobile & Northern Railroad Co. as of 
May 31, 1947) and certain of its employes represented by the 
Order of Railroad Telegraphers. 


RAIL EMPLOYES’ SAFETY CONTEST WINNERS 


Six Class I railroads, named group winners in the Railroad 
Employes’ National Safety Contest of the National Safety 
Council, had a 1946 employe casualty rate only one-third as 
high as the average rate for all railroads in the group, accord- 
ing to an announcement by the Illinois Central Railroad. The 
combined rate of employes killed and injured per million man- 
hours was 3.32 for the six winners, as compared with 10.7 for 
all Class I railroads, the I. C. announcement stated. The six 
Class I winners were the Illinois Central, Michigan Central, the 
Duluth, Missabe & Iron Range, the Colorado & Southern, the 
Texas Mexican, and the New York Connecting railroads. In 
other divisions of the contests, winners were the Pullman Co. 
and the Alton & Southern and the Birmingham Southern 
railroads. 


SOUTHEAST SHIPPERS ADVISORY BOARD 


Robert M. Cooper, director, South Carolina research, plan- 
ning and development board, will speak on “South Carolina 
and Her Future,” at the luncheon meeting of the Southeast 
Shippers Advisory Board, June 19, in the Hotel Columbia, 
Columbia, S. C. 

General Chairman A. W. Evans, Savannah, Ga., traffic 
manager, Savannah Sugar Refining Corporation, will call the 
board meeting to order. W. E. Callahan, manager of the open 
car section, car service division, Association of American Rail- 
roads, Washington, will discuss the national transportation 
outlook, and T. M. Healy, district manager for the car service 
division at Atlanta, will summarize southeast district railroad 
performance and prospects for handling the heavy fall traffic 
and the seasonal watermelon and peach movements. 


Twenty-two commodity committee chairman representing 
every basic industry of the southeast will offer reports. W. J. 
Sullivan, Birmingham, will submit recommendations of the 
executive committee. C. W. Strickland, Greensboro, N. C., will 
analyze results of the 1947 perfect shipping campaign. 


Meetings of the railroad transportation, railroad traffic, 
executive and joint freight claim prevention committees will be 
held June 18. This is the board’s first meeting in South Caro 
lina in many years and a large attendance is expected. 


OHIO VALLEY ADVISORY BOARD 


John W. Barriger, president, Chicago, Indianapolis & Louis- 
ville Railway, will speak on “Grooming the Iron Horse to Win,’ 
at a luncheon sponsored jointly by the Indiana State Chamber 
of Commerce, the Indianapolis Chamber of Commerce, the It 
dianapolis Board of Trade and the Indianapolis Traffic Club, 0 
be held June 10 in the Lincoln Hotel, Indianapolis, in conjunt 
tion with the meeting of the Ohio Valley Transportation At 
visory Board. 


E. C. Perkins will report for the executive committee a 
the board meeting. J. D. Deininger will report on the Perfet 
Shipping Month campaign. C. R. Magee will discuss nationél 
transportation conditions. J. P. Dockter will give an analysis 
of prospective carloadings for the third quarter of 1947. 

Among the committee chairmen to report will be the fo 
lowing: 

Legislative, Freeman Bradford; car efficiency, R. H. Hagermal: 
traffic, J. G. Young;.loss and damage prevention, J. W. Deiningét: 


railroad contact, J. J. Brinkworth; less carload, W. H. Etzel; and 
membership, Mendel A. Keith. 
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M. C. Terminal Rate Proposed Report 


Examiner F. J. Horan, of the Maritime Commission, in a 
proposed report in No. 655, Terminal Rate Increases—Puget 
Sound Ports, a proceeding instituted by the Commission on its 
own motion concerning the lawfulness of propriety of the 
definitive provisions of Seattle Terminals tariff No. 2-C and 
of service, handling, carloading and unloading charges named 



















































































































































7 in that tariff, has recommended that the M. C. should find: 
in A. 
vesti- (1) That the definition of ‘‘wharfage’’ contained in Seattle Terminals 
(con- tariff No. 2-C is an unjust and unreasonable regulation relating to the 
as of receiving and delivery of property, in violation of section 17 of the 
shipping act, 1916; 
y the (2) That the definition of ‘‘service charge’’ contained in Seattle 
terminals tariff No. 2-C is an unjust and unreasonable regulation relat- 
ing to the receiving and delivery of property, in violation of section 17 
5 of the shipping act, 1916; 
1 (3) That the definitions in Seattle Terminals tariff No. 2-C under 
ilroad “Handling Defined’? and ‘“‘Handling Charge Defined’? are unjust and 
safety § unreasonable regulations relating to the handling of property, in vio- 
rd as & lation of section 17 of the shipping act, 1916; 
>cord- (4) That the definitions in Seattle Terminals tariff No. 2-C under 
The § the headings ‘‘Loading or Unloading Defined’ and “Loading or Un- 
man- loading Charges Defined’ are unjust and unreasonable regulations re- 
7 for lating to the receiving and delivering of property, in violation of sec- 
‘ A tion 17 of the shipping act, 1916; 
he six (5) That agreement No. 6785 is unjustly discriminatory and unfair 
al, = as between ports and as between carriers. 
n, the 
is. In The examiner said the M. C. should enter an order re- 
an Co. § quiring the Seattle respondents to cease and desist from the 
uthern § violations found and, unless the unjust discrimination and 
unfairness found to exist should be removed, disapproving 
agreement No. 6785, the organic agreement of the Northwest 
Marine Terminal Association. 
, plan- Examiner Horan said that, with respect to wharfage, the 
arolina § definition should make wharfage, so far as it might be charged 
itheast § at all, a charge against the ship. Inasmuch as the definition 
umbia, §@ Tequired that the charge assessed be applied by all the Seattle 
respondents on freight, it was an unjust and unreasonable 
traffic § Tegulatfon relating to the receiving and delivering of property. 
all the. With respect to the definition of service charge the exam- 
1e open # iner said that in view of the inadequacy of the definition now 
n Rail- § in effect and the improper inclusion therein of “berthage of 
yrtation § Vessels while loading or discharging cargo,” the definition was 
service § 22 unjust and unreasonable regulation relating to the receiving 
-ailroad @ 2nd delivering of property. 
| traffic In discussion of ‘the definition of carloading and unloading, 
the examiner said that, in not providing that ordinary sorting, 
senting breaking down, and stacking were included in carloading and 
W. J.§ Unloading, the definitions under the captions “Loading or Un- 
of the § loading Defined,” and “Loading or Unloading Charges Defined,” 
C., will § Were unjust and unreasonable regulations relating to the re- 
ceiving and delivering of property. 
traffic, As to the lawfulness of service, handling, carloading and 
will be unloading charges, Examiner Horan said the record left in 
h Caro- doubt the correctness of respondents’ position as to such charges 
and that they should be notified that they would be expected 
to make such studies and keep such records as would enable 
them to report, with supporting data, the financial results of 
their operations over a test period for each service for which 
& Louis they published rates or charges. Authority in the commission 
to Win" § © require such information to be filed with it was provided 
“hambe § bY section 21 of the shipping act, 1916, as amended, and, after 
the Ir the filing thereof, a determination could be made as to whether 
‘Club, to @ 2 further hearing should be held. 
conjunc wa 
tion At SHIP CONFERENCE AGREEMENTS 
nittee ath; On notice of termination by the parties, the Maritime Com- 
> Perfect Mission has announced cancellation, pursuant to section 15 of 
‘atia the shipping act, 1916, of agreement No. 6690 which established 
analysis e Malbar Coast U. S. A. Service Conference, covering trans- 
7 portation of cargo from the Malabar coast, between Colachel 
. \ and Mangalore, both inclusive, to U. S. Atlantic ports in the 
» the fol § Portland, Me.-Jacksonville, Fla., range. 
Member lines of the Pacific/Netherlands East Indies Con- 
{agermal; ference have filed with the commission for approval, a modified 
Dein agreement, designated as No. 6060-3, amending the conference’s 











asic agreement to add a provision requiring the payment of 
4 $5,000 admission fee as a prerequisite to regular conference 
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membership. Present regular members are excluded from this 
provision. 

Member lines to the Silver-Hoegh Line Joint Service agree- 
ment, No. 7603, composed of Silver Line, Ltd., Skibsaktiesel- 
skapet Arizona, Skibsaktieselskapet Astrea, Skibsaktieselskapet 
Aruba, Skibsaktieselskapet Noruega, Skibsaktieselskapet Abaco 
and A/S Atlantica, operating in the trade from U. S. Atlantic 
ports to ports in India, Ceylon and Burma, have filed a mod- 
ified greement with the commission for approval, designated 
as No. 7603-1, for extension of the geographical scope of the 
basic agreement to include ports on the Red Sea and Gulf of 
Aden, the Persian Gulf, and Egyptian (Mediterranean) Pal- 
estinian, Syria, Grecian, Turkish, Russian (Black Sea), Bul- 
garian and Roumanian ports and ports on the Adriatic Sea. 

Member lines of the U. S. Atlantic & Gulf-Netherlands 
West Indies & Venezuela Conference have filed a supplemental 
agreement, No. 6190-9, with the Maritime Commission for ap- 
proval under section 15 of the shipping act, 1916, as amended, 
which, according to its terms, is for the purpose of complying 
with restrictions imposed by the Venezuelan Government on 
cargo loaded at ports within the jurisdiction of the conference 
and discharged at La Guaira, Venezuela. Such restrictions, de- 
signed to overcome congestion at the port of La Guaira, it was 
stated, limited the conference lines to 25,000 tons a month. The 
proposed agreement provides that the member lines will arrive 
at the amount to be carried by each by relating each line’s 
actual total loadings for La Guaira in the first four calendar 
months of 1947 to the total loading of all the parties for that 
period. The supplemental agreement is to become effective June 
9, if approved, and continue in effect as long thereafter as nec- 
essary to comply with the Venezuelan Government cargo re- 
strictions. Member lines named in the agreement are Alcoa 
Steamship Co., Inc., Grace Line, Inc., Lykes Bros. Steamship 
Co., Inc., and Royal Netherlands Steamship Co. 


Liquidation of W. S. A. by M. C. 


President Truman has transmitted to Congress a request 
for the making of a provision, in an appropriate appropriation 
bill, for liquidation of the War Shipping Administration by 
the Maritime Commission in the fiscal year ending June 30, 
1948, and for rescission of appropriations totaling $175,000,000 
heretofore made available-to the Maritime Commission for the 
liquidation of its vessel operating activities and now regarded 
as in excess of requirements necessary for such liquidation. 

A covering letter from the Budget Director, attached to 
the President’s transmittal letter, contained the information 
that no provision for carrying out the liquidation of W. S. A. 
activities in the fiscal year 1948 had been made in the 1948 
budget of the Maritime Commission “because at the time it was 
contemplated that the liquidation of the War Shipping Ad- 
ministration would be completed, for the most part, prior to 
July 1, 1947.” 


The Budget Director noted that subsequent to the sub- 
mission of the federal government budget for the fiscal year 
1948, Congress authorized continuation of the operating func- 
tions of the Maritime Commission to June 30, 1947, under 
Public Law 6, 80th Congress, approved February 26, 1947, and 
that it was therefore necessary to provide funds for the liquida- 
tion of these activities. ‘ 


“Inasmuch as receipts from vessel operations have been 
placed in an operating account since September 1, 1946,” the 
Budget Director added, “it is proposed that the funds necessary 
to provide for liquidation be derived from unobligated bal- 
ances contained therein.” 


He observed that the House merchant marine committee 
had under consideration legislation to authorize continuance 
of vessel operation by the commission beyond June 30, and 
said that in event those ship operation activities were continued 
as a result of action by Congress, necessity might thereupon 


arise for “review and appropriate amendment of this submis- 
sion.” 


Refrigerated Line Files Increase; 
Threatens Abandonment 


In a public announcement of increases in its rates on fruit 
shipments, stated to be 30 per cent, filed recently with the 
Commission (see Traffic World, May 24, p. 1650), the Refriger- 
ated Steamship Line said it had been operating since January 
with “substantial losses,” and might have to abandon its service. 
Transporting citrus fruits from Florida to New York, the com- 
pany, a subsidiary of United Fruit, has filed its proposed rate 
increase with the Interstate Commerce Commission, reporting 
at the same time, if it was not approved, the service would be 
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discontinued in the fall, when the season for such shipments 
reopened. : 

Ralph Keating, president of the line, stated on making 
this announcement, that “we are taking the first and perhaps 
the final step to determine whether the railroad stranglehold 
on the domestic industry shall be permitted to continue un- 
abated, or whether the roads shall be required to meet the 
competitive situation with rates which are compensatory.” 

The rate increases brought the water rates to a level ap- 
proximately 30 per cent higher than the rail charges, he added. 
“What has happened to the American Merchant Marine through 
skyrocketed operating expenses will not come to full realiza- 
tion until the falling off of relief cargoes moving in foreign 
trade at high rates or until foreign building shall provide a 
return of pre-war competition,” he said. 

Mr. Keating contended that the rail rate dropped from 
$1.10 in 1928 to 84% cents in 1932 and to 56% cents in 1935, 
the fall coming after the Refrigerated Line was established. 
He said that the railroads were allowed to charge 70 cents in 
January, 1947, when his line resumed operations, but estab- 
lished a rate of 65 cents, as compared to 60 cents charged by 
the steamship line. Where no water competition existed, he 


said, the railroad charge was $1.08, plus extras for refrigera- 
tion. 


PERE MARQUETTE STREAMLINERS 


Pere Marquette Railway’s twin ultra-modern streamliners 
have increased passenger traffic 86 percent in the first seven 
and one-half months of operation, and increased business will 
equal total construction costs of the two trains in less than 
four years, according to Robert J. Bowman, Pere Marquette 
president. The streamliners, offering luxurious appointments at 
regular coach fares on the 152-mile run between Detroit and 
Grand Rapids, Mich., were the first trains to utilize the Chesa- 
peake & Ohio’s “pay-as-you-go” plan, which permits passengers 
to reserve seats by telephone, go directly to the train and pay 
their fares en route, Mr. Bowman said. Tipping is also discour- 
aged on these trains, in the diners or for any other service, he 
pointed out. 


Export Traffic League Seeks 
N. Y. Traffic Managers’ Law 


The National Export Traffic League, at its next regular 
= in New York, will present to the membership a pro- 
posed law aiming at “the professionalization of traffic man- 
agers.” 

The League has already contacted New York State senators 
and assemblymen, and will definitely introduce the measure at 
the next session of the state legislature. Members are now 
working on lining up bipartisan support for their bill which, it 
is understood, contemplates registration and a mild form of 
regulation as a beginning. If the bill passes, it is proposed to 
add stricter features in later bills. 

Exact details were not yet available, but copies of the pro- 
posed law are expected to be available shortly. 

At a meeting last week at the Hotel Park Centra/, the league 
heard a report on congestion at South American Ports, followed 
by the comments ef executives of two steamship lines on the 
same subject. The report, prepared by Howard F. Reiser, man- 
ager, traffic department, Home Products International, Ltd., 
was described by the steamship representatives as complete, 
factual, and accurate. 


Report on S. A. Port Congestion 


Mr. Reiser stated that the condition of most South Ameri- 
can ports made the present difficulties in New York seem unim- 
portant. Factors causing the congestion in Latin America were 
listed as follows: 


The unprecedented pent-up demand for American goods which could 
not be shipped during the war; the maritime strike which piled up 
goods in various ports to descend on South American ports in a sudden 
flood; severe inflation in some of the countries; excessive red tape at 
the ports of destination; worn-out and inadequate dock facilities. 


The report traced efforts of conference representatives to 
enlist cooperation of port authorities to alleviate congestion, 
and said that although some promises were obtained “it was 
apparent after a few months that nothing concrete was being 
done,” and that the Conference was then forced to impose 
emergency surcharges on many of the congested ports. 

Dealing with specific ports, the report revealed that “dur- 
ing April and May the serious congestion in the port of Buenos 
Aires grew steadily worse and as a result the 25 percent sur- 
charge ... has been increased to 35 percent, effective on ship- 
ments leaving June 1.” 
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One hundred twenty-five ships of all flags were loading, 
unloading, or waiting for berths in Argentine ports during the 
early part of May, the report said, and the turn-around period 
in Buenos Aires averaged three weeks, but 30 and even 45 days 
were not unusual. 

“The ports in Brazil seem to be the worst hit,” Mr. Reiser 
reported. “A 25 percent surcharge was imposed on shipments to 
Rio de Janeiro, effective April 1. During March, many vessels 
were obliged to wait 30 days for a berth. Since imposition of 
the surcharge, authorities have announced certain corrective 
measures, but the situation is still so bad that an additional 
surcharge will be placed on shipments to Rio and Santos, effec- 
tive July 1, bringing the total surcharges to 35 percent. A sur- 
charge of 10 percent will be applied to all other Brazilian ports 
at the same time.” 

Ports in Venezuela were also congested, the report con- 
tinued. La Guira has a 25 percent surcharge applied; Maracaibo, 
25 percent; Guanta, 20 percent; Puerto Cabello, 15 percent. It 
took anywhere from two to fourteen days to berth a steamer 
in these ports, and after docking, the dock facilities, including 
stevedoring, were giving only 40 percent efficiency, it said. 
Effective July 1, a 25 percent surcharge would be applied to 
freight moving to Montevideo, where it was taking steamers six 
to twelve days to berth, it added. . 

The Colombian port of Buenaventura had been embargoed 
entirely, but conditions had improved to such an extent that the 
embargo was lifted due, according to Mr. Reiser, to the use of a 
port coodinator. But the report noted that “while conditions 
have been improved in Buenaventura, they have been steadily 
deteriorating in Barranquilla. During March, the Magdelana 
River has been so low that traffic was brought to a veritable 
standstill. .. . It was reported that during March, approximately 
14,000 tons of freight consigned to the interior could not be 
moved on account of river conditions and about 40,000 tons in 
all were in the port . . . because of acute conditions still exist- 
ing in the ports of Barranquilla and Cartagena, the Conference 
announced early in May that prevailing freight rates to these 
ports on vessels sailing on or after June 2 would be subject to 
an emergency surcharge of 25 percent. 


“If you have a contract with the Havana Steamship Con- 
ference, you will have seen the notice of May 23, advising 
that, because of the accumulation of advances in operating 
costs a general advance on all rates is being made, and will 
become effective on all cargo clearing on vessels sailing on and 
after June 23. Adequate docking space is available in Havana, 
and the consequent congestion in the port is brought about by 
the time required for unloading, which has increased to more 
than twice the normal time required. This serious cofigestion 
has been further aggravated by labor practices and regulations 
which have tremendously increased the cost of handling and 
slowed down unloading operations.” 

Noting that even the most optimistic felt that the con- 
gestion described would continue for at least another year, and 


probably longer in some cases, Mr. Reiser advised export traffic 
men: 



































(1) To confirm your order before shipment if the order has been 
delayed. The order may have been duplicated, or the customer may 
no longer want the merchandise due to delays in getting it through 
customs, because of a change in consumer demands, or simply because 
exchange is no longer available to pay for the shipment. (2) Check 
insurance coverage. Most open policies only cover for a certain period 
of time in customs, usually 15 or 30 days. 










Frederick V. Roeser, assistant freight traffic manager, 
Grace Line; Morrison Pretz, geenral traffic manager, Moore- 
McCormick Lines, and Joseph A. Medernach, manager of the 
trade development bureau, Moore McCormack Lines, all com- 
mented on the report and held themselves open for questioning 
by the membrship of the League. 


Mr. Roeser also advocated operation of port facilities and 
customs with non-political men in key positions, and free from 
the politics which presently hampered port operations. Ade- 
quate and efficient mechanical equipment should be obtained. 
He said that his company had sent down its own barges, light 
ers, and tugboats in an effort to aid in clearing the situation, 
but cooperation from local authorities had been meager. 

Morrison Pretz revealed that his company had also sent 
down its own equipment. He said that governments shoul 
install more cranes and procure more barges but that they 
were not doing so, and probably didn’t intend to do so. He also 
revealed that his company had shipped cranes and conveyors 
and had, in one instance, offered to build a pier. The offer was 
refused, because the government feared a “monopoly.” 

He complained that the inspection of cargo was lax; that 
customs work hours are from 11 to 4 a day, “with two hours off 
for lunch.” He said that half his company’s fleet was on the wait- 
ing list in two ports, alone. He announced that Moore-McCol- 
mack was adopting the “short-form” bill of lading; that it was 
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at the printers and would be ready soon. He stated that the 
company would accept both types of bills-of-lading, however. 


Problems of Letters of Credit 


Sylvester Majestic, letter of credit department, Chemical 
National Bank and Trust Company, spoke about difficulties in 
obtaining letters of credit and how they could be solved. He 
said: Make sure your credit is in order, or your company 
might not get paid.” Following his talk, he was subjected to 
heavy questioning from the floor, principally on when a bill 
of lading could properly be termed “stale.” It developed that 
there was no hard and fast rule; that “staleness” would depend 
on circumstances, or even on the individual at any particular 
bank considering the case in question. 

Considered at the meeting, and approved, was the brief 
brief of the National Export Traffic League in Maritime Com- 


mission Docket 621, Port of New York Freight Forwarders 
Investigation. 


Cc. & 0. ORDERS NEW TUGBOATS 


The Chesapeake & Ohio Railway has awarded to the New- 
port News (Va.) Shipbuilding & Dry Dock Co. a contract for 
two 1,000-horsepower tugboats to cost $788,000, Robert J. 
Bowman, C. & O. president has announced. The tugs will be 
used to dock coal and merchant ships at Hampton Roads, tow 
coal across the Roads and handle railroad car floats in the New- 
port News bay, Mr. Bowman said. ; 


April Truckloadings Below March But 
Increase 10.3 Per Cent Over April, 1946 


The volume of freight transported by motor carriers in 
April decreased 1.1 per cent below March but increased 10.3 
per cent over April of last year, according to statistics com- 


piled by the department of research of American Trucking 
Associations, Inc. 


Comparable reports received by A. T. A. from 270 carriers 
in 41 states showed these carriers transported an aggregate of 
2,436,145 tons in April, as against 2,463,736 tons in March and 
2,207,950 tons in April, 1946, said A. T. A., adding: 


The A. T. A. index figure, computed on the basis of the average 
monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was 203. 

Approximately 82 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
decreased 2.1 per cent below March but increased 9.0 per cent over 
April, 1946. 

Transportation of petroleum products, accounting for about 8 per 
cent of the total tonnage reported, showed an increase of 0.9 per cent 
over March and 20.0 per cent over April, 1946. 

Carriers of iron and steel hauled about 5 per cent of the total 
tonnage. Their traffic volume decreased 4.3 per cent below March but 
increased 21.0 per cent over April, 1946. 

About 5 per cent of the total tonnage consisted of miscellaneous 
commodities, including household goods, textiles, groceries, chemicals, 
packing house products, tobacco, wood, heavy machinery, cotton, paper, 
cement, motor vehicles and motor vehicle parts. Tonnage in this class 
increased 17.6 per cent over March and 8.5 per cent over April, 1946. 

The April tonnage of carriers reporting from the Eastern District 
tepresented an increase of 0.3 per cent over March and 13.0 per cent 
over April of 1946. 

Carriers in the Southern Region reported a decrease of 14.6 per 
cent below March and 3.0 per cent below April, 1946. 

Tonnage reported from the Western District revealed a decrease 


of 0.2 per cent below March but increased 9.1 per cent over April of 
last year. 


W. A. A. Reviews Progress of 
Disposal of Motor Vehicles 


Only about 26,000 motor vehicles of all types out of a 
total of nearly 500,000 declared surplus remain for disposal, 
the War Assets Administration has reported. The remaining 


Inventory was expected to be liquidated by August 31, 1947, 
It said, adding: 


W. A. A. sales records show that as of May 1, 1947, a total of 
452,226 surplus trucks, jeeps, passenger cars, motorcycles and trailers 
bought for war use had been channelled into peacetime use. Only 
41,218 units were left on that date in W. A. A.’s surplus inventory. May 
disposals, conservatively estimated at 15,000 units, will reduce this 
figure to approximately 26,000. 

Through disposal of the 452,226 units sold prior to May 1, $400,- 

3,013 was recovered for the* government, a return of more than 43 
ber cent on reported costs of $926,931,300. The recovery rate, which has 
declined recently as the percentage of units requiring extensive repairs 
had increased, has been high considering the comparatively few surplus 
Units in unused condition and the many with limited peacetime use. 

Disposals during the past four months have totalled 86,919 units 
with a reported total cost of $152,170,796. These totals compare with 
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the January 1, 1947, inventory, of 86,501 units with a reported-cost of 
$133,631,590. The difference and remaining national inventory of sur- 
plus vehicles result from declarations in the past four months. Ac- 
cording to present plans, surplus vehicle inventories will be liquidated 
by August 31, 1947. 

Veterans bought 46,640 units or more than 53 per cent of total dis- 
posals before May 1. They paid an average of $776.30 per units for the 
vehicles which had an average reported cost of $1,636.90. Total recovery 
and reported costs were $183,114,904 and $386,112,463 respectively. 

Federal agencies used their priority to acquire 2,213 vehicles or 
2.54 per cent of the total, and state governments bought 1,087 units or 
1.12 per cent. 

Trucks constituted 67 per cent of all motor vehicles disposed of 
during the three year period ending May 1, 1947. Trailers accounted 
for nearly 17 per cent; jeeps about eight per cent; passenger cars less 
than five per cent and motorcycles more than three per cent. 

Disposals during various periods, the national inventory on May 1, 
anticipated acquisitions and projected sales for May, each listed by 
type of vehicle, follow: 


Pass. Motor- 
Trucks Jeeps Cars cycles Trailers Totals 
1944-5-6 Disposals....262,328 31,258 16,746 12,597 42,378 365,307 
4 Months 1947 
I aa 41,301 5,067 4,606 3,168 32,777 86,919 
Totals to May 1 
DIDCSRIS . 2.2.3. 303,629 36,325 21,352 15,765 75,155 452,226 
Inventory May 1..... 19,382 2,076 2,954 1,419 15,387 41,218 
Est. Acquisitions .... 1,500 500 2,000 500 2,500 7,000 
Est. May Disposals... 6,000 600 1,000 700 6,700 15,000 


Largest remaining inventories of surplus vehicles May 1 was located 
in the New York W. A. A. region, which had a total of 4,257, including 
1,615 trucks and 2,311 trailers. Only other W. A. A. regions with more 
than 2,000 vehicles in inventory on that date follow: Dallas, 3,931; 
Chicago, 3,478; Richmond, 3,289; St. Louis, 3,124; Los Angeles, 3,020; 
Charlotte, 2,573; Atlanta, 2,180; Philadelphia, 2,065. 


1947 Motor Truck Facts 


The 1947 edition of “Motor Truck Facts,” published by the 
motor truck committee, Automobile Manufacturers Association, 
first issue of the pamphlet since the end of the war, has re- 
cently been issued. The 56-page illustrated pamphlet reveals 
that production in 1946 achieved a new high peak in the output 
and use of civilian motor trucks, and of motor coaches and 
truck-trailers. The 1945 census of agriculture, just released, 
showed an increase of 42 per cent over 1940 in the number of 
trucks owned on farms, farmers now owning 31 per cent of all 
trucks. Motor truck users paid a total of $750,000,000 in special 
taxes in 1946, $107,000,000 more than in 1945, the highest pre- 
vious year, according to the pamphlet. 

Up to March 1, 1947, 269,678 surplus army trucks had been 
sold in the United States, of which 24,128 trucks were sold in 
the first two months of 1947. ¢ 

New York moved into first place in new truck registrations 
in 1946, with 43,836 trucks registered. California with 41,437, 
Texas with 41,275, and Illinois with 31,393 trucks, followed. 

In 1946, 5,725,692 trucks were registered in this country, an 
increase of 18.4 per cent over the previous year. California, 
with 431,419 registrations led all states by a wide margin, the 
second state being Texas with 369,409 trucks. New York was 
third with 362,993 trucks. 


Age of Trucks Increases 


The average age of trucks in use increased 55 per cent 
between 1941 and 1946. In the later year 35 per cent of all 
trucks were 10 years old and over, and 84.2 per cent were over 
5 years old. 

There were 168,115 motor buses in the United States in 
1946, in the following categories: School buses, 90,662; city 
revenue buses, 47,361; and inter-city revenue buses, 30,132. 

Among the largest owners of truck fleets are the following: 
American Telephone & Telegraph Co., 21,000; Railway Express 
Agency, 14,453; National Dairy Products, 9,000; Borden Co., 
7,339; and Continental Baking Co., 4,249. 


Il. C. C. HOLDS MOTOR SAFETY CONFERENCE 


A conference dealing with changes in the Commission’s 
motor carrier safety regulations, proposed by the section of 
safety of the Commission’s Bureau of Motor Carriers, opened in 
Washington, June 3, with G. R. Wellington, chief of the safety 
section, presiding. 

The changes proposed have to do with the qualifications of 
drivers; the driving of motor vehicles; and requirements and 
specifications of equipment and accessories. 

Representatives of all branches of the motor carrier indus- 
try, and a member of the National Highway Users Conference 
staff, were invited to take part in the conferences. 


ANTI-TRUCK BILLS DEFEATED IN ILLINOIS 
Two anti-truck bills were defeated by a vote of 23-0 in the 
committee on motor vehicles and traffic regulations of the 
Illinois legislature, May 29. One bill, H. 285, would have neces- 
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sitated the placing of mud guards on rear wheels of every 
truck operating in the state; H. 286 would have cut legal truck 
length limitations from 42 to 35 feet. The latter bill would 
have necessitated a wholesale overhauling of the state’s truck 
equipment, according to Walter E. McCarron, executive di- 
rector, Illinois Motor Truck Operators’ Association, which op- 
posed the bills. 


MAINE INCREASES GROSS MOTOR VEHICLE WEIGHT 
Governor Horace Hildreth recently signed the bill, spon- 
sored by the Maine Motor Vehicle Association, which will in- 
crease the limit on gross weight of motor vehicles in the State 
of Maine to 50,000 pounds. The new regulation becomes effec- 
tive after August 15, 1947. 


Cc. M. F. A. TO HONOR RODGERS 

The Central Motor Freight Association will hold its annual 
meeting and election of officers, June 12, in the Palmer House, 
Chicago. A luncheon in honor of Ted Rodgers, president of 
American Trucking Association, will be given by the Trail- 
mobile Co., with Captain Michael Fielding, news analyst, as 
speaker. A reception for members and guests will be given at 
6 p. m. by the International Harvester Co., to be followed by 
the annual banquet. 


TRUCK TRAILER PRODUCTION 


March production of truck trailers totaled 5,942 units, ac- 
cording to the Bureau of the Census. This represented a de- 
crease of about 10 per cent from the 6,570 units produced in 
February and was approximately 10 per cent above the 5,412 
truck trailers produced in March, 1946. 

The total number of trailers shipped in March was 6,800 
units valued at $16 million. Of these, 6,426 were complete 
trailers and 374 were trailer chassis shipped as such. March 
shipments represented an increase of approximately 13 per cent 
in number and 16 per cent in value over the preceding month. 


RATIO OF TRAILERS TO POWER UNITS 


Fleet operators can make more efficient utilization of 
available motorized equipment by increasing their ratio of 
trailers to power units, according to A. K. Tice, vice-president 
in charge of sales, Fruehauf Trailer Co. Tice referred to a 
survey of leading inter-state operators which showed that 241 
carriers owned 17,050 trailers, 13,069 truck-tractors, and 2,429 
straight trucks. He said, ‘These figures reveal how extensively 
truck-trailer haulage is used; they indicate that nearly enough 
operators are taking full advantage of the flexibility this method 
offers.” Announcement was made that all Fruehauf Trailer Co. 
branches are now representatives for the installation and service 
of Babaco alarms to prevent cargo theft hazard. The opening 
of a new factory sales and service branch in Jacksonville, Fla., 
was also announced. 


GENERAL TIRE’S C. D. AGAIN AVAILABLE 


The General Tire & Rubber has resumed production of its 
premium C. D. truck tire, which had to be discontinued during 
the five-year war period because of the standardization of tire 
building during the emergency, Karl Dalsky, truck tire sales 
manager has announced. The improved methods of rubber 
compounding and tire construction developed during the war 
period have been utilized in the building of the new C. D., 
said Mr. Dalsky. 


NEW WHITE SERVICE HEADQUARTERS 


The Merrill-White Motor Sales has opened new and exten- 
sive service quarters at Riverhead, New York, containing the 
latest scientific equipment for the maintenance and repair of 
trucks, according to an announcement by the White Motor Co. 
White has also announced the issuance of a booklet illustrating 
the development of White trucks and busses since 1901. Copies 
may be obtained by addressing the White Motor Co. at Cleve- 
land or any of the company’s branches, distributors, or dealers. 


MACK’S SUPER-DUTY SIX-WHEELER 

Mack Trucks, Inc., has developed a new super-duty six- 
wheeler for far-western states operation, according to an an- 
nouncement by Mack officials. Model LTSW, in truck and 
tractor types, for express highway service, can handle huge 
loads either alone or in various combinations with semitrailer 
or full trailers. Model LTSW-L is modified to meet the most 
strenuous demands of off-highway duty for logging and similar 
operations, the Mack officials said. 


FORD TRUCK MERCHANDISING TRAINING PROGRAM 
Plans for a nation-wide Ford truck training and dealer 
conference program have been drafted by central office sales 
executives and the company’s six regional truck and fleet mana- 
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gers at a meeting in Dearborn, according to J. D. Ball, director 
of truck and fleet sales. “The truck merchandising training 
program is the most extensive ever attempted by the Ford 
Motor Co., and is designed to help regain first place for Ford 
in the truck field,” Mr. Ball said. 








NEW DODGE TRUCK MAINTENANCE MAGAZINE 

Production of the first issue of the “Job-Rater’—a new 
magazine for those who own, drive, maintain, and direct the 
operation of trucks—has been announced by L. F. Van Nort- 
wick, director of truck sales of the Dodge Division, Chrysler 
Corporation. Mr. Van Nortwick explains in a message in the 
magazine that “Job-Rater” will provide factual and diversified 
information for truck owners and operators about trucks and 
their application and will deal with cost-reducing truck opera- 
tions, economical truck maintenance, and efficient truck service. 













ARKANSAS PASSENGER & FREIGHT AGENTS 


The Arkansas Passenger & Freight Agents’ Association, at 
its annual meeting May 22 in the Hotel McGehee, Little Rock, 
elected as its new president Byron W. House, Little Rock, of 
the Missouri Pacific Railroad. Other officers elected are: 


Vice-president, Guy S. Northrup, general agent, Little Rock,, Texas 
& Pacific Lines; secretary-treasurer, William F. Lins, Jr., commercial 
Gaines, general agent, Little Rock, Illinois Central Railroad. 
agent, St. Louis, Mo., Lehigh Valley Railroad; sergeant-at-arms, H. 












P. & A. SHIPPERS ASSOCIATION 
The Pacific & Atlantic Shippers Association, freight for- 
warders, Chicago, at a recent election, chose J. W. Gimbel, Jr., 
as president and treasurer. Others elected are 








Executive vice-president, George H. Kunzer; vice-president, east- 
ern division, Charles Kunzer; assistant secretary, Robert L. Holt; 
secretary and assistant treasurer, I. J. Stroner. Messers. Gimbel, 
Holt and Stroner were elected directors. 













Transport Librarians Meet 


The Transportation Group of Special Libraries Association 
in Washington, D. C. held its second meeting at the Washington 
National Airport on May 17. Paul F. Steiner, assistant direc- 
tor of the airport addressed the group, after which three or four 
hours were spent in a tour of airport facilities and airline main- 
tenance shops. 

Guests were national transportation chairman Miss Mildred 
Baker, librarian of Bendix Aviation Corporation at Teterboro, 
N. J., Miss Guiomar de Carvalho Franco, librarian in Sao Paolo 
Brazil, and Dr. Gabriel A. Bernardo, head of the Department 
of Library Science at the University of the Philippines in 
Manila. 

Two projects on which the group has begun to work are: 
First, a list of subject headings for each of the fields of trans- 
portation railroad, shipping, airline and motor, each to be con- 
piled by librarians specializing in the respective fields. Even- 
tually it is hoped to make a consolidated list using the principal 
headings of each field, for use in general transportation libra- 
ries. Secondly, it is planned to make a union record on cards 
of all transportation periodicals and house organs available in 
the Washington area, including complete back files. 

Officers of the group are: chairman, Miss Agnes Gautreaux, 
Civil Aeronautics Administration; secretary, William Robinson, 
American Automobile Association, and treasurer, Mrs. Virginia 
Breen, Federal Works Administration. The group has an- 
nounced it will welcome correspondence with transportation 
librarians in other countries. Communications should be ad- 
dressed to the chairman, Washington ,D. C. 





























ILLINOIS CENTRAL EMISSARY TO LATIN AMERICA 


Robert H. Brown, until recently a member of the joint 
Brazilian-United States Military Commission with headquarters 
at Rio de Janeiro, left New Orleans June 3 as an emis 
sary for the Illinois Central Railroad to spend seven months 
in on-the-spot development of commerce between the mid- 
continent area of the United States and the countries to the 
south, Wayne A. Johnston, I. C. president has announced. Mr. 
Brown’s trip is being handled under the direction of Oliver J. 
Williford, Jr., manager of foreign freight traffic for the railroad, 
Mr. Johnston said. 




















TACA DATA FOLDER FOR TRAVEL AGENTS 


The TACA Airways System has issued a new type o 
information folder with complete data as a handy aid for travel 
agents, according to an announcement by the Waterman Steal- 
ship Corporation, new agents for TACA airways in the United 
States. The TACA data folders may be obtained free at the 
offices of the Waterman Steamship Corporation. 
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Southern Governors’ Counsel Scores 
Class Rate Decision Comment 


Editor the Traffic World 

I have read with interest and some surprise the editorial 
in the May 7, 1947, Traffic World entitled “Again The Class 
Rate Case.” My surprise is occasioned by the statement that 
neither the railroad officials nor any one else can “hazard a 
guess as to just what now will be done.” This question was dis- 
posed of by the railroads and the Commission in the beginning 
of the hearings in Ex Parte 162. 

In its original report, dated June 20, 1946, the Commission 
eee? ae pendency of the class rate proceeding in the courts 
and stated: 


The proposal contemplates that the present class rates if subse- 
quently revised as required by orders now outstanding but that are 
not presently effective, would be increased 25 per cent of the amounts 
prescribed in such orders instead of that percentage upon the class 
rates now applicable. 


Since this proposal was made on behalf of all the railroads 
in order to secure increases requested in Ex Parte 162, it would 
seem passing strange that “not even the best informed and most 
authoritative railroad officials hazard a guess—at this writing— 
as to what course they may pursue.” Both the railroads and the 
Commission are committed to the method of applying the 
order in the class rate case by changing the rates in effect June 
30, 1946, in accordance with said order and then adding the 
increases permitted in Ex Parte 162. 


In your editorial you state: “For the Commission to set 
itself up as an initiator of freight rates rather than as a body 
to observe and police existing rates and those instituted by pri- 
vate management, is indeed a new thing.” How you can make 
this statement in the face of the fact that the Commission has 
always prescribed the rates for the future when it found ex- 
isting rates to be lawful, I cannot understand. Here it has 
found the existing rates unlawful by application of established 
rate-making principles based on substantial evidence, as has 
been held by the three judge court in New York and the Su- 
preme Court of the United States. Having so found, it pre- 
scribed the rates for the future just as it has done in hundreds 
of other cases, including the previous class rate cases. 


If you could just rise above a preconceived prejudice as to 
this case you probably would not fall into so many errors 
concerning same. 

J. V. Norman, Attorney at Law 

Louisville, Ky., May 20, 1947 


Some Rail Passenger Faults 


Editor the Traffic World: 

Please let me tell you that in my eyes you did the public 
a great service in your editorial, “Factors in Passenger Com- 
petition” in the Traffic World of May 3. The ideas expressed by 
Mr. DeVoto, would certainly, I think, be typical of most of the 
traveling American public. 

Why do the railroads still operate passenger service ap- 
parently for the sake of themselves? I have never known, as 
a general rule, any rail carrier to ask the people along the line 
for a suggestion of what they want. One day we find that the 
whole schedule has been changed and wonderful advertisements 
appear in the local papers telling us that we now have a “fine” 
train and the railroad is sure we will make use of it. Otherwise, 
It adds, the train will be withdrawn from service. 

It seems to me that, when schedules are made, we the 
traveling public should be asked what we desire, not given some- 

g that we are told is best for us. 

Another typical idea some rail officials have is: Why im- 
Prove the service—our passenger business does not pay. Never 
once have they given consideration to new ideas, nor have they 
taken the public into their confidence. Of course a train does 


not pay, any more than your publication would pay, if you only 
printed a magazine for your own consumption. 

Another mistake the #ail lines make, and one that seems to 
me to be a big one is in not bringing young blood into their 
passenger departments. Most, if not all officials have come up 
through the ranks, and their ideas are not new. They are the 
same ones the railroads had years ago. The lines should go out 
and get men from the various towns along their lines and bring 
them into the passenger department. Then we will be on the 
road to a solution to some of the problems. 

Another thing is the absolute disregard for passengers by 
the train crews. Recently, while on a trip, it was noted that a 
young mother with her two babies had to take every bag she 
had off the train herself, the conductor made no effort to help, 
nor did the breakman, so...... 

I suggested recently to a railroad official that his company 
should, in view of the fact that it was operating two trains in 
each direction, make one a fast scheduled train, and the other 
one a local. His reply to this was: “We do not want to speed up 
passenger service. It slows down our freight trains. 

On the other hand, it was suggested that, regardless of 
this fact his equipment, while good, was of a drab appearance. 
The decoration scheme needed some change and the baggage 
racks needed to be enlarged to take care of the luggage in a 
proper manner. I have not received any reply to these sug- 
meen. even though this work could be done in the Company 
shops. 

Another thing is the apparent lack of courtesy of the Con- 
ductors and the rest of the train crew. I noticed the other day, 
a passenger who started to get on a train. The brakeman in- 
formed her that she would have to go up a car or so. The 
passenger, on arriving at the car in question, was informed by 
the porter that she could not bring her luggage into the car, but 
would have to put it in the baggage car. This porter did not 
offer to help the lady take the luggage forward, and the con- 
ductor merely looked on and informed her that he would hold 
the train. It makes one wonder! 

W. M. Russell, Industrial Manager, 
Lincoln County Chamber of Commerce 
Brookhaven, Miss., May 20, 1947 


Demurrage Practices as Causes 


of Rail Traffic Losses 
Editor the Traffic World: 


Our committee is continuing our campaign against the 
“pernicious demurrage” racket. In our opinion this insidious 
practice is more detrimental to the papularity of shipping by 
railroad than any other erroneous practice in railroading today. 
Millions of dollars in advertising and traffic solicitation expense 
cannot overcome the actual damage done and still being done 
by this malpractice. 


We have confined our investigations mostly to demurrage 
collected on coal cars, and the pictures made by the facts are 
hideous and almost unbelievable. While the total amount of 
charges per claim is relatively small, the aggregate is surpris- 
ingly large. In the case of one railroad our investigation shows 
that in five cases the demurrage collected exceeded the total 
per diem cost of those five cars paid by that railroad, from the 
time cars were received on its line until returned empty to 
originating line junction. These cases are not average, as the 
average demurrage complaint we have investigated is $9.90 per 
car for two free days, two days at $2.20 and one at $5.50, or 
an average of $1.98 per day. 


In only two cases investigated was any relief allowed for 
frozen lading, bad weather, bunching, improper notification, etc. 
In one case the railroad denied bad weather existed against all 
evidence, including official weather reports to the contrary. 

Of the cases we have investigated, 75 per cent of demur- 
rage on coal cars occurred during “constructive placement,” 
before cars were placed where they could be accessibly un- 
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loaded; 90 per cent of the demurrage charges on coal could 
have been prevented by proper cooperation of the railroads 
with the consignees or shippers. 

But there is good news. Most railroads have been quick to 
realize the damage done by this malpractice and, after thor- 
ough investigation, have taken steps to remedy the situation. 
One large railroad refuses to investigate properly, bluntly 
denies our committee even courteous cooperation, refuses to 
negotiate on informal complaints before the Commission, and 
aggressively—even belligerently—offers to make a big fight out 
of a formal case. The average, sensible business man isn’t 
going to gamble huge attorney fees and other possible costs 
for a $9.90 item, even though he is right. 

This railroad is losing a large amount of traffic due to this 
practice. Not only is this railroad losing this traffic, but so are 
the connecting lines. 

The cure for this is (1) realization of the harm being done 
them by railroad managements, with*definite orders issued for 
cooperation with all shippers and consignees to avoid demurrage 
in every way possible, which also means avoiding detention of 
cars, and determined follow-up to see such cooperation is 
genuinely practiced; (2) instructions by the Interstate Com- 
merce Commission, to field men who check demurrage collec- 
tions and charges, to investigate and see if consignee or person 
who paid such charges 1s solely responsible and if the railroad 
was entirely in cooperation and good faith; (3) as per our 
committees telegram to Examiner Rice in charge of hearing on 
this matter, “all demurrage in excess of $2.20 per day be paid 
to owner of car on which such demurrage accrued instead of 
being retained by railroad which collected it.” 

We honestly believe such a rule will do a great deal to 
help this situation and will also discourage unfair holding of 
cars by any railroad. This should encourage faster transit and 
terminal handling of cars. While our committee believes in, 
and will continue fighting for, individuality of railroad manage- 
ment, it still is a fact to be recognized by all railroad manage- 
ments that their interests are interlocking. One railroad can 
give good cooperation and fast service with courteous attention 
only to have the customer disappointed even chagrined, by 
opposite treatment by another railroad involved in that trans- 
portation. Our committee is not affiliated with, and we receive 
no financial aid from, any railroad. We will be glad to hear 
from any shipper or consignee who has had or is having demur- 
rage trouble. 

F. J. Balch, Chairman, 
Ship Coal by Rail Committee. 

East Syracuse, N. Y., May 19, 1947. 


Truck Interline Restrictions 
and Traffic Diversion 


Editor the Traffic World: 

We note that it has become the habit of various motor 
carriers, who are tendered shipments to move to points beyond 
their line, frequently to divert shipments to lines carrying a 
higher interline restriction than their own, and in some cases 
even to forward beyond their line, by a carrier not a party to a 
through rate. Also, that shipments are being diverted by a 
line serving a point, which the origin carrier also serves, and 
bills being presented on the interline basis of rates. 

This appears to be a device to avoid forwarding a shipment 
which is not delivered directly but must be handled from one 
vehicle to another at one of their terminals. It is thus neces- 
sary to pay the bill as rendered, and then enter a claim against 
the line at fault and wait an interminable length of time for 
settlement. This further increases the cost of the shipment to 
the payor of the charges. 

We would greatly appreciate having from both sides of the 
fence, any suggestions as to ways to eliminate this unfair prac- 
tice. There are, no doubt, others faced with the same problem. 

W. R. Coleman, Traffic Manager, 
Freight Traffic Service Company. 
Detroit, Mich., May 27, 1947. 


Objects to Six Per Cent 
as Rate of Railroad Return 


Editor the Traffic World: 

As the output in defense of the 6 per cent return continues 
to spread over the social plan, one cannot help but wonder; 
wonder why 6 and not 5; why 6 and not 7; wonder about 
emphasis on an average return of 6 per cent when the rate 
of return is of particular concern to each of the nation’s 130- 
odd Class I roads; wonder about the transportation act of 1920 
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which charged the Interstate Commerce Commission with 
seeing to it that the carrier as a whole, or as a whole in rate 
groups, should earn a fair return. 

In due time, I suppose, the rail industries program will 
unfold—in the form of a request for an increase in rates. Nor 
do I have any doubts that shippers, too, are aware of the 
shape of things to come. The campaign seems to be developing 
along traditional lines and it will indeed be interesting to see 
just how perfect the conformation is. 

Meanwhile I should like to raise one or two fundamental 
questions. Why should the rate of return on capital invested 
in railroads in 1947 be greater than the rate of return on U. §. 
government securities? If the rate should be greater, then 
why should the rate exceed 3+ per cent; the average rate 
which, according to their spokesmen, the industry earned during 
the past 25 years? 

The rate of return on capital invested in an industry, whose 
prices are subject to public control, has been and is a matter 
of general concern. One criterion of adequacy is the test of 
time—i. e., experience. It would almost seem that, if the car- 
riers could do as well in providing service and maintaining 
plants as they have during the past 25 years, that 3+ is ample 
and that, during the next 25 years, the average rate of return 
should be even lower. 

Alfred A. Brown, Assistant Research Professor, 
Massachusetts State College. 
Amherst, Mass., May 27, 1947. 


Competent Traffic Managers 
and Persuasive Solicitors 


Editor the Traffic World: oe 

I have read with much interest the editorial, “Some 
Thoughts On The New Society,” in the May 24 issue of the 
Traffic World. 

I also am of the opinion that Traffic Men should beware 
and shy away from the use of the word “professionalization.” 
However, it would be desirable to set up standards and to use 
some method by which a person could indicate that he had 
successfully met those standards before he was recognized by 
competent traffic men as a traffic manager. ; 

Without casting reflections, let us read into the question 
relative to misrouting in your Question and Answer Department 
of the same issue this between lines procedure: 

A freight solicitor (traveling freight agent, general freight 
agent, freight traffic manager or whatever his title) calls on 
the so-called traffic manager and, after a certain amount of 
flattery, presentation of cigars, cigarettes, calendars, calling 
cards, et cetera, proceeds to solicit any and all business the 
firm may have in which his particular line may possibly par- 
ticipate. One out of a hundred may know whether or not the 
business is profitable to his line or whether the rate is five cents 
or five dollars a hundredweight, and whether or not it will 
apply, via his line. The blame does not lie with the solicitor 
because he is paid to solicit freight. Nevertheless, the traffic 
manager, possibly to show that little favors are not reluctantly 
taken, proceeds to take the responsibility of routing the firm's 
traffic in connection with that line and, on finding that the 
charges are somewhat high, begins canvassing all his sources 
to see if he has an out which will prevent an explanation to the 
boss. 

These are the fellows which keep the traffic profession 
down and place a doubt in the minds of employers as to the 
prestige that ought to be accorded to the traffic department. | 

Incidentally you might have included in your answer to this 
question that, if the lowest rate was also shown in the bill-of- 
lading as well as the route, inasmuch as line A participated 
in the lowest rate, there was a conflict in the route and rate 
and it became the duty of line A to contact the shipper and 
determine which he wished to protect. 

E. O. Wood, Traffic Manager, 
The Sugarland Industries 
Sugarland, Texas, May 26, 1947 


U.S. “Last Stop” for Private 
Rail Operation, Says Budd 


The temporary shortcomings in railroad operation—when 
magnified beyond their real seriousness—provide unfair and 
illogical arguments for the foes of private industry, Ralph Budd, 
president of the Chicago, Burlington and Quincy Railroad, said 
at a luncheon in Ft. Worth, Texas, last week. 

The United States is the last stop in a world wide movement 
to transfer private railroad operations to the government, he 
said, and the shortages which were hampering the railroads had 
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to be considered in the same light as shortages in other indus- 
tries, unless support was to be accorded to government advo- 
cates. 


Government ownership in. both England and France, he 
said, was achieved through specious argument and virtual con- 
fiscation of private property. In both countries outright con- 
fiscation was seriously proposed on the assumption that the 
railroads were not making money and therefore wasn’t worth 
anything. Temporary shortcomings in railroad operation in this 
country, he said, “led to arguments for government ownership 
as unfair and illogical as those used in France and England.” 

He reviewed the boxcar situation in the depression years, 
during the war and at present as an example of the incon- 
sistency of the railroad’s critics. 

“In the ’30’s,” he said, “we had a great surplus of boxcars 
and we were severely criticized for holding on to this excess 
equipment which, it was argued, was bad management and lack 
of foresight on our part. When the war came along we were 
very glad, and our cities were, too, that we hadn’t scrapped any 
of these cars.” 


The railroad’s present boxcar shortage will disappear under 
the 10,000-cars-a-month program now in progress, said he. 

C. D. Peckenpaugh, vice president and general manager of 
the Fort Worth and Denver City, presided at the luncheon and 
reviewed the current boxcar situation. ‘ 

Others in Mr. Budd’s party included E. Flynn, executive 
vice-president; L. R. Capron, vice-president in charge of traffic; 
J. C. James, vice-president and general counsel; E. R. Clark, 
chief engineer; W. S. Broome, assistant chief engineer, and 
R. Wright Armstrong, executive assistant. 











A. A. R. PAMPHLET ON CRATES FOR FURNITURE 

A four-page illustrated leaflet on “Crates for Upholstered 
Furniture,” first issued in 1928, has recently been reissued as 
Bulletin No. 106 by the freight loading and container section of 
the Association of American Railroads, 59 East Van Buren St., 
Chicago. The pamphlet portrays efficient means of crating up- 
holstered davenports and chairs by means of end-to-end and 
front-to-rear suspension, lists the proper sizes of lumber and 
nails, and presents diagrams illustrating the construction of each 
section of the crate. Copies may be obtained from A. H. Groth- 
mann, secretary of the above section. 


A. A. R. PAMPHLET ON THREE-WAY CORNER 


A four-page illustrated panaphlet, ‘““Methods of Construct- 
ing and Opening the 3-Way Corner,” has been issued by the 
Freight Loading and Container Section, Association of Amer- 
ican Railroads, 59 East Van Buren St., Chicago. The pamphlet, 
No. 508 in the general information series, illustrates the sim- 
plest and best method of constructing a three-way corner on 
nailed wooden crates, and simple methods of opening the cor- 
ner by using either a saw or nail puller. 


MISSOURI PACIFIC CLAIM CONFERENCE 


More than 400 traffic, claim, operating and transportation 
department representatives of the Missouri Pacific Lines met 
in St. Louis recently to discuss loss and damage claims which, 
in 1946, cost the Missouri Pacific two and a half million dollars, 
according to P. J. Neff, chief executive officer of the railroad. 
“Any way you look at this problem one thing stands out as pain- 
fully prominent and that is that nobody gains,” Mr. Neff said. 


MILWAUKEE ROAD FIRE PREVENTION AWARD 


C. H. Buford, president of the Chicago, Milwaukee, St. Paul 
& Pacific Railroad, and other officers have honored the em- 
ployes of the road’s Superior division by awarding them an 
engraved trophy for having the best fire prevention record last 
year of any of the 18 divisions on the road’s 11,000 mile system, 
according to an announcement by Milwaukee Road officials. 
The trophy was presented to division superintendent F. T. 
Buechler at a luncheon for the employes held in Green Bay, 
Wis., recently. Not a single fire was charged against the divi- 
sion’s record last year, according to L. J. Benson of Chicago, 
assistant to the chief operating officer in charge of the Mil- 
waukee Road fire prevention bureau. 


ANNUAL MEETING OF SOUTHERN PACIFIC 

At the annual meeting of shareholders of the Southern 
Pacific Co. held recently at Spring Station, Ky., the fifteen 
members of the board of directors were re-elected. At a special 
meeting following the annual meeting, the shareholders ap- 
proved the plan of re-incorporation of the company, the purpose 
of which is to change the corporate domicile from Kentucky to 
Delaware. At the organization meeting, held May 16 in New 
York City, A. T. Mercier was re-elected as president. Directors 
James B. Black, Allen L. Chickering, William W. Crocker and 
A. T. Mercier, all of San Francisco, Henry L. Corbett, of Port- 
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land, Ore., and V. H. Rossetti, of Los Angeles, were re-elected 
members of the executive committee. 


Cc. & O. TO RESERVE HOTEL ROOMS 


The Chesapeake & Ohio Railway is going to help get hotel 
rooms for its passengers traveling to cities along its line or 
served by through-cars, the C. & O. management has announced. 
Travelers going by C. & O. can telepohne their local passenger 
agents, tell them the kind of accommodations they want, the 
rates they want to pay and when they want the rooms. C. & O. 
personnel will make every effort to secure the reservations, 
the management said. 


FRISCO IMPROVEMENTS AT WEST TULSA YARDS 


An $81,420 construction program for the West Tulsa train 
yards of the Frisco Lines, which will include a Tele-talk loud- 
speaker system and floodlighting, has been announced by Clark 
Hungerford, Frisco president. Mr. Hungerford said the installa- 
tion of the Tele-talk system “will permit the yardmaster to 
observe all moves to be made by engine crews from the central 
control tower, and he will be able to relay instructions to crews 
through use of the paging horns and two-way speakers. At 
night the floodlighting will aid visibility and at the same time 
improve the safety of night-time operations in the yards.” 


RADIO CONTROL AT INDIANA HARBOR BELT YARD 

Installation of permanent two-way radio communication 
equipment at the Gibson, Ind., freight classification yard of the 
Indiana Harbor Belt Railroad has been completed and is now 
in operation, according to an announcement by the New York 
Central System. The frequency modulation system is in use 
between the north hump, which handles the westbound traffic, 
and five yard locomotives. A safety system which automatically 
checks the radio circuit every five seconds makes known imme- 
diately any failure of equipment which might prevent instant- 
aneous communication, the announcement said. 


AUTOMATIC EQUIPMENT TO BE EXHIBITED 

New 1947 models of Automatic material handling equip- 
ment will be exhibited and demonstrated by Automatic Trans- 
portation Co., Chicago, at*the Railway Supply Manufacturers 
Association show June 23 to 28 in Atlantic City, N. J., Automatic 
officials have announced. Feature of the Automatic exhibit will 
be the new Skylift, Automatic’s new hydraulic electric fork 
truck with automotive controls, newmatic controller and 130- 
inch lift, the highest ever achieved on a fork truck of standard 
83-inch collapsed height, Automatic officials said. 


RIDE CONTROL EQUIPMENT FOR FREIGHT CARS 


Successful completion of a $100,000 test of ride control 
equipment for railroad freight cars, designed to drastically re- 
duce the “triple damage” of lading losses, car repairs and 
roadbed maintenance, has been announced by Brouwer D. Mc- 
Intyre, president of the Monroe Auto Equipment Co. The 
reduction is effected through cutting down shock and vibration 
by as much as 93 per cent through the use of direct-action 
hydraulic shock absorbers similar to those on new railroad 
passenger cars and automobiles, Mr. McIntyre said. Adapta- 
tions and installations for all freight cars now in service and 
all new freight cars now being built were developed during the 
test, and will be introduced by Monroe to the nation’s railroads 
at the exposition of the Railway Supply Manufacturers’ Associ- 
ation in Atlantic City June 23, Mr. McIntyre said. 


GRAND TRUNK TESTING PASSENGER DIESEL 


The Grand Trunk Western Railroad is conducting a ten-day 
series of test runs on three of its passenger trains, utilizing the 
newest type of high speed diesel-electric locomotive developed 
by the Electro-Motive Division of General Motors, C. A. Skog, 
vice-president and general manager of the railroad, has an- 
nounced. The new locomotive is a three-unit, 4,500-horsepower 
unit, with a top speed of 102 miles an hour, and is equipped 
with the electric retarding brake, hitherto available only on 
diesel freight locomotives. The Canadian National and Grand 
Trunk Western railroads now have in operation 79 diesel units 
at terminals throughout the system, said Mr. Skog. With the 
delivery of 48 units now on order, the total number in use 
will be increased to 127. 


ROCK ISLAND PASSENGER SERVICES 


As a result of the delivery of 27 new stainless steel stream- 
lined chair cars, coach reservations will no longer be necessary 
on Rocket trains operating between Chicago and Peoria, and 
between Chicago and Des Moines, officials of the Rock Island 
Lines have announced. The Rock Island also announced that 
new streamlined deluxe day-night coaches had been received 
and assigned to the road’s Chicago-Arizona-Los Angeles regular 
fare, diesel-powered train, the Golden State. 
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Tariff Interpretation—Packing Require- 
ments in Motor Classification. 


Michigan. — Question: Please be re- 
ferred to National Motor Freight Classi- 
fication, Item 16, page 185, which covers 
LTL and volume rates on dies, iron or 
steel. 

There is no question but what a die 
shipped LTL must weigh 500 pounds or 
more to be entitled to a second class 
rating when shipped loose. 

However, it is our contention that in 
truckloads, it is not necessary that they 
be boxed or crated, and in Item 5 on the 
same page of the Classification it is spe- 
cifically provided that volume packing 
requirements be as follows: ‘On skids 
or in boxes or crates” which is the iden- 
tical packing requirements provided for 
less than truckload shipments. 

If it was intended that dies in truck- 
loads each weigh 500 pounds or that the 
charge be predicated on a weight of 500 
pounds each, the volume rating would 
have so specified. 

We would greatly appreciate your in- 
terpretation of the volume packing re- 
quirements on these dies, via the regular 
channel. 

Answer: The answer to your inquiry 
is to be found in the following provision 
carried on page 1 of National Motor 
Freight Classification No. 8: 


Explanation of Indentions.—Where any part 
of the description of an article is found set 
away from the left margin in a position sub- 
ordinate to the text preceding it, the descrip- 
tion is to be read with its context and par- 
ticularly with the preceding heading or 
headings; the effect of its position upon the 
meaning of a description should be carefully 
observed. Example: On Page 2, Item 1, 
‘“‘Abrasive,’’ controls Items 2 through 9. Item 
4, ‘‘Crude or Lump,”’ being further indented, 
is governed by the description just above it 
in Item 3. The packing requirements for 
LTL shipments of Crude Alundum would be 
‘‘bags, barrels or boxes.’’ A volume shipment 
of Crude Alundum has no packing require- 
ments, since it is governed only by its head- 
ing ‘“‘Crude or Lump.’’ In the next item 
below, however, ‘‘Flour or Grain, in pack- 
ages,’’ the packing description is part of the 
item ‘‘Flour or Grain’’; hence the Volume 
Rating can only be applied on shipments in 
packages. 


Notice of Refusal of Goods by Consignee 


North Carolina.—Question: We will 
appreciate your opinion and also, any 
court decision or ruling by the Interstate 
Commerce Commission concerning the 
duties of the carrier in possession of a 
shipment at the time it is refused by the 
consignee. 


We have recently had several cases in 
which the delivering carrier insisted that 
we, as middle carrier, handle with either 
the shipper, or with the originating car- 
rier for disposition of a refused ship- 
ment. It has always been our opinion 


that in cases where a shipment was re- 
fused by the consignee, it was the duty 
of the carrier in possession at the time 
of the refusal to handle to conclusion 
with the shipper direct without referring 
the matter back to either the originating 
of the middle carrier. Any information 
that you may be able to furnish us in 
this connection will be greatly appre- 
ciated. 


Answer: By the weight of authority, 
affirmed by statute in some jurisdiction, 
it is the duty of a carrier to exercise 
due diligence to give the consignor no- 
tice, within a reasonable time, of the 
consignor’s failure or refusal to accept 
the goods, if it could by the exercise 
of ordinary diligence have known of such 
failure or refusal. Missouri Pac. R. Co. 
vs. Myers, 298 S. W. 15; Missouri, etc. 
R. Co. vs. Jenkins, 90 S. W. 428. Some 
authorities, however, have held that the 
duty of the carrier to give the consignor 
notice of the consignee’s failure or re- 
fusal to accept delivery depends upon 
the circumstances, and is not absolute 
(Porter vs. Pennsylvania R. Co. 215 N. 
Y. S. 727; Markowitz vs. New York 
Cent. R. Co., 172 N. Y. S. 233; Epstein, 
Henning & Co. vs. Nashville, Chatta- 
nooga & St. Louis Ry. Co., 4 Tenn. App. 
412); that, in the absence of any such re- 
quirement in the bill of lading, the car- 
rier is under no duty to give notice to the 
consignor (Trinidad Bean & Elevator Co. 
vs. Pennsylvania R. Co., 72 Fed. 2d 271; 
McCarthy vs. Pennsylvania R. Co., 97 
Pa. Super 570; Keystone Pub. Co. vs. 
Pennsylvania R. Co., 78 Pa. Super. 486), 
unless, under the circumstances of the 
particular case reasonable care requires 
that notice be given, Epstein, Henning 
& Co. vs. Nashville, Chattanooga & St. 
Louis Ry. Co., 4 Tenn. App. 412; Kremer 
vs. Southern Express Co., 6 Coldw. 356; 
Wien vs. New York Central, 152 N. Y. S. 
154; ‘Markowitz vs. New York Cent. R. 
Co., 172 N. Y. S., 172 N. Y. S. 233; Fine 
vs. Barrett, 142 N. Y. S. 533; Sterling 
Button Co. vs. Barrett, 171 N. Y. S. 326; 
Sauer vs. Lehigh Valley R. Co., 150 N. Y. 
S. 977; Matkowitz vs. New York Cent. 
R. C., 172 N. Y. S. 233), or unless the 
consignor exercises the right of stoppage 
in transitu. So it has been held that 
notice to the consignor is not necessary 
even though required by a rule of the 
carrier, and that the duty to give such 
notice is not imposed by the provisions 
of the Carmack amendment relating to 
interstate transportation. Notice of the 
consignee’s failure or refusal to accept 
the goods is excused where the consignor 
obtains timely notice from other sources, 
or where the consignee merely neglects 
to accept or unload the goods, but prom- 
ises to do so shortly, or gives other 
indications of that purpose, or where at 
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the time the goods were left with the 
carrier for transportation the consignor 
did not disclose his name and residence. 

Upon failure, without excuse, to give 
the consignor notice of the consignee’s 
refusal to accept the goods, the carrier 
is liable to the consignor for the result- 
ing damages, and the burden is on the 
carrier to show facts relieving it from 
the duty to give notice. 

We can locate no cases in which the 
question of which carrier has the duty 
of giving notice of refusal of goods by 
the consignee, when such notice must be 
given. 

It seems to us, however, that the no- 
tice should be given by the carrier in 
possession of the goods, which is usually 
the delivering carrier. 


Delay—Liability of Carrier 


New Jersey.—Question: What is the 
responsibilitfy of the carrier in the case 
of an important shipment covered by a 
bill of lading on which there is a state- 
ment indicating the date upon which the 
shipment must arrive at destination? 
Does failure to deliver according to the 
statement on the signed bill of lading 
make the carrier responsible for expense 
or damage resulting from this failure? 

Answer: Under the decision of the 
Supreme Court of the United States on 
C. & A. R. Co. vs. Kirby, 225 U. S. 155, 
and Davis vs. Cornell, 264 U. S. 560, a 
carrier may not, without tariff provision 
therefor, contract to transport a car by 
a particular train or on a particular date, 
nor to furnish cars on a certain date, as 
to do so would create a preference. 


However, in our opinion, the effect of 
the Kirby case, cited above, is not to 
prevent a recovery of damages where 
notice is given to a carrier at the time 
such goods are delivered to the carrier 
at the time such goods are dellivered to 
the carrier for transportation, that such 
damages will result from its failure to 
transport the shipment within a reason- 
able time, it being a question of fact to 
be determined in each instance, whether 
due diligence was used in the transpor- 
tation of the goods. It does, however, 
bar a recovery where it is sought to hold 
a carrier to liability for failure to trans- 
port goods within a specified time, re- 
gardless of the question of negligence 
on the part of the carrier. As above 
stated, a carrier is not bound by any 
agreement of its agent as to the date of 
delivery, but is liable for such damages 
as resulted from its failure to transport 
= shipment without unreasonable de- 
ay. 

For the recovery of what are termed 
“special damages,” that is, damages over 
and above those which ordinarily occur 
or are in contemplation of the parties 
at the time the goods are delivered to 
the carrier for transportation, notice of 
the fact that such damages would result 
from unreasonable delay to the goods 
must have been given the carrier at the 
time they were delivered to the carrier 
for transportation. 


Liability of Carrier That of Warehouse- 
man After Expiration of Free Time 


Ohio. — Question: On December 10, 
1946, we were tendered a shipment at 
Cleveland, Ohio, destined to Chicago, 
Illinois. The shipment consisted of eight 
cartons picture frames in glass, weighing 
400 pounds. Delivery was attempted on 
December 16, 1946, but the shipment was 
returned to our terminal as the store 
was not open. Our office then called the 
consignee who advised that he would 
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call back on December 26, 1946, giving 
us delivery information. Accordingly 
this shipment was sent out for delivery 
on December 28, 1946. Storage charges 
and re-delivery charges were assessed 
in accordance with tariff provisions. 

Subsequently a claim for $199.00 was 
filed covering alleged damage to the pic- 
ture frames. It is our contention that, 
had the consignee accepted the shipment 
on the initial delivery, a claim for con- 
cealed damage would have been in or- 
der. The question now arises as to our 
liability, since the common carrier lia- 
bility ceases after 48 hours. 

We would appreciate your opinion in 
this matter, and any reference you may 
have to cases of this nature. 

Answer: Section 4(a) of the Uniform 
Bill of Lading relates to the liability of 
a carrier for goods which cannot be de- 
livered. 


It is competent for the carrier to 
stipulate in the shipping contract that it 
will be liable for goods only as a ware- 
houseman after their arrival at destina- 
tion if not removed within the specified 
time after notice, and in case of failure 
to remove within the specified time the 
carrier is liable only for negligence. 
Southern R. Co. vs. Prescott, 240 U. S. 
632, 36 S. Ct. 469; Rustad vs. Great 
Northern R. Co., 142 N. W. 727; Mich- 
igan Cent. vs. Owens, 256 U. S. 427, 41 
S. Ct. 554. 


Because of the exceptional and arbi- 
trary character of the insurance feature 
of the contract of carriage, it necessarily 
follows that the consignee is bound to 
observe diligence in removing the goods. 
The duty of the consignee to receive the 
goods, it is said, is as imperative as is 


the duty of the carrier to deliver. The 
stringent liability of the carrier cannot 
be continued at the option of or to suit 
the convenience of the consignee. The 
rule is well settled in jurisdictions where 
the consignee is allowed a reasonable 
time within which to remove the goods 
before the carrier’s liability as insurer 
terminates, whether this time is to be 
estimated from the date of the arrival 
of the goods or from notice of their ar- 
rival that the liability of the carrier, as 
such, ceases after the termination of 
such time and becomes that of a ware- 
houseman only. 


The transportation of goods and the 
storage of goods are contracts of differ- 
ent character; and though one person or 
company may render both services, yet 
the two contracts are not to be con- 
founded or blended, because the legal 
liabilities attending the two are differ- 
ent. A person may, in the character of 
a carrier, be liable for a loss from which 
in the character of a warehouseman he 
would be exempted, since the common 
law imposes no duty on a common car- 
rier to render services as a warehouse- 
man, other than such as are necessarily 
incidental to the transportation of the 
property. The liability of a carrier as 
such, with some few exceptions, is prac- 
tically that of an insurer, while the duty 
of the carrier as a warehouseman is not 
that of an insurer but merely to exercise 
ordinary care. 


If the goods were destroyed after the 
liability of the carrier as such had ter- 
minated, unless liability on the part of 
the carrier as warehouseman can be 
established, there can be no recovery of 
damages in any amount. 
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Application of General Order ODT 18-A 


District of Columbia.—Question: This 
has reference to your “Questions and 
Answers” contained in the March 29, 
1947, issue of ‘‘Traffic World” on page 
1042 of which under the heading “Appli- 
cation of General Order ODT-18A” you 
answer: 


The purpose sought to be accomplished by 
General Order ODT 18A is the conservation 
of cars. Presumably, if this purpose is to be 
attained, cars must be loaded in accordance 
with its provisions. Your problem is one for 
consideration. by the carrier or carriers to 
which you tender your shipments. 


Your statement that the problem is 
one for consideration by the carrier or 
carriers to which the shipper tenders his 
cars is, we believe, incorrect and we be- 
lieve the shipper should seek relief from 
the loading requirements of the order 
applying to this office (Office of Defense 
Transportation) for a special permit as 
the initial rail carrier is not empowered 
to issue permits under the conditions 
cited by your correspondent. 


Answer: As special permits for relief 
from loading requirements of General 
Order ODT 18-A are issued by the Of- 
fice of Defense Transportation, our an- 
swer should have stated that application 
should be presented to that office, in 
— with Section 500.73 of the 
order. 


Damages—Measure of, Delay 


Maryland.—Question: Some time ago, 
we forwarded an L. C. L. shipment from 
Baltimore, Maryland via rail in care of 
a forwarder at Chicago, Illinois con- 
signed to a customer at Los Angeles, 
California. 
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The customer failed to pay our invoice 
and, when inquiry was made, we were 
informed he had not received the goods 
and, due to the delay, was cancelling his 
order. Investigation disclosed that the 
shipment was not delivered to the for- 
warder at Chicagfo until three months 
and two days after the bill of lading was 
signed at Baltimore. 

The material comprising this shipment 
was disposed of to another consignee. 
However, it was necessary to deliver 
it free of any transportation charges 
which exceeded $100.00. . 
The bill of lading in connection with 
this shipment was properly executed and 
cartons properly marked. In view of the 
long delay which occurred between 
Baltimore and Chicago, we would like 
to inquire if we have a claim against the 
carrier in the amount of the transporta- 
tion charges which we were required 
to absorb, due to the fact that the order 
was cancelled by the original consignee. 


Answer: In the absence of a special 
contract a carrier is not an insurer 
against delay in the transportation of 
goods, and the principle on which the 
carrier’s extraordinary liability is 
founded does not extend to the time 
occupied in transportng the goods. As 
to the time of delivery, the carrier’s li- 
ability stands on the same ground as 
that of ordinary bailee for hire, being 
dependent on negligence. The rule is, 
therefore, one of general application 
that, in the absence of special contract 
binding the carrier to delivery within a 
specified time, mere delay in transporta- 
tion does not create any liability to re- 
spond in damages. As to the diligence 
and care required in completing the ex 
press or implied contract for transporta- 
tion only, the rule is that the carrier is 
bound to use reasonable diligence and 
care, and that only negligence will ren- 
der it liable, unless a stipulated time is 
fixed in the contract. 


Nevertheless, if damage results from 
failure without good excuse, to deliver 
the goods at their destination within a 
reasonable time, the carrier is liable for 
such damage. Where a common carrier 
undertakes to convey goods, the law im- 
plies a contract that they shall be de- 
livered at destination within a reason- 
able time, in the absence of any special 
agreement ash to the time of delivery. 

The measure of damages for delay in 
transportation is not the value of the 
goods, since the bailor still retains the 
ownership, but the loss approximately 
caused by the delay. The carrier’s liabil- 
ity is to compensate for the damages 
growing out of the delay, and not for 
loss, and the remedy of the person en- 
titled to the goods is to sue for the 
damages he has sustained by reason of 
the delay. This rule proceeds on the 
theory that a party injured by the breach 
of a contract by another should take all 
reasonable steps to minimize the damage 
he will suffer. The length of the delay 
does not in any way affect the operation 
of the rule. Neither does the fact that 
the owner of the goods has been obliged 
to buy other like goods affect the rule; 
he should accept the goods and sue for 
the damages caused by the delay. 


An exception to the rule occurs where 
because of unreasonable delay the goods 
become valueless, or in other words, 
where the delay has caused what is 
equivalent to a total loss to the owner; 
under these circumstances a recovery of 
the full value of the goods when and 
where they should have been delivered 
is proper. 


It is the general rule, that for un- 
reasonable delay in the transportation of 
nearly all classes of goods the shipper 
is entitled to recover the difference be- 
tween the market value of the goods 
at the time and place of delivery should 
have been made, and their market value 
when delivery was actually made. In 
the nature of things, such damage, it 
is said, is deemed to have been within 
the contemplation of the parties at the 
time the contract was made, as a prob- 
able consequence of an unreasonable 
delay. 

Unpaid freight is to be deducted from 
the amount of damage, as the owner 
receives the advantage of the transpor- 
tation. Likewise, where the shipper has 
already paid the freight charges, he is 
not entitled to recover them back in 
addition to the damages occasioned to 
him by the delay, as this would make 
him better off because of the delay 
than if the shipment had been made 
promptly. Where an express shipment 
for which charges were paid was negli- 
gently delayed, the shipper’s only claim 
is by way of damages and he cannot 
recover on the theory of money had and 
received, the consideration paid, or any 
such part of it as exceeds the reasonable 
value of the services rendered, namely, 
freight services. Where, however, the 
consignee buyer, who refused to accept 
a shipment because defendant carrier 
did not deliver it within a reasonable 
time, was to pay the freight charges, 
consignor who sold the goods at a lower 
price after having paid the freight 
charges is entitled to have such freight 
paid included as damages. Houston & 
a R. Co. vs. Westbury, 208 S. W. 


Sale of Goods by Carrier 


Illinois. — Questions: Last year we 
made a_less-than-carload shipment to 
one of our customers in the east. On 
arrival of the merchandise they dam- 
aged it to the extent that the consignee 
refused the entire shipment. 

The shipment moved F. O. B. deliv- 
ered. After the agent had made several 
attempts to get the consignee to accept, 
he subsequently sold it on the salvage 
market. In the meantime, the consignee 
advised us that they had refused the 
shipment and requested that we credit 
their account, which we did. In turn, 
we filed claim with the carrier for the 
full loss of the shipment. The carrier’s 
claim agent advises us that we are only 
entitled to the amount realized from the 
salvage, which was about 35% of the 
invoice value. 


I maintain that, since the shipment 
moved F. O. B. delivered basis, title to 
the shipment remained with the shipper 
and the agent had no right to dispose 
of the shipment without authorization 
from us. The claim agent maintains that 
on a straight bill of lading carriers pre- 
sume the consignee to be the owner of 
freight, regardless of whether shipment 
is F. O. B. factory or F. O. B. delivered. 
He further contends that under the 
terms of the law, the only right a car- 
rier has to merchandise is that of a lien. 
I maintain that part of the basis for 
filing claim is determined by where the 
title of ownership rests, either with con- 
signor or with consignee, and that re- 
gardless of the use of a straight bill of 
lading, the railroad must look to that 
owner or the merchandise for disposi- 
tion. 

Your comments on this matter will be 
greatly appreciated. 


Answer: Paragraphs (b) and (d) of 
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Section 4 of the Uniform Bill of Lading 
Contract Terms and Conditions provides: 

(b) Where nonperishable property which 
has been transported to destination hereunder 
is refused by consignee or the party entitled 
to receive it, or said consignee or party en- 
titled to receive it fails to receive it within 
15 days after notice of arrival shall have been 
duly sent or given, the carrier may sell the 
same at public auction to the highest bidder, 
at such place as may be designated by the 
carrier: Provided, That the carrier shall have 
first mailed, sent, or given to the consignor 
notice that the property has been refused or 
remains unclaimed, as the case may be, and 
that it will be subject to sale under the terms 
of the bill of lading if disposition be not ar- 
ranged for, and shall have published notice 
containing a description of the property, the 
name of the party to whom consigned, or, if 
shipped order notify, the name of the party 
to be notified, and the time and place of sale, 
once a week for two successive weeks, in a 
newspaper of general circulation at the place 
of sale or nearest place where such news- 
paper is published: Provided, That 30 days 
shall have elapsed before publication of no- 
tice that the property was refused or remains 
unclaimed was mailed, sent, or given. ... 

(d) Where the procedure provided for in 
the two paragraphs last preceding is not pos- 
sible, it is agreed that nothing contained in 
said paragraphs shall be construed to abridge 
the right of the carrier at its option to sell 
the property under such circumstances and 
in such manner as may be authorized by law. 


As the goods had been refused by the 
consignee, the carrier should have com- 
plied with the provisions of the bill of 
lading, regardless of the fact that the 
goods moved on a straight bill of lading. 

Where notice must be given the 
shipper, a sale without such notice will 
constitute a conversion rendering the 
carrier liable for the value of the goods 
as in other cases of conversion, unless 
the owner of the goods consents thereto. 


C. O. D. Shipments—Liability of Initial 
Carrier Where Delivering Carrier 
Fails to Collect Amount of C. O. D. 


_, Ohio.— Question: A question of liabil- 
ity on the carrier in connection with a 


- O. D. shipment has come to our atten- 
ion. 


We wonder if you can quote any case 
that has been adjudicated in either a 
state or federal court. Specifically we 
refer to a case where the originating car- 
rier signed the bill of lading calling for 
a C. O. D. shipment and the destination 
carrier collected the money, and, before 
remitting to the originating carrier went 
into receivership. The originating car- 
rier insists they are not responsible 
under such circumstances. 


As a matter of interest we would 
appreciate very much if you can refer 
us to some definite ruling in a like case. 

Answer: In its decision in Joseph 
Mogul, Inc. vs. C. Lewis Levine, Inc., 
159 N. E. 708 (N. Y.), the court said: 


An express company of other carrier, re- 
ceiving merchandise on a C. O. D. shipment, 


-acts in two capacities, as bailee to transport 


foods, and as agent to collect the price. 
Hutchinson on Carriers, Section 726. For 
breach of its duty as bailee to carry and de- 
liver to the person and on conditions stated 
by the shipper, it is liable as in the case of 
any other mis-delivery, for the value of the 
goods. Murray vs. Warner, 55 N. H. 546, 20 
Am. Rep. 227; Fowler Commission Co. vs. 
Chicago, R. I. & P. R. Co., 98 Mo. App. 210, 
71 S. W. 1077. For breach of its duty to act 
as agent for the shipper in the collection 
of the price, it is liable, like any other col- 
lection agent, for whatever could have been 
collected, if the duty had been fulfilled. 
Mechem, Agency, Section 1320. 


We can locate no decision in which 
this question has been considered. If, 
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however, the provisions of Section 219 
of Part II of the Interstate Commerce 
Act relate to actions against a carrier 
for its failure to collect the amount of 
the C. O. D., the initial carrier can be 
held liable. Section 219 of Part II of 
the act provides: 


The provisions of Section 20(11) and (12) 
of Part I of this Act, together with such other 
provisions of such part (including penalties) 
as may be necessary for the enforcement of 
such provisions, shall apply with respect to 
common carriers by motor vehicles with like 
force and effect as in the case of those per- 
sons to which such provisions are specifically 
applicable. 


Motor Carrier Safety Regulations 


Virginia.—Question: Part II of the 
Interstate Commerce Act (Motor Car- 
rier Act 1935) Sec. 203 (a) (17) defines 
the term “private carrier.” Sec. 204 (a) 
defines the general duties and powers of 
the Commission. Paragraph (3) of Sec. 
204 (a) reads as follows: 


To establish for private carriers of property 
by motor vehicle, if need therefor be found, 
reasonable requirements to promote safety of 
operation, and to that end prescribe qualifi- 
cations and maximum hours of service of em- 
ployees, and standards of equipment. In the 
event such requirements are established, the 
term ‘‘motor carrier’’ shall be construed to 
include private carriers of property by motor 
vehicle in the administration of Sections 204 
(c); 205; 220; 222 (a), (b), (da), (f), and (g); 
and 224, 


In operating trucks in interstate com- 
merce as a “private carrier” please ad- 
vise to what extent, if any, “private 
carrier” are construed as “motor car- 
riers,’ (under the Motor Carrier Act 
1935); and give reference to such orders 
as may be applicable. 


Answer: In its reports in Ex Parte 
No. MC-2, Ex-Parte No. MC-3 and Ex 
Parte No. MC-4, the Commission pre- 
scribed Motor Carrier Safety Regula- 
tions applicable to transportation by 
motor vehicle in interstate commerce by 
common carriers, contract carriers and 
private carriers, subject to Part II of 
the Interstate Commerce Act. 

These regulations, by their terms, 
apply to motor vehicles and drivers 
thereof when engaged in the transporta- 
tion of passengers or property in inter- 
state or foreign commerce, except when 
such transportation is performed solely 
within a municipality, between contigu- 
ous municipalities, or within a zone ad- 
jacent to and commercially a part of 
such municipality or municipalities, as 
to which latter transportation only parts 
5 and 7 of the safety regulations, gov- 
erning hours of service of drivers and 
the transportation of explosives and 
other dangerous articles, respectively, 
are applicable. 


Private carriers have not been sub- 
jected to further regulation by the Com- 
mission. 


Tariff Interpretation—Application of 
Rules 29 and 34 (Section 5) of Con- 
solidated Classification 


Arkansas.—Question: We have a ques- 
tion regarding the minimum weight 
applicable to an unusual piece of tub- 
ing, 100 feet long, weighing 20,000 
pounds, and requiring the use of three 
flat cars on account of its length. The 
tube is rated as 3rd class 1. c. 1. and 
5th class cl, with a cl minimum weight 
of 24,000 pounds, subject to Rule 34. 

One school of thought holds that Rule 
29, Section 2, applies to_this shipment, 
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while another school holds that Rule 29, 
Section 1 should apply, basing their con. 
clusion on the wording of Section 5 of 
Rule 34. 


Answer: Rule 16, defines an L. C. L, 
shipment as follows: 
Section 1. When both CL and LCL ratings 


are provided for the same article, the term 
LCL covers shipments in quantities less than 
the minimum weight provided for carloads, 
subject to Rule 15. 

Section 2. A single shipment of less car. 
load freight is a lot received from one ship. 
per, on one shipping order or bill of lading 
at one station, at one time, for one consignee 
and one destination. 

Section 3. Two or more single shipments 
shall not be combined and waybilled as one 
shipment, but must be carried as separate 
shipments and at not less than the established 
minimum charge for each shipment, 


If the shipment was tendered as such, 
provisions of Section 2,-of Rule 29 are, 
in our opinion, applicable. 

If tendered as a carload the provi- 
sions of Section 5 of Rule 34 govern. 

The provision of Section 5 of Rule 34 
have, in our opinion, no application to 
L. C. L. shipments. 


Damages—Delay—Measure of 


Ohio.— Question: On December 3, 1946 
our corporation made an L. C. L. ship- 
ment of merchandise on a straight bill 
of lading via X Railroad to Y city. This 
shipment had an approximate value of 
$1,500.00. 

Nothing further was heard from X 
Railroad regarding this shipment from 
the date stated above until April 11, as 
per the facts as outlined below. 

On January 29th the consignee mailed 
us a letter to which they had attached 
a section notice copy of an arrival notice 
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ile 29 Gwhich they had received from the X then only were we advised through the Answer: For unreasonable delay in 
ir con.@Railroad at destination. The consignee originating agent when he advised us the transportation of goods the shipper 
1 5 offfadvised us at this time that they had that this material had been sold. is ordinarily entitled to recover the dif- 
refused the shipment previously, and It was necessary that our corporation ference between the market value of the 
-C. L.fhad advised the X Railroad at destina- send a man to the X Railroad to Y city goods at the time and place at which de- 
tion of this fact at the time delivery of to clear up the missing details and se- livery should have been made, and their 
ratings the shipment was tendered. cure any additional information con- market value when delivery was actu- 
e term Immediately upon receipt of the con- cerning the handling of this shipment at ally made. 
Ss thangasignee’s letter and the copy of the ar- destination. Delay in delivery of the goods, even 
arloads, # rival notice, we directed a letter to the We are now in receipt of a letter from though it is such as to render the carrier 
' local agent of the X Railroad at point of the Freight Claim Agent of the X Rail- liable, does not constitute conversion, 
“ a origin, instructing him to direct the road, stating the shipment was being and the person entitled to the goods can- 
i. ding agent at destination to return this ship- held in the salvage warehouse of New not on that account refuse to receive 
nsignes ment to us with all charges to follow. York City but was so badly buried with them and sue for the full value. Buston 
On January 31st the originating agent other shipments it was impossible for vs. P. A. R. Co., 116 Fed. 235; St. Louis, 
ipmentsj of X Railroad forwarded a letter to the them to return it to us within any given etc. R. Co. vs. Dreyfus, 132 Pac. 491; 
as one destination agent, directing him to re- time. This is material which we could Hackett vs. D. C. & M. C. R. Co., 35 
eparatefi turn this shipment to us at point of have used and which now has been kept N. H. 390; Fishman vs. Pratt, 90 N. Y. S. 
ablished § origin. — ; from us for at least three months and 354; Chesapeake, etc. R. Co. vs. Sauls- 
Nothing further was heard about this when returned will require thorough in- burg, 103 S. W. 254; Spaulding vs. Chi- 
S such, shipment from January 31st to April 1st, spection and reworking since the parts cago, etc. R. Co., 75 S. W. 274. 
29 are g although we made numerous inquiries which make up the units are subject to The carrier’s liability is to compen- 
about it of the originating agent of the the elements of heat, dampness, etc. sate for the damages growing out of the 
provi. X Railroad. This agent again on April Supposing this shipment is recovered delay, and not for loss; and the remedy 
vern, lst directed the 2nd letter to the desti- and returned to us, what is our measure _— of _ the party entitled to the goods is to 
tule 34g nation agent and finally on April 9th re- = of damages against the carrier? What sue for the damages he has sustained by 
tion tog ceived a letter from him as follows: percentage can we collect for damages _ reason of the delay. Moody vs. Southern 
le toe tak * awn or the non-use of this material while it R. Co., 60 S. E. 711; Southern Express 
ir sone der dgitely "and ‘eke ep wae was in the hands of the Railroad com- Co. vs. Hanaw, 67 S. E. 944. This as a 
of signee and was brought back to the station pany? Are we entitled to the expenses rule, is the difference between their 
3, 1945 and notice then sent to consignee on Janu- incurred to send this man to Y city to market value at the time they should 
». ship-§ 2 2 and no action taken and shipment was adjust this matter? If this shipment is have been delivered and when they i 
ht bill g weseauently erty of by Freight Claim not recovered can we collect damages were delivered, with interest from the 
y. This Agent under sales order No. 00. and what percentage of the full value of | former date, less the freight, if unpaid. 
alue off We now keep in mind that the desti- the material, and the expenses incurred E. T. V. & G. Ry. Co. vs. Johnson and 
nation agent of X Railroad did not at any in making this trip to Y city? Shahan, 11 S. E. 809; Gooden vs. South- j 
rom X§ time advise his agent at point of origin We would appreciate your advising us ern Ry. Co., 54S. E. 720. ‘ 
t from § that this shipment was on hand and re- any court decisions rendered on any In addition to the difference between | 
| 11, as fused, nor did we at any time receive similar cases, also any other informa- the market value of the goods at the ir 
notification from the X Railroad at point tion which may affect this case one way time and place when they should have } 
mailed § of origin to this effect until April 11 and or another. been deliverd and the time and place ' 
ttached 
1 notice 
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when they were delivered, the carrier is 
liable for any other and incidental dam- 
ages naturally and proximately flowing 
from such delay. Behrends vs. Chicago, 
R. I. & P. Ry. Co., 198 Ill. App. 236; 
Baltimore, etc. R. Co. vs. O’Donnell, 49 


Oh. St. 489, 32 N. E. 476; Missouri R. . 


Co. vs. Carpenter, 114 S. W. 900; Carr 
vs. Sou. R. Co., 79 S. E. 41. It is very 
generally held that necessary expenses 
incurred by the owner of the goods on 
account of negligent delay of the carrier 
in delivering them at their destination 
may be recovered. Pa. R. Co. vs. Wm. 
H. Muller & Co., 15 Fed. 2d 535, cert 
den. 273 U. S. 748, 47 S. Ct. 449; Lide 
& Laney vs. Texas & P. Ry. Co., 27 S. W. 
2d 836; this is in accordance with the 
well settled principle that one who is in- 
jured by the negligence of another is 
bound to use all reasonable means at 
his command to lessen the damages 
which would otherwise result from such 
negligence, and he cannot recover dam- 
ages for such loss as might have been 
avoided by a compliance with the rule. 
On complying with this rule, it is only 
fair that he should be allowed the neces- 
sary expense to which he is put in re- 
ducing his damages. Pittsburgh, etc. R. 
Co. vs. Wood, 84 N. E. 1009, 88 N. E. 
709. In applying the foregoing to dead 
freight, it has been held that expenses 
incurred in securing the safety of the 
goods are recoverable. Davis vs. Cin- 
cinnati, etc. R. Co., 1 Disn. 23, 12 Ohio 
Dec., Reprint 463; Missouri, etc. R. Co. 
vs. Gray, 160 S. W. 434. 


Liability of Carrier for Concealed Loss 
or Damage 


Indiana.—Question: Please refer to 


A Jon of Fraght 


DOES NOT FILL A SHIP 


—but it helps! 


We solicit your freight—whether a ton or a cargo 
—it is to our mutual benefit. 


WE GROW — AND YOU PROFIT! 


* 


If it is your job to get the traffic to destination at a 
minimum of expense and delay, we urge you to use— 


The Porta on Hampton foads 


your reply New York, page 1609 of 
Traffic World May 17, 1947. 

The question was, roughly phrased: 
“After a piece of furniture has been in 
our possession, or possession of our con- 
signee for several weeks and months, 
and upon final sale a damage is dis- 
covered, where should we file our 
claim?” The answer should be amended 
to read ‘File it in the nearest waste 
basket.” 


In cases of warehoused shipments, 
how can the shipper give proof that the 
damage did not occur while the ship- 
ment was in the warehouse? Under the 
circumstances recited by “New York,” 
how would it be possible to prove that 
the damage did not occur during the 
time the shipment was in possession of 
“New York” or their retailer? Handled 
many times between the time they re- 
ceived it from the origin carrier until 
opened for display or sale, New York 
apparently accepts absolutely no respon- 
sibility for anything that may have hap- 
pened to the freight. 


Apparently when a damage is found, 
no matter when, that is sufficient indica- 
tion that the damage occurred while in 
the possession of a.common carrier, who 
must pay the claim. Unless and until 
New York sustains the burden of proof 
suggested in the second paragraph of 
your answer, his claim belongs in his 
wastebasket, not with a common carrier. 


Answer: We quite agree with your 
statements as to the difficulty, if not im- 
possibility of proving that the injury did 
not occur while the goods were in the 
possession of others than the carriers 
involved. 
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National Reporter System, published by Wes? 
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LOSS OF OR INJURY TO GOODS 


(Municipal Court of Appeals for th 
District of Columbia.) The purpose gi 
Carmack Amendment was to achieve! 
uniform liability for loss of or damage 
to goods transported in interstate com 
merce. Interstate Commerce Act, Sec. 26) 
(11), as amended, 49 U. S. C. A. Seg 
20(11). 

Under Carmack Amendment, inter 
state carrier’s liability is controlled by 
acts of Congress, the contract of car. 
riage and common-law principles en- 
forced in federal courts. Interstate Com- 


merce Act, Sec. 20(11), as amended, 49% == 


U. S. C. A. Sec. 20(11). 


Provision in contract of carriage limit- 
ing liability to a valuation declared for 


purpose of determining rate applicable x® 


is valid as to interstate shipments. Inter- 
state Commerce Act, Sec. 20(11), ag 
amended, 49 U. S. C. A. Sec. 20(11). 
Carrier’s liability for non-delivery of 
interstate shipment, : 
limitation of liability, must be deter- He 
mined by Supreme Court cases interpret- IB 
ing Carmack Amendment. Interestate & 
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WHEN IS A TANK CAR 
NOT A TANK CAR? 


The answer: never! A tank car is always a tank car. But even 
if all tank cars look alike—as all cats look grey in the dark— 
there are important differences under the tank car’s workaday 
coat of paint. 


In the GATX fleet of 37,000 specialized tank cars, there are 
207 types. Designed not just for the fun of it—but for the 
practical purpose of supplying you, the shipper, with the 
right car for your particular commodity. 


Routing cars from one season to another . . . from one com- 
modity to another . . . from one part of the country to another 
is part of the job General American does for its customers— 
the railroads and the shippers. A basic service of those hard- 
working tank cars with the GATX reporting mark. 


GENERAL AMERICAN TRANSPORTATION CORPORATION 
135 South La Salle Street, Chicago 


DISTRICT OFFICES: Buffalo « Cleveland « Dallas e Houston e Los Angeles ¢ New Orleans 
New York ¢ Pittsburgh ¢ St. Lovis ¢ San Francisco ¢ Seattle * Tulsa ¢ Washington 
EXPORT DEPT.: 10 East 49th Street, New York 17, New York 
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Commerce Act, Sec. Sec.. 20(11), as 
amended, 49 U. S. C. A. Sec. 20(11). 


Under Carmack Amendment, limita- 
tion of liability is applicable in cases of 
failure to deliver, whether it be deemed 
a misdelivery or non-delivery Interstate 
Commerce Act, Sec. 20(11), as amended, 
49 U.S.C. A. Sec. 20(11). 


Under federal law, carrier’s failure to 
deliver is not a “conversion” and effect 
of limitation of liability cannot be 
avoided by suing in trover and laying 
failure to deliver as a conversion. Inter- 
state Commerce Act, Sec. 20(11), as 
amended, 49 U. S. C. A. Sec. 20(11). 


Federal law will not permit limitation 
of liability applicable to failure to de- 
liver interstate shipments to be escaped 
by local law or decision that unexplained 
failure to deliver establishes conversion. 
Interstate Commerce Act, Sec. 20(11), 
as amended, 49 U. S. C. A. Sec. 20(11). 


Damage to goods in course of trans- 
portation or damage to consignee result- 
ing from delay in delivery are covered 
by limitation of liability applicable to 
interstate shipments. Interstate Com- 
merce Act, Sec. 20(11). as amended, 49 
U.S.C. A. See. 20(11). 


The provisions of Carmack Amend- 
ment for limitation of liability embrace 
responsibility for all losses resulting 
from failure to discharge carrier’s duty 
as to any part of the agreed transporta- 
tion, which includes delivery. Interstate 
Commerce Act, Sec. 20(11), as amended, 
49 U.S. C. A. Sec. 20(11). 


An interstate carrier cannot invoke 
limitation of liability in event of true 
conversion by carrier itself, but the 
limitation is effective when loss results 
from a strictly personal conversion by 
carrier’s employee for his own purpose 
and gain. Interstate Commerce Act, Sec. 
serie as amended, 49 U. S. C. A. Sec. 


Limitation of express company’s lia- 
bility for failure to deliver interstate 
shipment, based on declared value of 
lost article, was effective where box left 
by employee in hallway was taken away 
by unknown person, employee subse- 
quently disappeared, and receipt given 
for box was forged, whether the loss 
resulted from employee’s conversion or 
negligence. Interstate Commerce Act, 
Sec. 20(11), as amended, 49 U. S. C. A. 
Sec. 20(11). (Railway Express Agency 
vs. Marchant Calculating Machine Co., 
52 Atlantic Reporter, 2d. 277.) 
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DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West | 
Publishing + St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


REGULATION OF COMMON 
CARRIER 


{Supreme Court of Michigan.) In 
breach of contract relating to intrastate 
shipments, rulings of the Interstate Com- 
merce Commission concerning interstate 
shipments and decisions of federal courts 
concerning like shipments were not con- 
trolling. 

Where former action was in assumsit 
for collection of terminal allowances 
allegedly due from railroad to plaintiff 
on shipments prior to those involved in 
subsequent action, which was for breach 
of contract, the judgement rendered in 
former action was not res judicata of 
the subsequent action. 

The proper dismissal by the Public 
Service Commission of a_ proceeding 
against carrier for want of jurisdiction 
and denial by Supreme Court of right to 
appeal from the commission’s decision 
did not bar action by shipper for breach 
of contract concerning same matters 
that were involved in proceeding before 
the commission. Comp. Laws 1929, Secs. 
11026(g), 11062. 

Where there was no intrastate tariff 
provision other than the line-haul rate, 
carrier was required to deliver cars on 
side tracks within industrial plant pro- 
vided they were available, but was not 
required to distribute them to different 
points within the plant where it was de- 
sired to load or unload them. Comp. 
Laws 1929, Sec. 11022. 


That it would greatly inconvenience 
carrier to segregate intrastate from 
interstate cars and deliver intrastate 
cars on side tracks within industrial 
plant, whereas interstate cars were de- 
liverable on tracks outside industrial 
plant, constituted no justification for 
holding carrier reloaded from full per- 
formance of its duty incident to intra- 
state shipments, since carrier’s remedy 
was by application to the Public Service 
Commission. Comp. Laws 1929, Sec. 
11022. 

Where statute fixed duty of carrier 
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in respect of delivery of cars so far as 
instrastate shipments were concerned, 
provisions to contrary in bills of lading 
were void. Comp. Laws 1929, See. 
11026(a). 

Carrier is presumed to know what its 
duty was in respect of delivery of cars, 
and plaintiff was not estopped from in- 
voking statute applicable to such matter 
in action against carrier. Comp. Laws 
1929, Sec. 11022. 

An action for damages for breach of 
contract on account of failure of carrier 
to deliver cars at place provided by 
statute was not an action for recovery 
of overcharges within three-year statute 
of limitations. Comp. Laws 1929, Sec. 
13993. 

In action against carrier for damages 
for breach of contract on account of 
failure to deliver cars in conformity with 
statute, the damages were unliquidated 
and interest could be recovered only 
from time the amount of damages was 
ascertained by the court’s finding. Comp. 
Laws 1929, Secs. 9238, 11022. (Great 
Lakes Steel Corporation vs. Detroit, 
T. & I. R. Co., 26 N. W. Rep. 2d. 704.) 


(Supreme Court of North Carolina.) 
Transportation in interstate commerce 
by interstate motor carrier is subject to 
the applicable provisions of federal 
statutes governing such carriage and 
rules of Interstate Commerce Commis- 
sion. Interstate Commerce Act, Sec. 201 
et seq., 49 U. S. C. A. Sec. 301 et seq. 

Under Interstate Commerce Act, in- 
terstate motor carrier was required to 
attach to each vehicle used in trans- 
portation or license plate prescribed for 
carrier by Interstate Commerce Com- 
mission. Interstate Commerce Act, Sec. 
224, 49 U. S. C. A. Sec. 324. 

Truck leased by licensed interstate 
motor carrier from owner having no 
license to transport goods in interstate 
commerce could be lawfully operated 
only by those standing in relationship 
of employees of licensed carriers and its 
operation was in law under supervision 
and control of licensed carrier. Inter- 
state Commerce Act, Secs. 211, 224, 49 
U.S. C. A. Sees. 311, 324. 

Licensed interestate motor Carrie! 
could not contract for use of a truck or 
employ an independent truck owner not 
holding a license from Interstate Com- 
merce Commission to transport goods in 


- interstate commerce except under its 


own license plates and by virtue of its 
franchise. Interstate. Commerce Att, 
Secs. 211, 224, 49 U. S.C. A. Secs. 31], 
324. 
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in nine mid-western states. 
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Holder of franchise to operate trucks 
as carrier of goods in interstate com- 
merce cannot escape its responsibility 
with respect to such transportation by 
delegating to others its authority under 
franchise. Interstate Commerce Act, Sec. 
1 et seq., 49 U. S. C. A. Sec. 301 et seq. 
(Brown vs. L. H. Bottoms Truck Lines, 
42 S. E. Rep. 2d. 71.) 


(District Court, E. D. New York.) Re- 
strictions placed by Interstate Commerce 
Commission on transportation of general 
commodities by contract carrier by 
motor vehicle were not in violation of 
the “grandfather clause” of the Inter- 
state Commerce Act, where carrier re- 
ceived “substantial parity’ based on 
what it had done prior to the critical 
date, though prior to the critical date it 
had the means to do many things for- 
bidden by the subsequent restrictions, 
since Commission under the “grand- 
father clause” is required to consider 
only actual operations, and not mere pos- 
sibilities. Interstate Commerce Act, Sec. 
209 (a), 49 U. S. C. A. Sec. 309 (a). 
Interstate Commerce Commission’s 
findings that contract carrier had not 
made actual shipments of malt beverages 
by motor vehicle into certain areas prior 
to date of “grandfather clause” in Inter- 
state Commerce Act, would not be dis- 
turbed, though Commission chose to give 
mmis- § greater weight to documentary evidence 
-c. 201 #than it did to oral evidence which was 
seq. sometimes vague. Interstate Commerce 
ct, in-§ Act, Sec. 209(a), 49 U. S. C. A. Sec. 
red to §309(a). 
trans-§ Motor carrier which entered into con- 
ed for § tract without responsibility with shippers 
Com- whereby carrier turned trucks over to 
t, Sec. §shippers as “lessees” was nevertheless 
within category of a “contract carrier” 
under the Interstate Commerce Act with 
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respect to such contracts where carrier 
furnished drivers, paid operating ex- 
penses, and charged shippers on mileage 
basis. Interstate Commerce Act, Sec. 
roi (15), 49 U. S. C. -A. Sec. 303(a) 

Since a contract carrier, unlike a com- 
mon carrier, may choose its customer 
and within limitation, the form and char- 
acter of its obligation, it would not, 
while enjoying such privileges, be al- 
lowed at the same time to compete in the 
field of common carriage. 

Requirements of Interstate Commerce 
Commission that motor carrier’s carry- 
ing vehicles be accompanied and driven 
by drivers employed by carrier, and be 
assigned to shippers under continuing 
contracts for the shippers’ exclusive use, 
did not violate the “grandfather clause” 
of the Interstate Commerce Act with 
respect, to carrier’s miscellaneous busi- 
ness which consisted of but three or 
four per cent of carrier’s entire business, 
and which involved scarcely an instance 
where vehicles were assigned to more 
than one shipper for his exclusive use. 
Interstate Commerce Act, Sec. 209(a), 
49 U.S. C. A. Sec. 309(a). (Motor Haul- 
age Co. vs. United States 70 Fed. Sup. 

(Supreme Court of Idaho.) One apply- 
ing for permit to operate as common 
carrier was not required to show con- 
venience and necessity, but only good 
cause and public interest. Code 1932, 
Secs. 59-801 to 59-817, 59-804. 

The Auto Transportation Act is applic- 
able to common carriers and not con- 
tract carriers, over which the Public 
Utilities Commission has no jurisdiction. 
Code 1932, Secs. 59-801 to 59-817, 59-804. 

Under statute authorizing any “person 
interested” to apply for rehearing. Pub- 
lic Utility Commission erred in adopting 
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an interpretation of such statute and-a 
rule under which only a party, stock- 
holder, bondholder or other party pecu- 
niarily interested in the public utility 
affected could apply for rehearing. Code 
1932, Sec. 59-626. 

On application to operate as common 
carrier, Public Utilities Commission was 
not concerned with legality of applicant’s 
contracts to operate as a private carrier, 
and had no jurisdiction to cancel such 
contracts by cease and desist order. 
Code 1932, Secs. 59-801 to 59-817. 

Under Auto Transportation Act, Utili- 
ties Commission has no duty of protect- 
ing private carriers, or protecting com- 
mon carriers competing in the open 
market, or their economic loss or gain, 
but must consider public interest and all 
circumstances. Code 1932, Secs. 59-526, 
59-804. 

Where public interest or private right 
requires that the thing be done, “may” 
is generally construed to mean “shall.” 

Evidence showing that contract car- 
rier had given poor service to isolated 
town and had abandoned service as com- 
mon carrier established good cause for 
issuance of such permit was mandatory. 
Code 1932, Secs. 59-626, 59-804. (Malone 
vs. Van Etten, 178 Pac. Rp. 2d. 382.) 


(Supreme Court of Michigan.) Under 
the financial responsibility law, Secre- 
tary of State lacks authority to demand 
a surrender of a motorist’s certificate of 
title. Comp. Laws Supp. 1945, Sec. 4685- 
53a. 

Under the Financial Responsibility 
Law, where automobile belonging to an 
uninsured owner is involved in an acci- 
dent in which persons are killed or in- 
jured, in the event an affidavit of settle- 
ment or security for claims is not filed 
within time limited, Secretary of State 








Use Chicago and Southern Air Cargo Service 
to clear the hurdles of time in transit. Over- 
night deliveries to destinations 1,000 miles 
or more away. Decrease the “time enroute” 
and increase the time your product is avail- 
able for immediate sales. 

Frequent schedules and connections with 
twelve domestic and six international sched- 
uled air cargo carriers provide service over 
the entire United States, the Caribbean, Cen- 
tral and South America. Passengers, air mail 
and cargo carried on all domestic and inter- 
national flights. 

Typical low rates over C&S single car- 
rier service (Pickup and Delivery Service 
available at slight extra cost at all points): 


BETWEEN Rate in Cents per Ib. 
HAVANA —s Under 100 Over 100 
and Pounds Pounds 
Chicago 24 22 
Detroit 24 22 
Evansville 21 19 
Fort Wayne 24 22 


Indianapolis 22 20 
Jackson 20 18 
Memphis 20 18 
New Orleans 17 16 
St. Louis 23 21 
Peoria 24 22 
Toledo 24 22 
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must suspend the operator’s license, 
chauffeur’s license, and registration cer- 
tificate of such owner, and has no dis- 
cretion to pass upon question of neg- 
ligence or liability. Comp. Laws Supp. 
1945, Sec. 4685-53a. 


A license to operate a motor vehicle is 
a privilege granted by the state, and the 
one who accepts such license must also 
accept all reasonable conditions imposed 
by state in granting the license. Comp. 
Laws Supp. 1945, Sec. 4685-53a. 


Where special privileges are granted 
by state, special duties in connection 
therewith may be exacted without pro- 
viding compensation therefor; the right 
to impose such condition being based, 
not upon licensee’s culpability, but upon 
his status. (Larr vs. Dignan, 26 N. W. 
Rep. 2d. 872.) 





(Supreme Court of Michigan.) The 
primary purpose of statute giving Pub- 
lic Service Commission authority to reg- 
ulate charges of common carriers for 
leases of nonpublic service railroad prop- 
erty was to prevent rate discrimination 
being accomplished indirectly by com- 
mon carriers through the medium of 
leases of railroad property. Comp. Laws 
1929, Secs. 11377-11379. 

The statute giving Public Service Com- 


mission authority to regulate leases of 
nonpublic service railroad property did 
not empower the commission to compel 
railroad to renew lease to plaintiff, even 
though railroad did not desire to use 
property in its business, and a construc- 
tion of statute as conferring such power 
would render it invalid under constitu- 
tional provision prohibiting taking of 
property without due process. Comp. 
Laws 1929, Secs. 11377-11379; Const. 
Mich. Art. 2, Sec. 16; U. S. C. A. Const. 
Amend. 14, Sec. 1. 

Generally, except where charges by a 
common carrier for its service to public 
are involved, neither courts nor public 
regulatory bodies have, under the Con- 
stitution, the power to make contracts 
regarding nonpublic service property of 
railroad which are binding upon com- 
mon carrier. Const. Mich. Art. 2, Sec. 
16; U. S. C. A. Const. Amend. 14, Sec. 1. 

Where possible to do so, court should 
construe statutes in such a manner as to 
render them constitutional rather than 
unconstitutional. 

Writs of certiorari issue only from law 
side of court and plaintiff was not en- 
titled to have certiorari issued by circuit 
court in chancery to Public Service 
Commission. (Bohn Lumber Products 
Co. vs. Michigan Public Service Com- 
mission, 26 N. W. Rep. 2d. 875.) 





T. C. Hope has been appointed gen- 
eral traffic manager, at Chicago, for 


Montgomery Ward & Co. Mr. Hope 
takes over the duties of O. B. Higgins 
along with his work as assistant general 
merchandise manager (operating). L. B. 
Harmon, formerly west coast traffic 
Manager, succeeds Mr. Hope as retail 
traffic manager. 
* * * 


A. H. Valentine has been appointed 
general traffic manager of the Interstate 
Bakeries Corporation, Kansas City, Mo. 
Mr. Valentine, who was formerly traffic 
manager of the California units, will re- 
tain his offices in Los Angeles. 

* * 


E. C. Kitching, general traffic man- 
ager, at Bartlesville, Okla. for the 
Phillips Petroleum Co., who is retiring 
from active service, will be tendered a 
testimonial dinner June 9 at the Tulsa 
Club, Tulsa, Okla. 

* 


* * 


H. E. Younggren, traffic manager, at 
Kewanee, Ill., for the Kewanee Boiler 
Corporation, died June 3. Mr. Young- 
gren was a member of the Traffic Club 
of Chicago. Funeral services were held 
June 5 in Kewanee. : 


L. J. Benson has been appointed assist- 
ant to the president of the Chicago, Mil- 
waukee, St. Paul & Pacific Railroad, 
with headquarters at Chicago. In addi- 
tion to new duties, Mr. Benson will con- 
tinue to supervise the railroad’s police, 
fire prevention and safety departments. 
Frank X. Akron has been appointed city 
freight agent at New York City, suc- 
ceeding F. C. Aldrich, resigned. 


* * * 
Edward Flynn, executive vice-presi- 
dent of the Chicago, Burlington & 
Quincy Railroad, is retiring after 50 


years of service. Mr. Flynn will con- 
tinue, however, to serve on the boards 
of directors and executive committees of 
the Chicago, Burlington & Quincy, Col- 
orado & Southern, Fort Worth & Denver 
City, and Wichita Valley railroads. 


W. D. Fernald, general agent, at Min- 
neapolis, for the Denver & Rio Grande 
Western Railway, will be tendered a 
farewell luncheon by the Off-Line Agents 
of the Twin Cities, June 9, in the Nor- 
mandy Hotel, Minneapolis. Mr. Fernald 
is being transferred to Kansas City, Mo. 


G. M. Dugan has been appointed city 
Passenger agent, at Atlanta, for the 
Louisville & Nashville Railroad, succeed- 
ing J. W. Moore, promoted. W. S. Frank- 
lin succeeds Mr. Dugan as assistant city 
passenger agent at Atlanta. 


S. J. Witt has been promoted to as- 
sistant vice-president—traffic, at Cleve- 
land, for the Nickel Plate Road. W. H. 
Cunningham has been appointed general 
freight traffic manager at Cleveland. 

* * * 

John C. Egan, commercial agent, at 
Chicago, for the Missouri-Kansas-Texas 
Railroad, is retiring after 26 years of 
service. C. A. Epen succeeds Mr. Egan. 
J. T. Ryan has been appointed commer- 
cial agent at Detroit, succeeding D. H. 
Nicholson, promoted. 

* * * 


Grey Bruno, formerly general traffic 
manager of the Fruehauf Trailer Co., has 
been appointed freight traffic manager, 
at Tawas City, Mich., for the Detroit & 
Mackinaw Railway. W. T. Yake has 
been appointed general freight agent in 
charge of rates, | 


S. A. Williams has been promoted to 
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assistant vice-president, at Chicago, fo; 
the Gulf, Mobile & Ohio Railroad. 


J. L. Corbitt, superintendent of trans 
portation, at Fort Worth, for the Forf 
Worth & Denver City Railway, is retir 
ing after many years of service. E. 0 
Walker will succeed Mr. Corbitt an 
continue his duties as car accountant, 


E. O. Walker has been appointed sy 
perintendent of transportation for the 
Fort Worth & Denver City Railway. Mr 
Walker succeeds J. L. Corbitt, who hag 
retired. 

* oo * 

Herman Schmitz has been appointed 
office manager, at Milwaukee, for tha 
Scherer Freight Lines. Harry Bersc 
has been appointed operations manage 
at Milwaukee. Charles Heuer has bee 
appointed chief rate clerk at Milwaukee 


B. Allison Gillies, west coast associated 
of Jones and Gillies, aviation consultants 
of Washington, D. C.. has been elected 
a member of the board of directors of 
Slick Airways, Inc. 























* * 


The International Harvester Co. an 
nounces the following appointments 
R. G. Greer, formerly manager of the 
Louisville, Ky., general line branch, to 
assistant eastern district manager, mo 
tor truck division; R. H. Curll, formerly 
retail manager at Burlington, Vt., to as- 
sistant manager, motor truck branch, 
Harrisburg, Pa. 

* * * 

J. J. O’Neill has been appointed assist- 
ant manager of the fleet sales section, 
truck and fleet sales department, for the 
Ford Motor Co. 

* * * 

Robert A. Olen, general manager of 
the Four Wheel Drive Auto Co., Clinton- 
ville, Wis., has been elected a member 
of the board of directors, succeeding 
Charles Hagen, deceased. 


James D. Smith has been appointed 
assistant rate expert, at Pierre, S. D., for 
the South Dakota Public Utilities Com- 
mission. He will assume his new duties 
July 1. 

* * * 

The Oakland (Calif.) Foreign Trade 
and Harbor Club held a meeting June 
5 at the Athens Athletic Club. Eric Hall- 
beck, assistant vice-president, interna- 
tional banking department, Bank o 
America, spoke on “The European Trade 
Outlook.” 


* * * 


The Port of Baltimore branch of the 
Propeller Club of the United States wil 
hold a founders’ day meeting June 11 a 
the Country Club of Maryland. 

* * * 


The Wilmington, Del. chapter 
Delta Nu Alpha held a meeting May % 
at the Coffee Shop. William M. Park. 
acting regional director, Bureau of For 
eign & Domestic Commerce, spoke 
the “Importance of World Trade and 
what the Department of Commerce does 
to promote American Participation.” 

* * * 

C. Harris Crook has been appointed 
general traffic manager, at East Halt 
ford, Conn., for the United Aircraft 
Corporation. 

* * * 


Tom M. Miller has been appointed 
general traffic manager, at Memphis, for 
the Chicago & Southern Air Lines. Mr 
Miller succeeds Ralph L. Heininger, ! 
signed. 


June 
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ANOTHER SHIP JOINS THE 


CARGOCAIRE 
























































































A new Cargocaire “S” unit being put aboard 
the S.S. Southport of the South Atlantic S.S. 
Line, at the Todd Shipyards, Brooklyn, N. Y. 


There’ll be no “humidity headaches” 
aboard this ship because one of the new 
Cargocaire post-war units is being in- 
stalled to keep humidities in the cargo 
holds under control! 

And the new “S” unit being put 
aboard not only prevents sweat from 
forming as the ship passes through 
changing weather-fronts—but it is 50 
per cent lighter and requires only half 
the usual deck space. 

As each new ship joins the Cargocaire 
Fleet it means that many more shippers 
will benefit because their goods will be 
protected from moisture damage. 

It means the ship operator benefits— 
because Cargocaire does away with 
rust, saves painting and cleaning ex- 
penses in the ship’s holds. 

And it means that insurance under- 
writers benefit because this dehumidifi- 
cation system eliminates the hazard 
that leads to sweat damage claims. 

More than 100 Cargocaire-equipped 
ships are now serving ports all over the 
world. For the full story of Cargocaire 
and a list of these ships, send the coupon 
below. . 


FOR CARGO COMFORT 
CARGOCAIRE ENGINEERING CORPORATION 


15 PARK ROW, NEW YORK 7, N. Y. 


Washington « San Francisco « Seattle 
New Orleans « Montreal « Vancouver 
London « Gothenburg 


—_——_ ae eR ee ee eee ee eee eee eee 
Dept. W-2, Cargocaire Engineering Corporation 
15 Park Row, New York 7, N.Y. 

Gentlemen: Please send me the story of Cargocaire 
describing this system of protection for cargoes from 
moisture damage, and the latest Cargocaire Fleet list. 


Name 


Company. 


Address. 


















The Traffic Club of Baltimore held a 
smoker at the Alcazar Hotel May 19. A 
crab feast will be held June 24 at Con- 
rad’s: Ruth Villa. 





The Traffic Club of Hagerstown, Md., 
held its annual dinner May 22. 





The Lima Traffic Club will hold a 
meeting June 18 at the Kirwan Grill. 
Judge Walter S. Jackson will speak on 
“Aaron Burr—the American Hitler.” A 
film, “Payloads Pay Off,” will be shown. 





The Women’s Traffic Club of Los An- 
geles held a meeting June 3 in the Alex- 
andria Hotel. 


The Women’s Traffic Club of New 
York will hold its final dinner meeting 
June 10 in the Park Central Hotel. 





The Traffic Club of Wichita held a 
meeting May 15. E. O. Cocke, Vice- 
president of Trans World Airline, spoke 
on international air transportation. E. E. 
Kohlwes, traffic manager, Kansas Mill- 
ing Co., and club president, presided at 
the June 4 luncheon of the Trans. Mis- 
souri-Kansas Shippers’ Board, held in 
the Lassen Hotel. A golf outing and 
picnic was held June 5 at the Westlinks 
Golf Club. 





The Triple Cities Traffic Club will 
hold a meeting June 10 in the Hotel 
Arlington, Binghamton, N. Y. Joseph W. 
Coffman, vice-president and . general 
manager of the Ozalid division of Gen- 
eral Oniline and Film Corporation, will 
report on his business tour of 11 Euro- 
pean countries. The annual outing and 
clam bake will be held August 7 at 
Kane’s Mountaintop. 





The Women’s Traffic Club of Oakland 
will hold its annual meeting June 10 at 
the El Curtola Restaurant. Hugo Vin- 
dal, educational department manager of 
Beckmann, Hollister & Co., will speak 
on “With the Yanks in Britain.” 





The Women’s Traffic Club of Phila- 
delphia will hold a dinner meeting June 
10 in the Benjamin Franklin Hotel. 
Election of officers will take place. 





The Transportation Club of Spring- 
field, Ill., will hold its annual outing 
June 11 at the Oak Crest Country Club. 





The Traffic Club of Jersey City will 
hold its annual outing June 28 at Old 
Evergreen Lodge, Springfield, N. J. 





The Traffic Club of Houston held a 
luncheon meeting June 3 at the Rice 
Hotel. Dr. G. Lloyd Wilson, professor 
of transportation and public utilities, 
University of Pennsylvania, discussed the 
program of the newly-organized Ameri- 
can Society of Traffic and Transporta- 
tion, of which he is director of educa- 
tion. 





The Western North Carolina Traffic 
Club held a meeting May 27 in the Lan- 
gren Hotel, Asheville, N. C. C. W. Han- 
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cock, general agent at Winston-Salem 
for the Chicago & North Western Rail- 
way, traced the history of that railroad 
and presented a film, “Rolling the 
Freight.” The first annual meeting will 
be held June 23 at the American Legion 
Golf and Country Club. 


The Elmira Area Traffic Club will 
hold its first annual ladies’ night June 
12 in the Mark Twain Hotel, Elmira, 
Nw Y. 





The Traffic Club of Tulsa held a 
luncheon June 3. George Churchill, di- 
rector of publicity for the University of 
Tulsa, spoke. 





The Transportation Club Of Peoria, 
Ill., will hold its annual stag outing 
June 19 at North Shore Acres. The an- 
nual clam bake will be held at North 
Shore Acres August 21. 





The South Bend (Ind.) Transportation 
Club will hold its annual summer out- 
= — 23 at the Morris Park Country 

ub. 









The Milwaukee Junior Traffic Club, 
at its annual election May 22 at the Red 
Arrow Club, elected as its new president 
A. M. Spahn, Central Wisconsin Motor 
Transport Co. Other officers elected are: 
Vice-President, R. H. Heilman, A. O. 
Smith Corporation; secretary-treasurer, 
G. F. Mueller, Atchison, Topeka & Santa 
Fe Railway. Directors are: H. L. Wiese, 
Interstate Dispatch, Inc.; E. W. Hillman- 
tel, Northern Transportation Co.; P. P. 
Aumer, Glendenning Motorways; M. R. 
Barry, Schlitz Brewing Co.; A. A. Wuch- 
terl, Milwaukee Grain Exchange; J. 
Legler, Mueller Furnace Co.; J. G. 
Erwin, Jr., Capital Airlines; C. Redde- 
mann, New York Central Railway; W. H. 
Schubel, Wabash Railway. 





The Trafficmen’s Association of Amer- 
ica will hold its annual stag and dinner 
June 12 at the Furniture Club, Chicago. 





The Eastern North Carolina Traffic 
Club held its spring meeting May 16 in 
the Hotel Cherry, Wilson, N. C. Presi- 
dent Cecil Moore, freight traffic man- 
ager, at Kinston, for the Atlantic & East 
Carolina Railroad, presided. John G. 
Thomas, secretary, Wilson Chamber of 
Commerce, was toastmaster. 





The Traffic Club Of Norristown, Pa., 
will hold a spring golf outing June 10 
at the Valley Forge Golf Club. Ten 
members, who have completed the trans- 
portation law and procedure course spon- 
sored by the club, have received notice 
from the I. C. C. that they have been 
admitted to practice before that body, as 
a result of an examination given April 1. 





‘The Woman’s Traffic Club of Chicago 
will hold a meeting June 9 at the Pal- 
mer House. 





The Women’s Traffic Club of Reading, 
Pa., held a boss’ night meeting May 22 
at the Bowers Country Club. Charles 
Beard, president, Associated Traffic 
Clubs of America, was guest speaker. 
New officers will be installed at a dinner 
=— June 14 at the Angelica Kennel 

ub. 





The Transportation Club of the Roch- 
ester (N. Y.) Chamber of Commerce 
will hold its annual outing June 26 at 
the Point Pleasant Hotel on Irondequoit 
Bay. The first golf outing will be held 
July 24, 
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M. P. CAMPAIGNS AGAINST DAMAGE CLAIMS 

The Missouri Pacific Lines, which in 1946 paid out $3,308,- 
071 in settlement of loss and damage claims, have launched a 
continuing campaign on damage prevention. The plan was out- 
lined by P. J. Neff, chief executive officer, at a conference of 
operating, transportation and traffic heads recently held in St. 
Louis. Teams made up of selected station, yard, train and 
traffic forces on each of the system’s divisions will be formed 
and, following a period of instruction in the latest loading and 
packaging methods, will consult with station, yard and train 
forces in the field and transmit the knowledge gained. Con- 
ferences will also be held with shippers to secure cooperation 
in securing better packaging and loading of car-lot movements. 

Company statistics show that approximately 80 per cent of 
the damage claims result from car-lot movements loaded by 
the shipper and unloaded by the consignee. 


N. & W. MAGAZINE WINS HONORS 


The Norfolk & Western Magazine was one of the publica- 
tions awarded highest honors among industrial magazines of 
the United States and Canada in the 1947 contest of the Inter- 
national Council of Industrial Editors, R. R. Horner of the 
Norfolk & Western Railway has announced. Now in its twenty- 
fourth year of publication, the Norfolk & Western Magazine is 
published by the railway company for its employes, and has a 
circulation of 25,000, he stated. 


U. P. BUREAU TO ALLEVIATE CAR SHORTAGE 


The Union Pacific Railroad has established a new bureau, 
as part of the department of the superintendent of transporta- 
tion, to expedite the loading and unloading of freight cars and 
speed up necessary repairs, with the view of improving the 
supply of cars, G. F. Ashby, president of the railroad has an- 
nounced. ‘We are taking similar action in speeding up passen- 
ger train operations in order to obtain greater utilization of 
the rs and provide better service for the passengers,” 
he said. 


GENERAL MOTORS’ “TRAIN OF TOMORROW” 


The General Motors “train of tomorrow,” designed to E- 
vide greater comfort and enjoyment for the traveling public, 
was recently dedicated in Soldiers Field, Chicago, following a 
luncheon attended by civic and industrial leaders. The train, 
following a public inspection in Chicago, began a six-month 
nationwide tour which will take it to more than 30 leading 
cities. Each of the four cars—diner, sleeper, coach and observa- 
tion lounge car—has the astra-dome observation roof, inde- 
pendent diesel power system, four-level floor space, train-to- 
home telephone, wire-recorded entertainment, and a new spring- 
ing system which minimizes bumpiness and sidesway. 


KANSAS CITY TERMINAL WAREHOUSE 

R. R. Lester, president of the Merchandise Warehouses, 
Inc., Kansas City, Mo., announces the change of name of this 
firm to Kansas City Terminal Warehouse Co. The company has 
one of the largest warehouses in the Missouri valley, offering 
over 500,000 square feet of storage space. It is served by four 
railroads. The same family, now in its third generation, has 
owned these properties since 1878, and the same personnel and 
management will continue to operate the company, according 
to Mr. Lester. 


-CLARK FORK TRUCK EFFICIENCIES 


With a special ram designed for the job, a Clark carloader 
type fork truck recently began service at a United Steel and 
Wire plant in Battle Creek unloading and handling steel wire 
in coils at the rate of 100,000 pounds every 1% hours, Clark 
Trucktractor has announced. Incoming wire is unloaded by the 
carloader, at 1,450 pounds a load, and transferred directly to 
monorail, without intermediate handling, for transporting to 
the wire straightening machine, the announcement said. 


S. P.. SANTA FE EQUIPMENT PURCHASES 


Deliveries have started on the Southern Pacific Lines’ order 
for 20 powerful diesel-electric freight locomotives, part of the 
railroad’s $85,500,000 postwar purchases of rolling equipment, 
Southern Pacific officials have announced. Already in service on 
S.P. lines are three new diesel-electric passenger locomotives, 
23 new diesel-electric switchers and more than 4,000 new freight 
cars. Currently being delivered are several hundred new re- 
frigerator cars of most modern design, scheduled to arrive at a 
— of more than 1,000 a month by midsummer, S. P. officials 
said. 

Orders for 25 diesel-electric locomotives are being placed 
by the Santa Fe Railway with four of the leading locomotive 
builders, according to Fred G. Gurley, Santa Fe president. 
When these locomotives are added to the Santa Fe fleet the 
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total horsepower will be 748,760, divided as follows: 48 passen- 
ger locomotives, 228,800 h.p.; 73 freight locomotives, 374,600 
h.p., and 156 switching locomotives, 145,360 h.p. 


MILWAUKEE ROAD SERVICE . 


The Olympian Hiawatha, new streamlined Speedliner pas- 
senger train serving points between Chicago and the Pacific 
north coast, will be placed in daily operation on a 45 hour 
schedule commencing Sunday, June 29, officials of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad have announced. Luxury 
lounge coaches, touralux cars with extra wide berths providing 
the comfort and privacy of standard sleeping cars at a consider- 
able reduction in rail fare, and specially designed trucks which 
provide smooth, vibration-free riding are features of the train 
emphasized in the Milwaukee Road announcement. The seventh 
anniversary of the de luxe streamlined Midwest Hiawatha has 
also been announced by Victor L. Hitzfeld, general agent, 
passenger department, Chicago. 


It has helped others- 
IT CAN HELP YOU! 


For 38 years, LaSalle has given home-study training in 
Traffic Management. Hundreds of men now su ul 
in industrial 








raffic and Transportation praise it for 
its help to them. 175 of them counsel us in the constant 
revision of this training. 


If you are really ambitious to build your knowledge 
= ability in ey Pe | better and in 
great, growi eld—it will pay you to investigate 
this training. Our free 48 page booklet will give you the 
facts, without obligation. Write for it today. 
G. I. APPROVED 


LaSalle extension university 


A Correspondence Institution 
417 South Dearborn Street Dept. 695-T Chicago 5, Illinois 





Ship or travel “all over the map” via 
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547 NEW PLANTS picked 
*‘Central’’ locations last 
year, digging the foun- 
dations for their future 
prosp:-rity. For plant 
site information, con- 
tact Industrial Dept., 
466 Lexington Avenue, 

New York, N.Y. 
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NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this docket will be noted elsewhere. 


aca: Tassemtanane Ga.—State Comm.—Jt. Bd. 


MC 102293, Sub. 3—Russell Transfer Co., 
Washington, Ga., common carrier appli- 
ca 


June 9—Boston, Mass.—New P. O. Bldg.—Jt. 


MC 37455, Sub. 7—Derry Transportation, 
Derry, N. H., common carrier —- 


June 9—Indianapolis, ind.—Fed. ldg.—Ex- 
aminer Miller: 
* MC-F 2596—R. Marcuccilli, et al., control; 


Marion Truckin Co., . ine., 
Harwood Trucking, Inc., 
Transit Lines, Inc. 
June es oe Mo.—Fed. Bldg.—Examiner 
e 


MC f3, Sub, 4—H. Messick, Joplin, Mo., 
contract carrier application. . 
June 9—Los Some, Calif.—Fed. Bldg.—Ex- 
aminer Driscoll 
MC 103839, Sub. 32—National Trailer Trans- 
port, Los Angeles, Calif., common carrier 
application. 
June 9—New “ N. Y¥Y.—641 Washington St. 
Examiner Snider: 
29705 and Sub. 1—Solvey Sales Corp. vs. 
Ill Cent, et al. 
June 9—New York, N. Y .—641 Washington 
St.—Examiner Cheseldine: 
MC 34615, ?— 3—Yale Transport Corp., 
New York, N. Y., common carrier ap- 
plication. 
June > ae ae ene N. Y.—641 Washington St. 


MG 107386, Sub. 1—G. and A. Fish Trans- 
portation Co., New Haven, Conn., common 
carrier applicati on, 

June amy Fla.—Hotel Floridian—Ex- 


aminer Gr 
29520—Tampa Traffic > 9 a et al. vs. 
Aberdeen and Rockfish et al. 
29547—Broward County Port 2" td et 
al. vs. Aberdeen and Rockfish et al. 
—S— Nev.—Nye County Ct.—Jt. 


MC 30005, Sub. 12—Nevada-California Trans- 
portation Co., Reno, Nev., common car- 
rier application. 

MC 1849, Sub. 47—Northern Transportation 
Co.; Los Angeles, Calif. 


June 9—TOnopah, Nev.—Nye County Ct.— 
Examiner Linn: 
MC-F 3445—L. R. Martin, control; Northern 
Transportation Co., purchase (portion), 
S. Mikulich. 


June a Okla.—Mayo Hotel—Examiner 
Rome bub 
MC 292, Sub. 9—Kings Van & Storage, Inc., 
Oklahoma City, kla., common carrier 
application. 
MC 1306, Sub. 4—King Transfer and Storage 
Co., Muskogee, Okla., common carrier 
application. 


June 10 — Augusta, 


purchase, 
and Jaqua 


Me. — House Chamber, 
State House—Jt. Bd. 70: 

MC 108431—International Coach Lines, Inc., 
Augusta, Me., common carrier application. 


June 10—Chicago ill._—Hotel Sherman—Ex- 
aminers Mack kley and = “9 
5465—Grain, W. T , S. W. and 


“official =. 

a. oe Yt oupeiarwontel— Grain. 
we a and official territories. 

1. & S. Saran -Grein, to Illinois and Ohlo 
—_ ow, s. 

é. * Sat supplemental)—Grain to 
ifincis “ak hio River crossings. 

1. & S. 5485—Grain, southwest to Kentucky 

and Tennessee. 

* 1. & S.. 5485 (1st supplemental)—Grain 

Southwest to Kentucky and Tennessee. 


June 10—Kansas City, Mo.—Hotel Pickwick— 
Examiner Croft: 
C 102745, Sub. 3—Union Pacific Railroad 
Co., Omaha, Nebr., common carrier ap- 
plication. 


June pet ne York, N. oe Washington 
St.—Examiner Cheseldin 
MC 108639—Pt. Morris Transportation Corp., 
— York, N. Y., contract carrier appli- 
cation. 
MC 108544—A. B. Van Lines, Hempstead, 
N. Y., common carrier application. 


June , oe” Mich —Emmet County Ct. 
MC 66562, Sub. 783 — Railwa 
Agency, Inc.,. New York, N 

carrier application. 
June 10—Portland, Me.—Fed. Bldg.—Exam- 
iner Saltzman: 
MC 07145, Sub. 1—Carroll P. ong Alfred, 
Me., common carrier application 


soy Se renee, Me.—Fed. Bldg.—Jt. Bd. 


MC 108305—Warehouse Transportation Co., 
oe Me., contract carrier applica- 
on 


anes: iene areecaeed Mo.—U. S. Ct.—Jt. Bd. 


MC 107588, Sub. 1—Finley’s Bus Service, 
Waynesville, Mo., common carrier appli- 


June gn D. C.—Division 2: 

Ex Parte 163—Increased Express Rates and 
Charges, 1946. 

June Seinen. D c.—Jt. Bd. 

MC 681 rll Sub. 20-—— Washington Wirebua & 
Maryland Coach Co., Inc., Arlington, Va., 
Common Carrier Application. 

June 11—Atlanta, Ga.—State Comm.—Exam- 
iner Yardley: 
MC Sub. 193—Dealer’s Transport Co., 
Chicago, Ill., common carrier application. 
June 11—Boise, Ida.—State Comm.—Jt. Bd. 


MC 94392, Sub. 4—Weiser Transfer, Weiser, 
Ida., common carrier application. 

MC 107659—Brace’s Heavy Duty Towing, 
Baker, Ore., common carrier application. 


June 11—New York a Dh ties Washington 
St.—Examiner Snid 
1. & S. 5486—Swi ane ‘Bush Terminal R.R. 


a, a N. J.—State Comm.—Jt. 


MC 107517—D. Elkin and S. Schweltzer, 
Brooklyn, N. Y. 

June ee, Mass.—Fed. Bldg.—Ex- 
aminer Saltzman: 

Sub. 4—A. H. Freeman, Orange, 

Mass., contract carrier application. 

June 11—Springfield, Mo.—U. S. Ct.—Jt. Bd. 


MC 1506, Sub. 10—Dixie Greyhound Lines, 
Inc., Memphis, Tenn. 
June 11—Tulsa, Okla.—Mayo Hotel—Exam- 
iner Borroughs: 
— Sub. 1—Red Ball, Inc., Sapulpa, 


June yo sg age D. C.—Examiner Swink: 
MC 86594, Sub. 9—J. J. Taylor, Arlington, 
Va.. contract. carrier application. 
June 11—Washington, .-—Commissioner 
Alldredge and Examiner Hosmer: 
29663—-Transcontinental rail rates. 
29664—-Intercoastal water rates. 
29708—All-water, water-rail, and rail-water 
rates between Pacific Coast ports and in- 
terior points. 
June 11—Washington, D. C.—Argument: 
29542—Keith Railway a “a vs. 
Association of American R. R. et al 
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June 12—Boise, ida.—State Comm.—Jt. Bd. 6: 
MC 107 


887, Sub. 1—W. W. Turni a Wei- 
ser, Ida., common carrier ap ication. 
MC 107915, Sub, 1—Wallace 
Horseshoe Bend, Ida., contract es 
application. 
MC 108173 — J. L. Handy, Heyburn, Ida., 
contract carrier ‘application " 
June 12—Des Moines, la.—U. S. Ct.—Jt. Bd, 


MC 68258, Sub. 1—C. Miller, Cheston, Ia., 
common carrier a plication. 
MC 107496, Sub. 3—Ruan Motor Freight Co. 
} bs Moines, Ia., common carrier applica- 
on. 
June 12—New York, N. Y.—641 Washington 
St.—Examiner Saltzman: 


MC 46008, Sub. 6—A. R. Butler Motor Line, 
 -aigaaaae Va., common carrier applica- 
on. 


June 12—Washington, D. C.—Argument: 
29663—Transcontinental rail rates. 
29664—-Intercoastal water rates. 
29708—All-water, water-rail, and rail-water 

rates between Pacific Coast ports and in- 
terior points. 

eae 13—Boise, Ida.—State Comm.—Jt. Bd. 


MC =e Transfer & Storage 
Co., se, Ida., broker application. 
June 13—Boise, ida.—State Comm.—Jt. Bd. 6: 
MC 263, Sub. 30—Garrett Freightlines, Inc., 

Pocatello, Ida., common carrier applica: 


tion 
June 13—Las Vegas, Nev. — Fed. Bldg.—Jt. 


MC 104063, Sub. 3—Borden Transportation 
Co., Bishop, Calif., contract carrier ap- 
plication. 

June 13—New York, N. Y.—641 Washington 
St.—Jt. Bd. 3: 
ae 108088 —Izzie's Mountain Line, Brook- 


yn, N 

MG 108306—L. Richer, Newark, N. J., con- 
tract carrier application. 

ay ae ees Nev.—Nye County Ct.—Jt, 


MC 59434, Sub. 8—Las Vegas-Tonopah-Reno 
Stage Line, Las Vegas, Nev. 

June 13—Washington, D. C.—Argument: 

29721 — = rail commodtiy rates between 
ornia, Oregon and Washington 
29722—-Pacific coastwise water rates. 
Fourth s€ction application 13457 et al.—Pa- 
cific Coast fourth section applications. 

June 13—WashingtoOn, D. C.—Assistant Di- 
rector Boles: 

* Finance 5832, Sub. 3—Application of A. K. 
Atkinson for authority to serve as di- 
rector of Lehigh Valley RR. while con- 
tinuing to hold positions with Wabash RR. 
and subsidiary or affiliated companies, 

a Ida.—State Comm.—Jt. Bd. 


MC 4136, Sub 3—Blue Mountain Stage Co., 
Canyon City, Ore., common carrier appli- 
cation. 


June 16—Camden, N. J.—U. S. Ct.—Exam- 
iner Dahan: 


MC 44182, Sub. 7—W. W. Smith, Phila- 
delphia, Pa., common carrier application. 


sae 16—Camden, N. J.—U. S. Ct.—Jt. Bd. 


MC "16314, Sub. 8—W. I, Green Sons, Inc., 
Long Branch, N. J., common carrier ap- 


plication. 
J.—U. S. Ct.—Exam- 


June henge aan N. 
iner Burns 
MC 12396—J. J. Scullin, Philadelphia, P2., 
broker application. 
C 108379—P. W. Taggart, Thorndale, Pa. 


dune, a eee Ark—Hotel Goldman— 
MC 29955, Sub. 4—England Bros. Truck 
Line, Fort Smith, Ark., common carrier 
application. 
June 16—Green Bay, Wis.—U. S. Ct.—Jt. Bd. 


96: 

MC 43408, Sub. 6—West Shore Transport 

Co., Seasrenn. Wis., common carrier 
application. 

MC 67727, Sub. 3—Green Bay Stages, Inc., 
— Bay, Wis., common carrier appli- 
cation 

June ‘wee Mont —State Comm.—Jt. 

MC 42487, Sub. 158—Consolidated Freight- 
ways, Inc., Portland, Ore., common car- 
rier application. 









F. C. HOGUE 
Vice President—Traffic 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 
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June 7, 1947 


New Schedules 


Improved travel features 


From time to time we have told you of plans in the making for new trains, and 
improved travel features on Santa Fe. Today the first of those plans are ready... 
here are the new schedules and new travel features which go into effect Sunday, June 8. 


The Chief is still Chief... 


46’ hrs. Chicago to Los Angeles 
46 hrs. Los Angeles to Chicago 


WESTBOUND —Leave Chicago daily, 12:01 pm (C.S.T.); arrive Los 
Angeles 8:30 am. 


EASTBOUND—Leave Los Angeles daily, 12:30 pm; arrive Chicago 
12:30 pm (C.S.T.). 
The Chief—extra-fine, extra-fare, all-sleeping-car streamliner—also 


provides through transcontinental service between New York and 
Los Angeles; Washington and Los Angeles; Chicago and Phoenix; 








and Chicago and San Diego. 


A new Streamliner to and from California 


~ ‘The Grand Canyon 


48%, hrs. Chicago to Los Angeles * 48 hrs. Los Angeles to Chicago 
55% hrs. Chicago-San Francisco * 53% hrs. San Francisco-Chicago 


WESTBOUND—Leave Chicago daily, 12:15 pm (C.S.T.); arrive 
Grand Canyon 7:00 am; arrive Los Angeles 11:00 am (2nd morn- 
ing); arrive San Francisco 5:25 pm. 

EASTBOUND-—Leave Los Angeles daily, 1:30 pm; San Francisco 
8:00 am; Leave Grand Canyon 8:30 pm; arrive Chicago 3:30 pm. 
Diesel powered chair-car and sleeping-car train... Courier-Nurse Serv- 
ice... Lounge car and diner, featuring famous Fred Harvey service. 





Special service for 
Long Beach passengers 


Trainside motor coach connections are now pro- 
vided at Pasadena and Fullerton for interstate Santa 


Fe passengers and their baggage direct to Long .. 


Beach at no extra charge. 


New standard sleeper via The Scout 
for Carlsbad Caverns 


Travelers can go Santa Fe and enjoy first-class 
sleeping-car accommodations (berths and rooms) 
on the trip between Chicago and Los Angeles, by 
way of one of the world’s really great scenic wonders. 


Coming soon—a brand new Super Chief and El Capitan on daily schedules . .. watch for early announcement! 
T. B. GALLAHER 


General Passenger Traffic Manager, Santa Fe System Lines, Chicago, Illinois 
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June 16—Helena, Mont.—State Comm.—Ex- 
aminer McCarthy: 

MC 95646, Sub. 7— White Liné Van and 
Storage, Helena, Mont., common carrier 
application. 

June 16—Knoxville, Tenn.—County Ct. Bldg. 
—Examiner Yyne: 
10122—Standard time zone fnvestigation. 
June 16—Mobile, Ala.—Cawthon Hotel—Ex- 
aminer Griffin: 

W-525, Sub. 1—Coast Transportation Co., 
Ine., extension, intermediate points. 
w.904, Sub. 1—Gulf Transportation Co., 

Inc., extension, Tampa. 
June 16—Néw York, N. Y.—641 Washington 
St.—Exanmitner Bradford: 

MC 76065, Sub. 6—Ehrlich-Newmark_ Truck- 
ing Co., Inc., New York, N. Y., Common 
Carrier’ Application. 

MC 108377— Bradley ‘Transportation Co., 
Inc., Newark, N. J., Cormmon Carrier Ap 
ee 

MC 108433—E. V. Spink & Soris, Cronton- 
cn eceen, N. Y., Contract Carrfer Appli- 
cation. 


June 16—New York, N. Y.—641 Washington St. 
—Examiner Snider: 

29668 and Sub. 1—Commerce and Industry 
+ ee of New York, Inc. vs. B. & O. 
et al. 

1. & Ss. oe Caen Rail to Steamship 
Lines at New York. 

June 16—Odessa, Tex.—Ector County Ct.— 
Jt. Bd. 33: 


MC 107498—Fred Bannowsky, Odessa, Tex. 

June 16—Salt Lake City, Utah—State Comm. 
—Examiner Driscoll: 

<= — L. Young, Salt Lake City, 


h. 
June yo-Aashingion, D. C.—Examiner Kas- 
sel: 

* 1. & S. M-2748—Washington, Virginia and 
Maryland Coach Co., increased fares. 
June 17—Allentown, Pa.—Hotel Traylor—Ex- 

aminer Burns: 

MC 12395—Zimmy’s Tours, Allentown, Pa., 
broker application. 

MC 67646, Sub. 28—Hall’s Motor Transit 
yet Sunbury, Pa., common carrier appli- 
cation. 

June 17—Allentown, Pa.—Hotel Traylor—Ex- 
aminer Burns: 

* MC 108469—J. R. Bazley, Pottsville, Pa., 
common carrier application. 

June 17—Camden, N. J.—U. S. Ct.—Exam- 
iner Dahan: 

MC 108548—Valley Forge Motor Lines, Nor- 
ristown. Pa., contract carrier application. 

June 17—Chicago, lil.—Sherman Hotel—Ex- 
aminer Stillwell: 

1. & S, M-2745—Stopping-in-transit, central 
territory. 

MC-C 895—Stopping-in-transit in central 
states, 


June 17—Little Rock, Ark.—State Conim.— 
Jt. Bd. 215: 


MC 105428, Sub. 4—Arkansas Express, Inc., 
— Bluff, Ark., common carrier appli- 
cation. 


June 17—Little Rock, Ark.—State Comm.— 
Jt. Bd. 243: 


MC 108499—W. Pitts, Lilbourn, Mo., con- 
tract carrier application. 
June 17—Madison, Wis.—State Comm.—Ex- 
aminer Masoner: 
MC 108435—Radke Transit, Wausau, Wis., 
common carrier application. 


June. 17—Missoula, Mont.—U. S. Ct.—Jt. Be. 


MC 105757—Clark Fork Stakes, Clark Fork, 
Ida.. common carrier application. 

June 17—New York, N. Y.—641 Washington 
St.—Examiner Bradford: 

MC 108497—Carlo Turiano, New York, N. Y., 
Common Carrier Application. 

MC 108540—Roland Sockel and Jules Klein, 
Stamford, Conn., Common Carrier Appli- 
cation. 

June 17—New York, N. Y.—641 Washington 
St.—Examiner Bradford: 

* MC 60933, Sub. 3—Empire Express, Inc., 
New York, N. Y. 

June 17—Odessa, Tex.—Ector County Ct.— 
Jt. Bd. 33: 


MC 56901, Sub. 2—Hearne Motor Freight 
Lines, Segraves, Tex., common carrier 
application. 


June 17—Washington, D. C.—Examiner Crem-~ 


ns: 
Finance 9918—Missouri Pacific R. R. re: 
organization. 
June 17—Washington, D. C.—Examiner Rice: 
—Alabama, Tennessee and Northern 
= ae et al. vs. Aberdeen and Rockfish 


-_—, os Washington, D. C. — Examiner 
wink: 

MC _ 107489, Sub. 1—Wetzel Auto Convoy, 
Washington, D. C., common carrier ap- 
plication. 

June 17—Washington, D. C. — Examiners 
Weems and Hanson: 

29168—Whiterock Quarries, Inc., vs. P. R. 
R., et_al., I. & S. 5463—Fluxing stone to 
Ohio, Pa., and W, Va, 


June 18—Boston, Mass.—Lenox Hotel—Ex- 
aminer Snider: 
29706 and Sub. 1 to 4—National Woodworks 
Co. vs. A. G. S., et al. 
June 18—Camden, N. J.—U. S. Ct.—Exam- 
iner Dahan: 
MC 75362, Sub. 1—G. Kriebel, Philadelphia. 
Pa., common carrier application. 
MC 108055—Oliver’s Express, Palmyra, N. J. 
June 18—Great Falls, Mont.—Council Cham- 
bers—Jt. Bd. 82: 
MC 29477, Sub. 2—Glacier Transportation 
Co., Great Falls, Mont., common carrier 
application. 


June 18—Little Rock, Ark.—State Comm.— 
Jt. Bd. 243: 


MC 29910, Sub. 11—Arkansas Motor Freight 
Lines, Inc., Fort Smith, Ark., common 
earriér application. 


June 18—Madison, Wis. — State Comm.—Jt. 
Bd. 96: 


MC 19778, Sub. 20—Chicago, Milwaukee, St. 
Paul and Pacific Raflroad Co., Chicago, 
It., common carrier application. 


si eat, N. J.—State Comm. — Jt. 


ad. 3: 

MC 94214, Sub. 1—S. Shapiro, Brooklyn, 
N. Y., Common Carrier Application. 
MC 104416, Sub. 2—Lakewood Express Serv- 
ice, Inc., Bronx, New York, N. Y., Com- 

mon Carrier Application. 


June 18—Odessa, Tex.—Ector County Ct.— 
Examiner Burroughs: 
MC 107993, Sub. 3—J. J. Willis Trucking 
€o., Odessa, Téx., common carrier ap- 
plication. 


June 18—Portiand, Me.—Fed. Bldg.—Exam- 
iner Kephart: 
MC 107171, Sub. 2—Juliano Bros., Cundy’s 
Harbor, Me. 


June 18—Reno, Nev.—Chamber of Commerce 
Rms.—Examiner Linn: 
MC 106137, Sub. 1—Pacific Motor Tours, 
Los Angeles, Calif. 


June eo ie City, Utah—State Comm. 


MC 108146—Utah Wonderland Tours, Salt 
— City, Utah, common @Garrier appli- 
cation. : 

MC 108423—A. T. Beck, Centerfield, Utah, 
common carrier application. 


June 18—Wilkes-Barre, Pa.—Wyoming Valley 
Chamber of Commerce—Examiner Burns: 
MC 21955, Sub. 1—L. E. Spaid, Mountain 
Top. Pa. 
June 19—Boston, Mass.—Lenox WHotel—Ex- 
amnier Srider: 
29707 and Subs. 1 to 12 inclusive—-Old 
Colony Furniture Co. vs. B. & M. et al. 
June 19—Camden, N. J.—U. S. Ct.—Exam- 
iner Dahan: 
MC 75527, Sub. 5—Lahn Motor Transporta- 
tion, Bridgeton, N. J. meets 
MC 108641—G. Scarpa, Vineland, N. J., 
common carrier application. 
June 19—Chicago, IIl.—Hotel Morrison—¥x- 
aminer *Dishman: 
29716—Cardox Corp. vs. Ahnapee and West- 
ern Ry., et al. 
June 19—Great Falls, Mont.—Council Cham- 
bers—Examiner McCarthy: é 
MC 105217, Sub. 4—Rice Truck Lines, Great 
Falls, Mont., common carrier application. 
on, is he Tex.—Ector County Ct.— 


MC 86571, Sub. 1—F. W. Reese, Denver 

City, Tex. : 

June 19—Scranton, Pa.—Casey Hotel—Exam- 
iner Burns: 

* MC 54744, Sub. 23—Clarke Motor Express, 

aa te Pa., common carrier applica- 

on. + 

June 19—S€ranton, Pa.—Casey Hotel—Exam- 
iner Burns: 

MC 103306, Sub. 1—J. Laurenzi, Old Forge, 
Pa., common carrier application. 

June 19—Washington, D. C.—Examiner Swink: 

MC 84509, Sub. 2— Anchor Transfer Co., 
pet se Spring, Md., common carrier appli- 
cation. 

MC 9367, Sub. 1—Cannon Ball Transit Co., 
Washington, D. C., common carrier ap- 
plication. 

MC 21500, Sub. 1—Barrett’s Transfer, Wash- 
ington, D. C., common carrier application. 

MC 27743, Sub. 3—Takoma Transfer & Stor- 
age Co., Washington, D. C., common car- 
rier application. 

MC 45663, Sub. 3—W. L. Curles, Washing- 
ton, D. C., common carrier application. 
June 20—Camden, N. J.—U. S. Ct.—Examiner 

Dahan: 


MC 40946, Sub. 1—Delaware Express Co., _ 


Elkton, Md., contract carrier application. 
MC 60122, Sub. 1—Viano Brothers, Landis- 
ville, N. J., common carrier application. 
MC 73756, Sub. 1—Waste Motor Haulage 
Co., Downington, Pa., contract carrier 
application. 


June 20—Columbus, O.—Old P. O. Bidg.—ZJt. 
Bd. 117: 


* MC 10655, Sub. 5—Roethlisberger Transfer 
o- Shelby, O., common carrier applica- 
on. 


TRAFFIC WORLD 


June 20—Columbus, O.—Old P. O. Bldg.—Ex- 
aminer Joyner: 

* MC 108328—Bailey Trucking, Inc., Union 
City, Ind., contract carrier application. 

* MC 108492—J. H. Eldred, Galion, O., con- 
tract carrier application. 

June 20—Great Falls, Mont.—Council Cham- 
bers—Examiner McCarthy: 

MC 107550, Sub. 1—Inter-National Freight 
Lines, Calgary, Alberta, Canada, common 
carrier application. 

_— Wis.—State Comm.—Jt. 


MC 52110, Sub. 43—Brady Transfer & Stor- 
age Co., Fort Dodge, la., common carrier 
application. 

MC 57641, Sub. 9— Cardinal Lines, Inc., 
eee, Wis., common carrier applica- 
tion. 

June 20—New York, N. Y.—641 Washington 
St.—Examiner Burns: 

MC 32699, Sub. 13—H. F. McGoldrick, Bos- 
ton, Mass., contract carrier application. 
June 20—WashingtoOn, D. C.—Commissioner 

Rogers and Examiner Fuller: 
29723—New Jersey Intrastate Commutation 
Fares (embracing also 29711, 29678 and 
I. & S. 5488). 
June 23—Billings, Mont.—Council Chambers— 
Examiner McCarthy: 

MC 54815, Sub. 1—Bruce Cook Transfer & 
Storage, Billings, Mont., common carrier 
application. 

June 23—Boston, Mass.—New P. O. Bldg.— 
Examiner Kephart: 

MC 52633, Sub. 40—Mathews Trucking Co., 
Rochester, N. Y., common carrier appli- 
cation. 

June 23—Charleston, W. Va.—Fed. Bldg.— 
Examiner Jackson: 

* MC 108536—Gays Transfer, Weston, W., Va., 
common carrier application. 

* MC 108546—A. G. Trusler, Buckhannon, W. 
Va., common carrier application. 

* MC 108625EX—Levisa Oil Corp., Tazewell, 
Va., certificate of exemption application. 

June 23—Chicago, !!l.—Morrison Hotel—Ex- 
aminer Dishman: 

29262—Standard Cap and Seal Corp. vs. 
D. L. & W., et al. 

June 23—Chicago, ill.—Sherman Hotel—Ex- 
aminer Proudley: 

MC 108530—National Auto Carriers, Inc., 
Chicago, Il., contract carrier application. 

June 23—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 

MC 83539, Sub. 4—Mid-Continent Truck Serv- 
ice, Fort Worth, Tex. 

June 23—Harrtsburg, Pa.—State Comm.—Ex- 
aminer Badian: _ 

MC 56167, Sub. 1—D. K. Hershey, Hanover, 
Pa., common carrier application. 

MC 105811, Sub. 4—Spring Garden Brick & 
Clay Products Co., York, Pa. 

MC 108456—Brown Brothers, Clearfield, Pa., 
contract carrier application. 

eng eras, Ind.—Fed. Bldg.—4Jt. 


* MC 30697, Sub. 18—R. E. Dieckbrader, Cin- 
cinnati, O., contract carrier application. 
jo, ae Ind.—Fed Bldg.—Jt. 


* MC 40302, Sub. 11—Federal Express, Inc., 
Indianapolis, Ind., common carrier appli- 
cation. 

June 23—Jacksonville, Fla.—Mayflower Hotel 
—Examiner age ve 

MC 105714, Sub. 3—Florida and New York 
Motor Lines, New York, N. Y. 

June 23—Kansas City, Mo.—Hotel Pickwick 
—Commissioner Mitchell: 

1. & S. 5470—Transfit and mixing rufés on 
foodstuffs. 

June 23—New Richmond, 0.—Fed. Bldg.—Ex- 
aminer Romero: 

Finance 15615—Application of C. & QO. for 
a certificate permitting abandonment, of 
ferry actéss Ohio River between New 
Richmond, Ky.. and New Richmond, 0. 

June 23—New York, N. Y¥Y.—641 Washington 
St.—Examiner Bradford: 

MC 108342—Great South Ba Trucking 
Corp., Babylon, L. I., New York. 

June 23—Reno, Nev.—Chamber of Commerce 
Rms.—Jt. Bd. 78: 

MC 1511. Sub. 63—Pacific Greyhound Lines, 
San Francisco, Calif.. common carrier 
application. 

June 23—St, Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 135: 

* MC 100081, Sub. 5—Carbondale-Harrisburg 
Coach Line, Inc., Carbondale, Ill., com- 
mon carrier application. 

June 23—St. Paul, Minn.—State Comm.—4Jt. 
Bd, 142: 

MC 108223, Sub, 2—Century-Matthews Mo- 
tor Freight, Inc., Duluth, Minn., common 
carrier application. 

June 23—St. Paul, Minn.—State Comm.—Ex- 
aminer Masoner: 

MC 7777, Sub. 15—Rose Line Transportation 
Co., Des Moines, Ia., contract carrier ap- 
Plication. 

June 23—St. Paul, Minn.—State Comm.—Ex- 
aminers Banks and Boisseree: 

* +" nee Coal Bureau) vs. Can. Natl. 
et al. 


Jun 





M 





June 7, 1947 1839 























.D ° 
uX- 
ion 
on- 
m- 
zht 
ion 
-Jt. 
or- 
‘ler 
ac., 
ca- 
‘ton 
30S- 
ne 
ner 
tion 
and 
rs— 
r & MINNESOTA 
rier : 
ALBERT LEAQ 
BG —O——-y— EES SS - —-—- 
spi 
PP . - 
a The next time you have a freight problem 
Va., —tremember this map! It illustrates an 
Ww. important Illinois Central service. Je ee: aah : 
tion: Only Illinois Central can give your inter- WESTERN 
ve territorial rate proposals expert handling __.TRUNK \ LINE 
aie by a single sponsoring line from the Alle- _TERRIT RY 
nat ghanies to the Rockies and Canada to 
we the Gulf. 
~ Illinois Central rate officers attend all 
pac regularly scheduled meetings of the 
over ; 
ick & Western Trunk Line Committee 
, Pa., Southwestern Freight Bureau 
_ Central Freight Association 
cin Illinois Rate Committee 
St, Chicago Switching Committee SOU KHERN ’ 
-" Illinois - Indiana Coal and Coke - HT\ASS'N | 
- Committee \ 
otel . — BIRMINGHAM 
York Southern Freight Association reer 
— Southern Coal and Coke Committee 
les on Southern Ports Foreign Freight 
ie - Committee 
crit ot No other railroad in this vast region is 
1 New 3 ‘ 
nd. 0. situated to offer you this comprehensive 
rate service. Bring your rate problems tous. 
ucking 
nmerce R. E. Barr, Vice-President 
Lines, 135 E. Eleventh Place, Chicago 5, Illinois 
carrier 
. Hotel ‘ 
risburg 
., com- 
m—t ILLI N Q l S 
ws Mo- 
ommon 
n.—Ex- 


rier ap- 
m.—Ex-~- 
1. Natl. MAIN LINE OF MID-AMERICA 




























1840 


aminer Snider: 
29701—-Michaelson and Schackman vs. C: 
R. R. of N. J., et al, 
June 23—Scranton, Pa. —Casey Hotel—Exam- 
iner Clifford: 
MC-F 3046—T. V. Rodgers, control; Rodgers 
Motor Lines, Inc., purchase, R. Ovens. 
June 23—Trenton, N. J.—U. S. Ct.—Exam- 
iner Dahan: 
MC 47227, Sub. 1—Holland Trucking, Tren- 


ton, N. J., common carrier application. 
MC 66562, Sub. 793—Railwa Express 
Agency, Inc., New York, N. Y., common 


carrier application. 


June 23—Washington, D. C.—Examiner Berry: 
MC-F utheastern Groypouné Lines, 
e vs. R. L. Villeneuve, C. J. Villeneuve, 
D, Kramer, Victory Coach Lines, Inc., 
Empire Trailers, Inc., I. Trailways, 
Inc., DeLuxe Motor States’ hy Tiinois and 
Checerway Charter Coach Co. 
June 23—West Chester, Pa.—Fed. Bldg.—Ex- 
aminer Jordan: 
Finance 15670—Application of Reading Co. 
for a certificate permitting abandonment 
of that portion of Pickering Valley Branch 


Just say... 


te ip % 


June 23—Schenectady, N. Y.—Fed. Bldg.—Ex- 


extending from a 
ton Station to en 
Chester County, Pa. 


eens, Wis.—Fed. Bldg.—Jt. Bd. 


* MC 108325—L. Furton, Menominee, Mich., 
contract carrier application. 
June 24—Billings, Mont.—Council Chambers— 
Examiner McCarthy: 
MC 107848, Sub. 1—H. W. Reimers, Billings, 
Mont., common carrier application. 


June 24—Boston, Mass.—New P. O. Bldg.— 
Examiner Kephart: 
MC 31600, Sub. 75—P. B. 


oint west of Kimber- 
of line at Byers, in 


Mutrie Transpor- 


tation, Inc., Boston, Mass. 
June, 24—Charleston, W. Va.—Fed. Blidg.— 
* MC 66562, Sub. 797—Railway Express 


Agency, Inc., New York, -N...%:. 
carrier application. 


June 24—Charleston, 
Bd. 61: 


common 


W. Va.—Fed. Bldg.— 
Jt. 


6 
* MC 108237—Bowman Film Transfer, Iaeger, 
W. Va., contract carrier application. 


~— W. Va.—Fed Bidg.— 


and you can be sure .of fast, courteous, 
and dependable Motor Transportation 


Because KEESHIN SERVICE never varies, shippers have 


learned to take it for granted. When you say 


“ship by 


Keeshin” you get the ultimate in Motor transportation— 
less handling, less reloading, less breakage, less chance of 


loss. 


Dollar for dollar, the motor way is the logical way. 


Call your local terminal for 
com plete details about 
Keeshin Operation 


KEESHIN FREIGHT LINES, INC. 


IN REORGANIZATION 


WILLIAM F. DROHAN 


DANIEL D. CARMELL 


TRUSTEES 
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s 
* MC 108443—A. Smith, McCarr, Ky., com- 
mon carrier application. 
June 24—Chicago, I!!1.—Sherman Hotel—Ex- 
aminer Aplin: 
1. & S. M-2726 and ist Sup.—Central terri- 
tory general increases. 
june Pe iii.—Sherman Hotel—Jt. 
MC 1514, Sub. 9—Illinois Greyhound Lines, 
Inc., Cleveland, O., common carrier ap- 
plication. 
MC 58954, Sub 9—McNamara Motor Express, 
Inc., Kalamazoo, Mich. 
cure, Ft ii!l.—Sherman Hotel—3It. 


MC 108612—Lloyd Gable Limestone Service, 
a City, Ind., common carrier ap- 
plica 

June 24—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 

MC 59488 Sub. 16—Southwestern Transporta- 
tion Co., Texarkana, Tex., common car- 
rier application. 

June 24—Fort Worth, Tex.—Hotel Texas— 
Jt. Bd. 16: 


MC 108427—L. G. Shelton, Denison, Tex., 
common carrier application. 

June 24—Fort Worth, Tex.—Hotel Texas— 
Jt. Ba. TT: 

MC 59488, Sub. 17—Southwestern Trans- 
portation Co., Texarkana, Tex., common 
carrier application. 

—a— Ind.—Fed. Bldg.—Jt. 

* MC 10629, Sub. 3—G. Zahrt, Winamac, Ind., 
contract carrier application, 

— Ind.—Fed. Bldg.—Jt. 


* MC 25567, Sub. 17—Hancock Truck Lines, 
Ine., Evansville, Ind., common carrier 
application. 


sean ie” > peecemenee Ind.—Fed. Bldg.—Jt. 
* MC 108312—W. H. Carson, Westville, Ind., 
common carrier application. 
June 24—New York Y.—641 Washington 
St.—Examiner ‘Bradford: 
MC 2255, Sub. 3—H. W. Brown & Co., Long 
Branch, N. J. 
June 24—Pittsburgh, Pa.—Chamber of Com- 
merce Rms. —Examiner Badian: 
MC 103392, Sub. 6—J. M. Porta, Altoona, 
Pa., contract carrier application. 
MC 102616, Sub. 352—Coastal Tank Lines, 
Inec., York, Pa., common carrier appli- 


cation. 
June 24—Reno, Nev.—Chamber of Commerce 
Rms.—Jt. Bd. 128: 


MC 12377—Durkee Travel Bureau, 
Nev., broker application, 

June 24—St. Paul, Minn.—State Comm.—Ex- 
aminer Dishman: 

29657—-Wabash Screen Door’Co. vs. C. & 
N. W. Ry., et al. 

a ty ay ON i pg Association vs. 
C. & N. W. Ry., et al. 


— Paul, Minn.—State Comm.—Jt. 

MC 32792, Sub. 3—L. F. Walske, Galesville, 
Wis., common carrier application. 

MC 108371, Sub. 1—R. Harnisch, Boyceville, 
Wis., common carrier application. 


June 24—St. Paul, Minn.—State Comm.—ZIJt. 
Bd. 96: 


MC 108462—L. Harnisch, Downing, Wis., 
common carrier application. 

June 24—Tallahassee, Fla.—State Comm.—Ex- 
aminer Yardley: 

MC 107573, Sub. 1—G. Jordan, Gordon, Ala. 

June 24—Trenton, N. J.—U. S. Ct.—Exam- 
iner Dahan: 

MC 18436, Sub. 2—Haines Carriers, 
Camden, N. J., 
tion. 

MC 108639—German Transportation Co., 
Hackettstown, N. J., common carrier ap- 
plication. 

June 24—Washington, D. C._—Examiners 
Brown and Russell: 

.& & 5440—Liquefied petroleum gas in 
Official territory. 

29539—Utilities Pistributors, Inc., vs. B. & 
Oo. Re. et ab 

ae Petroleum Co. vs. Alton R. 


29611—-Standard Oil Co. Se need vs, Alton 
and Southern R. R. al. 

29617—A. O. Smith ey vs. Alton and 
Southern R. R. et al. 

29620—Sun Oil Co. vs. B. & O. R. R. et al. 


29621—-Texas Co. vs. A. G. S. R. R. et al. 
eg ere OF Co. of N. J. vs A. & W. 


Reno, 


Inc., 
common carrier applica- 


R. R. R. et 

29624—Atlantic Refining Co. vs. B. & O. 
R. R. et al. 

29633—-Sacony-Vacuum Oil Co., Ine., vs. 
Alton and Southern R. R. et al. 


29647—Sun Oil Co. vs. Alton and Southern 


R. R. et al. 
Rn Oil Co., Inc., vs. Alton R. R. 
et al. 
29712—Liquefied Petroleum Gas Association, 
Inc., vs. Ahnapee and Western Ry. 
June 25—Billings, Mont.—Council Chambers— 
Examiner McCarthy: 
MC 89716, Sub. 14—O. K. Transportation, 









Finance 
for a 
of line 
Ga., t 
ne 25—! 
Bd. 62 
MC 500¢ 
Huntir 
MC. 107: 
Ashlar 


Bd. 72 
MC 5666 
ane., | 
applics 
ne 25— 


MC 2835 












m- 


iX- 


ines, 
rrier 


—Jt. 
Ind., 
igton 
Long 
Com- 
oona, 


anes, 
ppli- 


nerce 
Reno, 
—Ex: 
Cc. & 


n vs. 


1. —Jt. 
sville, 


eville, 
1.—Jt. 

Wis., 
|. —Ex- 


1, Ala. 
Exam- 


. Inc., 
pplica- 


| Co. 
ier ap- 


ners 
gas in 
. B. & 
ton R. 
. Alton 
yn and 
. et al. 
. et al. 
. & W 

& O. 
1c., VS. 
outhern 
n R. R. 
ciation, 
mbers— 


»rtation, 





une 7, 1947 








Powell, Wyo., common carrier applica- 
tion. . 

ne 25—Boston, Mass.—New P. O. Bldg.— 
Examiner Kephart: 

mC 31600, Sub. 88—P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass. 

ne 25—Bridgeport, Conn.—Fed. Bldg.—Ex- 
aminer Dahan: 

mC 23558, Sub. 2—Huntington Road-Strat- 
ford Bus Line, Stratford, Conn., common 
carrier application. 

ne “a 1i!1.—Sherman Hotel—Jt. 
Bd 

MC 40858, Sub. 30—The Silver Fleet Motor 
Express, Ine., Louisville, Ky., common 
carrier application. 

m, —™ iil.—Sherman Hotel—Jt. 
mC 44849, Sub. 10—Van Horne Truck Line, 
Chicago, Ill. 

ne 25—Fort Worth, Tex. —Hotel Texas— 
Examiner Borroughs: 

MC 106478, Sub railer Transport, Chi- 
cago, l., contract carrier application. 
aa Worth, Tex.—Hotel Texas—Jt. 


mC 81585, Sub. 5—A. R. Elam, Abilene, 
Tex., cOmmon carrier application. 

ne 25>—Gadsden, Ala.—U. Ct.—Examiner 
Romero: 

Finance 15534—Application of Southern Ry. 
for a certificate permitting abandonment 
of line of railroad extending from Rome, 
Ga., to Gadsden, Ala. 

| 2 crete W. Va.—uU. S. Ct.—Jt. 
MC 50008, Sub. 6—Ohio Valley Bus Co., 
Huntington, W. Va. 

MC. 107438, Sub. 5—Blue Ribbon Lines, 
Ashland, "Ky. 


. a wees 
MC 56661, Sub. 1—Lucas Motor Express, 
Inc., Shelbyville, Ind., common carrier 
application. 


ne 25—Milwaukee, 
96: 






















































































Ind.—Fed. Bldg.—BJt. 
























Wis.—Fed. Bldg.—Jt. 


Bd. : 

MC 12397—United Fire Proof Warehouse 
Co., Milwaukee, Wis., common carrier 
application. 

ne 25—Milwaukee, Wis.—Fed. Bldg.—Ex- 
aminer Dunn: 

MC 108251, Sub. 1—C. Voegtline, West Allis, 
Wis., contract carrier application. 


*. earn, N. J.—State Comm.—4IJt. 
Me 835° Sub. 19— Adirondack Transit 













































































South and Pacific Coast points. 


[| TRUCK One hundred motor freight lines have 


terminal facilities here. More than one-third of the carriers 
provide service to all U. S. points directly or through 


inter-connecting lines. 


[| AIR An important center of flight transporta- 
tion, Portland is served by two major transcontinental 
airlines, operating Northeast and South. 


| WATER Portland now has regular, fast, steam- 
ship service to California, the Gulf ports and East Coast 
as well as to the Orient, and Philippine Islands. Service is 
also maintained with the Netherlands East Indies, Hawaiian 


HIPPERS! 
Lf Check Portland 


[| RAIL portland is served by five major railroad 
systems, assuring you adequate and competitive rail rates 
and rail transportation to and from the East, Middle West, 





Lines, Inc., Kingston, N. Y., Common 
Carrier Application. 

June 25—Newark, N. J.—U. S. Ct.—Examiner 
Jordan: 

Finance 15497—Application of W. P. Gard- 
ner, trustee, C. of N. J., for a certificate 
permitting abandonment of that portion 
of New York and Newark branch extend- 
ing from Communipaw Station to a point 
a. of Kearny Station, in Hudson County, 


June 25—Pittsburgh, Pa.—Chamber of Com- 
merce Rms. —Examiner Badian: 

MC 52933, Sub. 6—G. Billy, McKeesport, 
Pa., common carrier application. 

MC 104340, Sub. 38—Leaman Transportation 
Co., Inc., Downington, Pa. 

eae ey Paul, Minn.—State Comm. Jt. 

MC 49490 Sub. 10—Osteboe Motorway, 
a Minn., common carrier applica- 
tion. 

June 25—St. Paul, 
Bd. 145: 

MC 42380 Sub. 13—Minnesota-Wisconsin 
Truck Line and McCue Transfer Co., St. 
Paul, Minn., common carrier application. 

MC 68506 Sub. 4—Olson Transfer Co., Still- 
water, Minn., common carrier applica- 


Minn.—State Comm,.—ZJt. 


tion. 

June 25—Washington, D. C. — Examiner 
Weems: 
-&S&. 5408—Acid, New Jersey to Delaware 


“and Pennsylvania. 

Fourth Section Appl. 21881—Sulphuric acid 
from Gibbstown and Paulsboro, N. J. 
June 25—Washington, D. C.—Examiner Dia- 

mondson: 
1. & S. 5496—Ex Parte 162 increases, phos- 
phate rock. 
see” of tee armen Nev.—County Ct.—ZJt. 
MC 2389, Sub. 1—Hiskey Stages, Reno, Nev., 
common carrier application. 
June 26—Chicago, Iill.—Sherman Hotel—Ex- 
aminer Proudiey: 
MC 27970, Sub. 3" Chicago Express, 
New York, N. Y. 


June 26—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 177: 
MC 1504, Sub. 89—Atlantic Greyhound Corp., 
Charleston, W. Va. 
June 26—Fort Worth, Tex.—Hotel Texas—Ex- 
aminer Borroughs: 
MC 108471—A. L. Davis, Abilene, 
common carrier application. 


Inc., 


Tex.. 


Islands, United Kingdom, Europe, Mediterranean ports, 
South ‘America, Australia and the four corners of the 


world. Cheap barge transportation is also available the 


THE 


year around into the rich, 250,000 square mile Columbia 


Basin hinterlands. 


a PORT This fresh water port of the Pacific has a 
harbor frontage of 29 miles, berthings for more than 60 
vessels while working cargo, and modern freight-handling 
equipment. Acres of waterfront space are still available. 
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Wis.—Fed. Bidg.—QJt. 


* MC 1509, Sub. 72—Northland Greyhound 
Lines, Inc., Minneapolis, Minn., common 
carrier application. 

June 26—Minneapolis, Minn.—U. S. Ct.—Ex- 
aminer Dishman: 

29702—Brooks Elevator Corp. et al. vs. C. 
MM. St: = = PP. BR. 6 a 

29700 and Sub. 1—Pillsbury Mills, Inc., vs. 
Great Northern Ry. 

June 26—Newark, N. J.—State Comm.—2Jt. 
Bd. 119: 

MC 2880, Sub. 3—Somerset Bus Co., Inc., 
Mountainside, N. J. 

June 26—Pittsburgh, Pa.—Chamber of Com- 
merce Rms.—Examiner Badian: 

MC 21537, Sub. 59— Suwak Trucking Co., 
Washington, Pa., common carrier appli- 
cation. 

MC 69745, Sub. 2—Penn-N. Y. Truck Lines, 
Inc., Cleveland, O. 

June <2 se R. 1.—Main P. O. Bldg. 


MC 108007—A. B. C. Lines, Bristol, R. I: 
June 26—Providence, R. 1.—Main P. O. Bidg. 
—Jt. Bd. 134: 

MC 108400—Calise Bros. Express, Provi- 

dence, R, I., common carrier application. 
June 26—St. Paul. Minn.—State Comm.—Ex- 
aminer Masoner: 

MC 31466 Sub. 7—L. C. L. Transit Co., 
Green Bay, Wis., contract carrier appli- 
cation. 

June 26—St. Paul, Minn.—State Comm.—Ex- 
aminers Banks and Boisseree: 

* 29502—Butler Brothers vs. G. N. et al. 

ram, Wyo.—Fed. Bldg.—Jt. Bd. 


MC 107452—C. R. Mangus, Lovell, Wyo., 
common carrier application. 

MC 107621—H. Woodard, Birney, Mont., 
common carrier application. 

June 26—Terre Haute, Ind.—Fed. Bldg.—Ex- 

aminer Joyner: 

* MC 88959, Sub. 1—S. Gaggingten, Terre 

Haute, Ind., common carrier application. 

ind.—Fed. Bldg.—Jt 


— Haute, 
* MC 108470—H. W. Messenger, Sumner, IIl., 
common carrier application. 
June 27—Albany, N. Y.—Fed. Bldg.—Exam- 
iner Kephart: 
MC 52830, Sub. 2—George’s Moving Service, 
Albany, N. Y., common carrier applica- 


MC 108526—G. H. Jameson, Granville, N. 
Y., contract carrier application. 


ie 26—Milwaukee, 


“SQ 
‘@ VANCOUVER, B. C- 
\ 
* * 
Pn 


j 


EUGENE 
‘ 





Portland is strategically located in the rich Columbia Basin country. 


For detailed, up-to-the-minute information on transportation, 
warehousing, distribution of freight and materials handling in 
Portland, cable “‘Docom” or write us today. 


COMMISSION OF PUBLIC DOCKS 


PORTLAND 9, GREGON 
1884 N. W. Front Avenue 


Telephone ATwater 7344 
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June 27—Charlotte, N. C.—Fed. Bldg.—Ex- 
aminer Yardley 


MC 107633, Sub. gbrigle-w Way Transporta- 


tion Co., Charlotte +» common car- 
rier ap lication. 
—/, 7 oat eveland, 0O.—Hotel Cleveland—Jt. 


me soiae, Sub. 5—Highway Express, Inc., 


Cleveland, O., common carrier applica- 

on 

June 27—Duluth, Minn.—U. S. Ct.—Examiner 
Dishman: 


W-938—Great Lakes-Atlantic Transit, con- 
tract carrier application. 
June 27—Elko, Nev.—Fed. Bldg.—Jt. Bd. 128: 
MC 108090—Nevada State Truck Line, Elko, 
Nev., common carrier application. 
June 27—Milwaukee, Wis.—Fed. Bldg.—Ex- 
aminer Proudley 
MC 52633, Sub. ot-atethows Trucking Co., 
Rochester, N. Y., common carrier appli- 
cation, 
June 27—Providence, R. 1.—Main P. O. Bldg. 
—Examiner Dahan: 


MC 108410, Sub. 1—M-C-M Transportation 


Co., Inc., Newport, R. I., common carrier 
application. 

June 27—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 46: 


* MC 105407, Sub. 4—Hannibal-Quincy Truck 
Lines, Inc., Hannibal, Mo., common car- 


rier application, 
Minn.—State Comm.—Jt. 


June 27—St. Paul, 
Bd. 142: 

* MC 105503, Sub. 1—Schirmer Transportation 
Co., Inec., St. Paul, Minn., contract car- 
rier application. 


June 27—Sheridan, Wyo.—Fed. Bldg.—Exam- 
iner McCarthy: 

MC 347, Sub. 4—Merchants Transfer and 

Storage Co., Sheridan, Wyo., common car- 
rier application. 


June 30—Aberdeen, S. D.—Alonzo Ward 
Hotel—Jt. Bd. 158: 

MC 108189—Pierson Truck Line, Aberdeen, 
S. D., common carrier application. 

June 30—Albany, N. Y.—Fed. Bldg.—Exam- 
iner Kephart: 

MC 100463, Sub. 1—Smith Transport Lim- 
ited, Toronto, Ontario, Canada, common 
carrier application. 

June 30—Atlanta, Ga.—Atlanta Chamber of 
Commerce—Examiner Lawton: 

MC-C 538—Increased rates, to, 
within south. 

1. & S. M-2721—Increased rates within south 
and between south-north. 

June 30—Boston, Mass.—New P. O. Bidg.— 
Examiner Dahan: 

MC 59875, Sub. 2—W. A. Stackpole Motor 
Transportation, Manchester, N. H., com- 
mon carrier application. 

MC 63673, Sub. 7—Warner Co., Inc., Med- 
ford, Mass., common carrier application. 


June 30—Chicago, IIl.—Sherman Hotel—Ex- 
aminer Proudley: 

MC 52633, Sub. 41—Mathews Trucking Co., 
Rochester, N. Y., common carrier appli- 
cation. 

June 30—Ely, Nev. —White Pine County Ct.— 
Jt. Bd. 241 


from and 


MC 107392—Kerr Transportation Co., Ely, 
Nev., common carrier application. 
MC 107393—Kerr Transportation Co., Ely, 


Nev., common carrier application. 
June 30—Hartford, Conn.—U. S. Ct.—Exam- 
iner Jordan: 

a 2 115601—Application of trustees of 
N. for a certificate per- 
ae abandonment of line extending 
from Southbury to Hawleyville, in New 
Haven and Fairfield Counties, Conn. 


Wu ! 


MISSOURI 
PACIFIC 





TRAFFIC WORLJ 


june 7, 
June ms Ag Tex.—Lamar, Hotel—p w 
aminer Borroughs: aan 


MC 1492, Sub. 2—W. M. Dewey & Soh, 2D?! 
Houston, Tex., common carrier appliqg’4!Y. : 

on . 
June 2 ee, W. Va.—uwU. S. Ct.— 


Bd 
* MC 107438, Sub. 7—Blue Ribbon Ling 
common carrier g 

















Corp., Ashland, Ky., 
plication, 
June 30—Miles City, Mont. —Elks Bldg.—p 
aminer McCarthy 
MC 108147—Stieg Trucking. Ekalaka, Mon 
common carrier application. 
a City, Mont.—Elks Bldg.—j 


MC 10833%—J. H. Dickman, Whitetg 

Mont., common carrier application. 

June 30—New York, N. Y.—641 Washingty 
St.—Examiner Bradford: 

MC 10185, Sub. 3—Em +. Moving and Sto 
age Co., Bayonne, J., common carr 
application. 

MC 59483, Sub. 1—J. De Augustinis, Pate 


son, N. J., common carrier application, Tho! 
June 30—St. Louis, Mo.—Mark Twain Ho ern 
—Jt. Bd. 135: abar 
* MC 108347—Wood River and Alton Bus Li Brar 
East Alton, Ill. of li 
June 30—St. Paul, Minn.—State Comm.— uly 1— 
Bd. 142: ade 
* MC 108449, Sub. 4—Indianhead Truck Lin MC 1 
Inc., St. Paul, Minn., common carrier aj New 
plication. catic 
eae ay cee Fe, N. M.—State Comm.— July 1— 
MC 108552—Charles Rosso Truck Lin to 
Cimarron, N. M., common carrier app Co 
cation. lice 
June 30—Toledo, O.—P. O. Bldg.—Jt. Ba. 6, Pa 
MC 104076, Sub. 8—Pioneer and Fayet aah 
Railroad Co., Pioneer, O., common c :MC 10 
rier application. july 1- 
June S9—Telese, Oo.—P. O. Bidg.—Jt. B Yad 
MC 108525—National Highway Garage, Lm MC 9% 


















moyne, O., common carrier applicatio 
ae 30 — Washington, D. C.— Examin 
wink 


MC 7450, Sub. 32—Novick Transfer Co 
Winchester, Va., common carrier applic 
on 


J 

June 30—Washington, D. C.—Examiners Mo 
ster and Starr: 

* Finance 15711—Application of Sou. Pac. Co 
a Delaware Corporation, for authority 1 
purchase and operate the properties ¢ 
Sou. Pac. Co., a Kentucky Corporatior 
and to acquire control through ownersh' 

of stock or otherwise of carriers co 

trolled by Kentucky Corporation, and fd 
authority under section 20a of Act to iss 

3,772,763 shares of common stock and t 

assume obligations or liabilities in 

— of securities of Kentucky Corpord 

on. 


June 30—Watertown, S. D.—Lincoln Hotel 
Examiner Dishman: 
29601—-Mitchell Chamber of Commerce 
A. T&S. F. Ry. Gt a 
29591—-Watertown Chamber of Commer 
ve. A. T. & BS. FB. Ry. O. al. 


June 30—Winston-Salem, N. C.—Fed. Bldg. 
at: Be. Tt: catic 


MC 59238, Sub. 33—Virginia Stage LineJjuly 2— 
Inec., Charlottesville, Va. Bd. 
July 1—Boston, Mass.—New P. O. Bldg. J§ MC 10 


Bd. 189: ton, 
MC 5459, Sub. 1—Bartlett’s Express, Keen@July 2— 
N. H., common carrier application. 
July 1—Boston, Mass.—New P. O. Bldg. 
Examiner Dahan: 
MC 92095, Sub. 5—Auto Transport, In 


licer 
July 2— 


The Strategically Located 


MINNEAPOLIS & ST. LOUIS RAILWAY 


Speed Freight Service 


In the Great Midwest 
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West Springfield, Mass., contract carrier 

application. 

july 1—Detroit, Mich.—Hotel Fort Shelby— 
Jt. Bd. 193: 

MC 107688, Sub. 2—Charleston & Detroit 
Express, River Rouge, Mich., common 
earrier application. 

eee Tex.—Fed, Bldg.—Jt. Bd. 


MC 107586, Sub. 6—Continental Bus System, 
Inc., Fort Worth, Tex., common carrier 
application. 

July i—Houston, Tex.—Fed. Bldg.—Exam- 
iner Burroughs: 

MC 107993, Sub. 3—J. J. Willis Trucking 
Co., Odessa, Tex., common carrier ap- 
plication. 

uly 1—Lexington, Ky.—Fed. Bldg.—Exam- 
iner Jackson: : 

*MC 47129, Sub. 3—R. Watson, Richmond, 
Ky., common carrier application. 

July 1—New Iberia, La.—Fed. Bldg.—Exam- 
iner Romero: 

Finance 15663—Application of Guy A. 
Thompson, trustee, New Iberia & North- 
ern R. R., for a certificate permitting 
abandonment of _ so-called Dauterive 
Branch extending from Loreauville to end 
of line at Caroline, in Iberia Parish, La. 

july 1—New York, N. Y.—641 Washington St. 
—Examiner Bradford: 

MC 108553—American Delivery Co., Inc., 
New York, N. Y., common carrier appli- 
cation. 

July 1—St. Louis, Mo.—Mark Twain Hotel— 
Examiner Joyner: 

MC 42963, Sub. 2—Daniel Hamm Drayage 
Co., St. Louis, Mo., common carrier ap- 
plication. 

uly 1—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 135: 

* MC 108054—J. A. Conover, Lewistown, Mo. 

a vg Paul, Minn.—State Comm.—Jt. 


*MC 96548—M. E. Dubis Truck Line, Winni- 
peg, Manitoba, Can., common carrier ap- 
plication. 

July 1—St. Paul, Minn.—State Comm.—Ex- 
aminer Dunn: 

*MC 108482—Eau Claire Nursery, Eau Claire, 

Wis., common carrier application. 

July 1—Washington, D. C.—Examiner Walsh: 

Finance 12620—C. R. R. of N. J., reorgani- 

zation, 

July 1—Washington, D. C.—Examiner Glover: 

Fourth Section Application 22438 as amend. 

ed—Citrus fruits from Florida to Trunk 
Line and New England Territories. 

Fourth Section Application 22535 — Citrus 

fruit from Florida to east. 

July 1—Washington, D. C.—Argument: 

*Fourth Section Application 20398—Southern 
Livestock Rates. 


@* 28895—-Elmer W. Henderson vs. Sou. Ry. 


July 1—Winston-Salem, N. C.—Fed. Bidg.— 


Jt. Bd. 7: 

MC 59583, Sub. 50—Mason & Dixon Lines, 
Inc., Kingsport, Tenn., common carrier 
application. 


July 2—Asheville, N. C.—Langren Hotel—Z%Jt. 
Bd. 103: 


MC 61599, Sub. 77—Queen City Coach Co., 
= N. C., common carrier appli- 
cation. 


July 2—Boston, Mass.—New P. O. Bldg.—ZJt. 
Bd. 134: 


MC 106193, Sub. 3—Burrell’s Express, Bos- 
ton, Mass., common carrier application. 
July 2—Boston, Mass.—New P. O. Bldg.—Jt. 


Bd. 231: 
* MC 12398—L. F. Rice, Salem, Mass., broker 
license application. 


July 2—Dubuque, la.—U. S. Ct.—Examiner 
Proudley: ° 

* MC 24857, Sub. 3—A. D. Burkholder, Platte- 
ville, Wis., common carrier application. 

*MC 29899, Sub. 2—H. A. Brewer, Luana, 
Ia., common carrier application. 

July 2—Hartford, Conn.—U. S. Ct.—Exam- 
iner Jordan: 

Finance 15602—Application of trustees of 
N. Y. N. H. & H. for a certificate a 
mitting abandonment of line extending 
from Litchfield to Hawleyville, in Litch- 
field and Fairfield Counties, Conn. 


july, _2—Houston, Tex.—Fed. Bldg.—Jt. Bd. 
Cc 42000, Sub. 2—Bates Truck Line, Houston, 


July_2—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 179: 


MC 76266, Sub. 45 — Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier application. 


July ees City, Mo.—Hotel Pickwick— 


Jt. Bd. 3 

* MC 103741, Sub. 6—G. W. Frogge Transport 
Co., Kansas City, Mo., contract carrier 
application. 

* MC 108529—J. F. Crone, Bronson, Kan., 
common carrier application, 


July 2—Louisville, Ky.—Kentucky Hotel—Ex- - 


aminer Jackson: 
* MC 108538—C. Pape, Jr., Louisville, Ky., 
common carrier application. 


July 2—Newark, N, J.—State Comm.—JIJt. 
Bd. 3: 


MC 94624, Sub. 1—Paterson Suburban Bus 
Corp., East Paterson, N. J., common car- 
rier application. 

July 2—Rapid City, S. D.—Alex Johnson 
Hotel—Examiner Masoner: 

MC 103435, Sub. i a a Transpor- 
tation Co., Rapid City, S. D., common 
carrier application. 

July 2—St. Paul, Minn.—State Comm.—Ex- 
aminer Dunn: 

* MC 96548, Sub. 1—M. E. Dubis Truck Line, 
Winnipeg, Manitoba, Can., common car- 
rier application. 

* MC 108523—Ray Brandt Trucking, Wadena, 
Minn., common carrier application. 


July 2—Salt Lake City, Utah—State Comm.— 
Jt. Bd. 213: 


MC "50006, Sub. 13—Pony Express Stages, 
Los Angeles, Calif. 


© Faster Ships 


UNITED 
AIR FREIGHT 


Mainliners and Cargoliners 
serve 70 principal cities. 
Convenient air and truck 


connections—“‘everywhere.”’ 
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P. & P. U. Ry. Co. 
and Peoria Gateway 


/PEORIACGATE WAY | 
Ce 


Everybody’s Gateway 
Always Open 


PEORIA-GATEWAY 





Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 
E. F. Stock, General Traffic Manager 


"One of America's Railroads 
—In Partnership with All America” 


CHICAGO « COUNCIL BLUFFS (OM 
KANSAS CITY — 

















i TRANS 


THE CORN BELT ROUTE 


July 2—Sioux Falls, S. D.—U. S. Ct.—Exam- 
iner Dishman: 
1. & S. 5489—Ex Parte 162 Increases, Gan- 
ister Rock. 
July 2— Washington, D. C. — Commissioner 
Alldredge (Argument): 
* 29423—Knight Live Stock Co., Inc., vs. C. 
&. O. et al. 
July 2—Washington, D. C.—Argument: 
* 29181—Masonite Corp. vs. P. R. R. et al. 
July 2—Washington, D. C.—Argument: 
* 29589—Calvert Iron Works, Inc., vs. A. & 
W. PF. et ai. 
July 3—Boston, Mass.—New P. O. Bldg.—Ex- 
aminer Dahan. 
MC 87541, Sub. 3—H. Goldman, Inc., Bos- 
ton, Mass., common carrier application. 


July 3—Fargo, N. D.—Chamber of Commerce 
Bldg.—Jt. Bd. 24: 
MC 78643, Sub. 20—Hart Motor Express, 
Minneapolis, Minn., common carrier ap- 
Plication . 


July 3—Kansas City, Mo.—Pickwick Hotel— 
Examiner Joyner: 

* 1. & S. M-2749—Multiple deliveries, S. & C. 
transport Co. 


July 3—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 52: 

* MC 103511, Sub. 3—W. L. Chowning Bus 
Lines, Kansas City, Kan., common car- 
rier application. 


July Skeeter, Ky.—Kentucky Hotel—Jt. 


Bd. : 
* MC 931, Sub. 8—Falls Cities Transfer Co., 
Inc., common carrier application. 


July 3—New York, N. Y.—641 Washington 
St.—Examiner Bradford: 

MC 23756, Sub. 3—J. Santini & Bros., Inc., 
Bronx, N. Y., common carrier application. 

MC 24508, Sub. Pag ad Moving & Stor- 
age Co., Union City, N. J., common car- 
rier application. 

MC 108624—Cassell Trucking Corp., New 
York, N. Y., common carrier application. 

July 3—Rapid City, S. D.—Alex Johnson 
Hotel—Jt. Bd. 184: 

MC 2180, Sub. 44—Burlington Transporta- 
tion Co., Chicago, Ill. 

July 3—St. Paul, Minn.—State Comm.—Exam- 
iner Dunn: 

* MC 35358, Sub. 6—Berger Transfer & Stor- 
age Co., Minneapolis, Minn., common car- 
rier application. 

July 3—Sioux Falls, S. D.—U. S. Ct.—Exam- 
iner Proudley: 

* MC 108496—Turner & Son, Ethan, S. D., 
common carrier Fg pas, 

July 3—Spartanburg, S. C.—Chamber of Com- 
merce—Jt. Bd. 177: 

MC 17820, Sub. 22—Carolina Stages, Spar- 
neers. S. C., common carrier applica- 
tion. 

July 3—Syracuse, N. Y.—U. S. Ct.—Exam- 
iner Kephart: 

MC 107182, Sub. 2—Bobenhausen Express, 
Syracuse, N. Y., common carrier appli- 
cation. 

eed ~saeaanaee Wis.—City Hall—Examiner 

us: 

* Finance 15564—Application of G. B. & W. 
RR. for a certificate permitting abandon- 
ment of branch line extending from Scan- 
os to Waupaca, in Waupaca County, 

Ss. 

July 3—Yankton, S. D.—Fed. Bldg.—Exam- 
iner Dishman: 

W-947—Yankton Barge Lines, common car- 
rier application. 

July 7—Belle Fourche, S. D.—Don Pratt 
Hotel—Jt. Bd. 183: 

MC 108114—W. E. Vines, Hulett, Wyo., 
common carrier application. 





The Port of San Francisco 


* Center of Pacific Coast Shipping 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


TRAFFIC WORLD 


July 7—Belle Fourche, S. D.—Don Pratt 
Hotel—Jt. Bd. 267: 
MC 108137—J. Sankey, Camp Crook, S. D, 
common carrier application. 
MC 108138—J. Sankey, Camp Crook, S. D,, 
common carrier application. 
July 7—Detroit, Mich.—Hotel Fort Shelby— 
Jt. Bd. 244: 
MC 62537, Sub. <i ag Lakes Forward. 
ing Corp., Buffalo, N. Y. 
~~ ey N. “atts Ss. Ct.—Jt. Bd. 
108384—Charbourne Truck Line, Detroit 
Lakes, Minn., common carrier applica. 
on 
oer ty caer Tex.—Ben Milam Hotel—It, 
MC 108477—Freeport Motor Freight Lines, 
— Tex., common carrier applica: 
on 


July 7—New York, N. Y.—641 Washington 
St.—Examiner Bradford: 

MC 37656, Sub. 3—Doyle Trucking Corp., 
New York, N, Y., contract carrier appli- 
cation. 

MC 46314, Sub. 9—W. I. Green Sons, Ine., 
Long Branch, N. J., common carrier ap- 
plication, 

MC 46314, Sub. 10—W. I. Green Sons, Inc., 
Long Branch, N. J., common carrier ap- 
plication. 


July 7—Omaha, Nebr.—Hotel Fontenelle—Ex. 
aminer Dishman: 

W-381, Sub. 2—Inland Waterways Corp., 
extension, Omaha. 

July 7—St. James, Minn.—New Lincoln Hotel 
—Examiner Albus: 

* Finance 15619—Application of M. & St. L. 
Ry. for a certificate permitting abandon- 
ment of line extending from St. James, 
Minn., to Eastherville, Ia. 

July 7—Salt Lake City, Utah—State Comm.— 
Examiner Linn: 

MC 77066, Sub. 4—Lewis Bros, Stages, Salt 
Lake City, Utah, common carrier appli- 





cation. 

July 7—Sioux Falls, S. D.—U. S. Ct.—Jt. 
Bd. 145: 

* MC 29601, Sub. 4—Southwestern Stages, 
Ine., Mankato, Minn., common carrier 
application. 

July 7—Sioux Falls, S. D.—U. S. Ct.—IJt. 
Bd, 146: 


* MC 9952, Sub. 4—Hess Motor Express, Pipe- 
stone, Minn., common carrier application. 


July a Falls, S. D.—U. S. Ct.—Jt. Bd. 


* MC 1509, Sub. 73—Northland Greyhound 
Lines, Inc., Minneapolis, Minn., common 
carrier application. 


July 7—Spartanburg, S. C.—Chamber of Com- 
merce—Jt. Bd. 177: 

MC 17820, Sub. "23—Carolina Stages, Spar- 
tanburg, S. C., common carrier applica- 

on 

July ‘7—Springfield, Iil—Fed. Bldg.—Exam- 
iner Joyner: 

* MC 107662—Fred Langenbahn Truck Lines, 
Lincoln, Ill. 

July 7—Syracuse, N. Y.—U. S. Ct.—Exam- 
iner Kephart: 

MC 108418—Captain Snider & Sons, Brock- 
ville, Ontario, Canada, common carrier 
application. 

July 7—Wichita, Kan.—Hotel Lassen—Exam- 
iner Jackson: 

* MC 108017, Sub. 2—Bill Snyder Truck Serv- 
ice, Wichita, Kan., common carrier ap- 
plication. 

July 8—Charleston, S. C.—U. S. Ct.—Exam- 
iner Griffin: 

W-376, Sub. 5—Pan-Atlantic Steamship 
Corp., extension, Charleston. 






for a Century * 








